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The Albuquerque International
Sunport Master Plan Study was
undertaken to evaluate the airport’s
capabilities and role, to forecast
future aviation demand and to plan
for the timely development of new
or expanded facilities that may be
required to meet that demand. The
ultimate goal of the Master Plan is
to provide systematic guidelines for
the airport’s overall development
and operation.

The Master Plan is intended to be a
proactive document which
identifies and then plans for future
facility needs well in advance of the
actual need for the facilities. This is
done to ensure that the City of
Albuquerque can coordinate project
approvals, design, financing and
construction in a timely manner
prior to experiencing the
detrimental effects of inadequate
facilities.

An important result of the Master
Plan analysis is reserving sufficient
areas for future facility needs. This
protects development areas and
ensures they will be readily
available when required to meet
future needs. The intended result is
a detailed land use concept which
outlines specific uses for all areas of
airport property.

The Albuquerque International
Sunport Master Plan was a
cooperative effort between the City
of Albuquerque and Federal
Aviation Administration (FAA).
Technical work was prepared by
Coffman Associates, Inc., NBBJ, and
Molzen-Corbin Associates, Inc.

This Master Plan is evidence that
the City of Albuquerque and 
FAA recognize the importance 
of Albuquerque International
Sunport to the community, 
the region and national air
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t ranspor ta t ion  system , as well as t he
a ssocia t ed cha llenges inh erent  in
accommodat ing fu tu re avia t ion n eeds.
The cos t  of main ta in ing an  a irpor t  is an
investm ent  wh ich  yields im pr essive
ben efits t o a  community.  A sound and
flexible Master  P lan  will ensure tha t
Albuqu erque In terna t iona l Sunpor t  can
cont inue to serve the a ir  t r anspor ta t ion
needs for  the region .

MAST ER  P LAN

O BJ ECT IVES

Th e  p r im a r y ob je ct ive  of t h e
Albuqu erque In terna t iona l Sunpor t
Mast er  P lan  is t o develop a nd m ainta in
a  fin a n cia lly fea sib le lon g-t er m
development  progr am which will sa t isfy
avia t ion  demand a nd be compa t ible
with  community development , other
t r an spor t a t ion  m odes , a n d  t h e
environment .  The accomplishment  of
th is object ive requires the eva lua t ion  of
the exist ing a irport  and a  determina t ion
of wh a t  act ions shou ld be t aken  to
ma in ta in  an  adequa te, sa fe and r eliable
a irpor t  facility to meet  t he a ir
t ranspor ta t ion  needs of the a rea .  The
completed  Mast er P lan  provides an
out line of the necessa ry development
and give responsible officia ls adva nce
not ice of fu tu re needs t o a id in
pla nning, scheduling and budget ing.

Specific object ives of the Albuquerque
In terna t iona l Sunpor t  Mast er  P lan  a re:

% To determine pr ojected needs of
a irpor t  user s t h rough  the yea r
2025;

% To ident ify existing and  fu ture
facility needs;

% To eva lua te fu ture a irpor t
facility developm en t  a lterna t ives

wh ich  will promote sa fet y and
opt imize a irport  capa city, while
not  sign ificant ly impa ct ing the
environment ;

% T o p r o v i d e  a  g r a p h i c
repr esen ta t ion  of the u lt imate
a irpor t  development ;

% To present  land use str at egies for
the u se of a irport  pr oper ty;

% To screen the r ecommended pla n
for  pot en t ia l en vir on m en t a l
impact s;

% To esta blish a  schedu le of
development  priorit ies and a
program  for impr ovemen ts;

% To ana lyze the a irport ’s fina ncia l
r e q u i r e m e n t s  for  ca p i t a l
improvemen t  needs and  grant
options;

% To coordina te th is  Mas ter  P lan
with  loca l, regiona l, s ta te and
federa l agencies;

% To develop act ive a nd product ive
pu blic involvement  th rough the
plann ing process.

MASTER P LAN ELEMENTS
AN D  P R OCES S

The Albuqu erque Interna t iona l Sunport
Mast er  P lan  was  prepared  in  a
systemat ic fash ion  following F AA
gu idelines  a n d in du st r y-a ccept ed
pr inciples and pr act ices.  The Mast er
P lan  for  Albuquerque In t erna t iona l
Sunpor t  has six genera l elements which
are int ended t o assist  in  the discovery of
fu ture facility needs and pr ovide the
s u p por t in g  r a t ion a le  for  t h e ir
i m p l e m e n t a t i on .  Ex  h  ib  it  I-A pr  ovides
a  g r a p h i ca l  d e p ict ion  of t h e
Albuqu erque In terna t iona l Sunpor t
Mast er P lan  process and element s.
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E lemen t  On e en com pa sses  t h e
inventory effor t s.  The inven tory focuses
on  collect ing an d assemblin g releva nt
da ta  per ta in ing to the a irpor t  and  the
area  the a irport  serves .  This includes
in for m a t ion  on  ex is t ing  a i r por t
facilities, opera t ions , and cont rol.  Loca l
economic and dem ograph ic informat ion
was collected t o define the loca l growth
tr ends.  P lann ing studies wh ich  may
have relevance to the Mast er  P lan  were
a lso collected an d considered.

Element  Two examines t he poten t ia l
avia t ion  dema nd for  commercia l a ir
service, genera l avia t ion , a ir  cargo and
milita ry act ivity a t  the a irport .  This
a na lysis u t ilizes loca l socioeconomic
informat ion , as well a s loca l and
na t iona l a ir  t ra nspor ta t ion  t rends to
quant ify the levels of avia t ion  act ivity
wh ich  can  reasonably be expected to
occur  a t  Albuquerque In t erna t iona l
Sunpor t  th rough t he year  2025.  The
resu lt s of th is effor t  a re used to
determine the t ypes a nd s izes of
facilit ies wh ich  will be required t o meet
the projected a viat ion deman ds for
Albuqu erque In terna t iona l Sunpor t
over t he n ext t wenty-plus year s.

E l e m e n t  T h r e e  com p r is e s  t h e
demand/capacity ana lys is .  The in ten t
of this ana lys is  is  to compare the
exis t ing facility ca pacit ies to forecast
avia t ion  demand and determine where
deficiencies in  capa cit ies (as well as
excess capa cit ies) may exist . This
elemen t  includes  det a iled computer
m odelin g of a ir cr a ft  oper a t ion a l
ch a r a ct e r is t ics  a t  Al b u q u e r q u e
In terna t iona l Sunpor t  to determine the
capacit y of the a ir field to accommodate
fu ture dem and.  Th e a ir field a na lysis
focuses on  determining the opt ima l
number  of runways and runway

configura t ions to sa fely accommodate
a ir cra ft  opera t ions  while maximizing
a ir field main tenance and improvemen t
costs.  The ability of exist ing pa ssen ger
t ermina l building and a ccess facilities,
gener a l avia t ion  and  a ir  cargo facilit ies
to accommodate forecast  dem and will
a lso be determ ined.

Element  Four  uses  the resu lt  of the
demand/capacity an alysis to determine
t h e  sp ec i fi c fa ci li t y  n e e d s t o
accommodate forecast  avia t ion demand.
Wher e deficiencies a re iden t ified, the
size an d type of new facilities to
a ccom m od a t e  t h e  d e m a n d  a r e
ident ified.  The a ir field a na lysis focuses
on  improvemen ts needed to serve th e
type of a ircra ft  expected to opera te and
the a irpor t  and naviga t iona l a ids to
increa se th e safety and efficien cy of
opera tions.  This element  also includes
a  determina t ion  of pa ssen ger t ermina l
bu ildin g, genera l avia t ion  and a ir  cargo
facility needs.

Element  F ive considers a  ser ies of
r easonable solu t ions to accommodate
the pr ojected facility needs.  Th is
elemen t  proposes va r ious  facility and
sit e p lan  configura t ions  which  meet  the
projected facility n eeds.  A t horough
an alysis is completed  to ana lyze the
s t rengths and weakn esses of each
proposed developmen t  a lt erna t ive with
the in t en t ion  of det ermin ing a  single
direction  for  development .

Element  Six includes two independen t ,
yet in ter rela ted, work effor t s: Financia l
P rogram and Airpor t  P lans.  The
fina ncia l im plemen ta t ion  p rogram
defines the schedu les, costs  and  funding
s ou r ce s  for  t h e  r e com m e n d e d
development  projects .  Airpor t  P lans
represents the deta iled gr aphica l
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depict ion of proposed improvements  and
r elat ed a ir spa ce a n d obst r u ct ion
a na lyses which  ensure a  sa fe and
efficient  opera t ing environment  for
a ir cra ft  opera t ing a t  Albuquerque
Interna t iona l Sunpor t .

COORDINATION

The Albuqu erque Internat iona l Sun port
Mast er  P lan  is  of in teres t  to many
with in  the loca l community.  This
includes loca l cit izens, community
organ izat ions, a irpor t  u ser s, a irpor t
ten an ts, a reawide p lanning agencies
and a via t ion  orga niza t ions.  As an
impor tan t  componen t  of t he r egiona l,
st a te and na t iona l avia t ion  syst em , the
Albuqu erque In terna t iona l Sunpor t
Ma st er  P lan  is of impor tance to both
sta te and  federa l agencies  responsible
for  overseeing a ir  t ranspor ta t ion .

To assist  in t he developm ent  of the
Albuqu erque In terna t iona l Sunpor t
Mast er  P lan , the City of Albuquerque
ident ified a  cross-sect ion  of community
members and in t erested persons to
provide an  a dvisory r ole in  the
development  of the Master  P lan .  As
members of the Advisory Commit tee or
t h e  T e ch n ica l  Com m it t ee ,  t h e
commit tee members  reviewed working
p a per s  a n d  p r ov ided  com m en t
throughou t  the s tudy to help  ensure
tha t a  rea listic, viable plan  was
developed.

To assis t  in  the review process, dra ft
working pa pers were submit ted  in  a
workbook forma t  a s each  Master  P lan
elemen t  is completed.  Th e work ing
papers a llowed for  input  and review
during each  step with in  the Master
P lan  process to ensure tha t  Master  P lan

issues were fu lly addressed  as the
recommended program was developed.

A ser ies of pu blic in for m a t ion
work shops were also schedu led t o a llow
the public to provide inpu t  and learn
a bou t  t h e st u dy.  The pu blic
in format ion  work shops were conducted
to a llow public access to genera l
in format ion  concern ing the Master
Plan .  The consu lt an t s and a irpor t  st a ff
were ava ilable to answer  ind ividua l
questions.

In  addit ion , special m eet ings were held
with  r epresen ta t ives of the a irlines
serving ABQ as well a s t he genera l
avia t ion  inter ests on  the a irpor t .  These
meet ings were held  to d iscuss the
r ecom m en ded pla n  wit h  sp ecia l
emph asis  on  the ra t iona le behind  the
recommenda t ion  to u lt imat ely close
Runway 17-35.

The work ing papers were also made
ava ilable to the gener a l public over t he
in ternet  shor t ly a ft er  submission  to the
comm ittees.  The web site a lso a llowed
persons to e-mail comments  to the
consu ltant s.  Comments received from
t h e com m it t ee m eet in gs , pu blic
workshops, and  the web s ite a re
included in t he Appendices.

R EP O R T
ORGANIZATION

The Mast er  P lan  techn ica l repor t  for
Albuqu erque In terna t iona l Su nport  is
organ ized in to functiona l elem en ts.  In
th is mann er, broad funct iona l por t ions
of the a irpor t  (i.e. a irfield, pa ssen ger
t ermina l facilit ies, genera l avia t ion
facilities, a ir  ca rgo facilit ies and suppor t
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facilities) a re segrega ted and organ ized
in to sepa ra te chapters of the Mast er
Plan .  This is done for  fu ture ease of
reference.

As indica ted previously, the Master
P la n  a na lysis follows a  specific
procedure from inventory through
forecas t ing, dem and/capa city, facility
requirem ents, development  a lternat ives
and fina lly specific p lanning and capit a l
improvemen ts.  With in  each of th ese
Mast er  P lan  element s, specific a t t en t ion
is focused on  each  of t he funct iona l
a reas of the a irpor t .  The common
pract ice in Ma st er  P lann ing is to
orga nize each  of t he Master  P lan
elemen ts in  a  separa te chapter  of the
Mast er  Plan wh ich combine ana lyses on
each  of the funct iona l a reas  of the
a irpor t .  For  a irport s with  a  smaller
scope of facilit ies th an  Albuquerque
In terna t iona l Sunpor t  th is  is  sufficien t
sin ce a na lysis is limited and can  ea sily
be referenced a t  a  lat er  da te.

To assist  in  fu ture implem en ta t ion  of
the Albuquerque In terna t iona l Sunpor t
Mast er  P lan , th e Mast er  P lan  t echn ica l
r ep or t  h a s  been  or gan ized in t o
funct iona l elements to a llow a  fu ture
u ser  t o ea sily t r a ck in vent or y,
demand/capacity, facility requirem ent s,
a lter na t ives and  eventua lly p lans  and
improvemen ts for  each  of t he funct iona l
a reas on  the a irpor t .  It  should be noted
tha t in  many cases  it  is difficu lt  to draw
a n  exa ct  d em a r ca t ion  be t ween
fu n ct ion a l e lem en t s .   However ,
sufficien t  different iat ion does exist
between  facilit ies a t  Albuqu erque
In terna t iona l Su nport  to organize th ese
in to separa te fun ctiona l area s.  Special
care has  been  taken  to ensure
appropr ia te a na lys is  is  given  where
a rea s might  overlap.

The Albuqu erque Int erna t iona l Sunport
Mast er  P lan  Technica l Repor t  includes
nine cha pter s an d relat ed appendices.
These a re broken  int o three volum es
plu s an  Execut ive Summary.  The
E xecut ive Summary p rovides an
ove rv iew of t h e  Ma st er  P la n
highlight ing key in forma t ion , r a t ionale,
and recommenda t ions.  Volum e I
provides the bas ic mas ter  planning
i n for m a t ion  i n c lu d i n g  g en e r a l
background, avia t ion  forecas ts, the
overa ll recommended development  pla n,
and the fisca l considera t ions  of the
Mast er  P lan .  Volumes II an d III
provide more deta iled  informat ion  on
each  component  of the a irpor t  (a irfield,
pa ssen ger termina l, a ir  cargo, genera l
aviat ion, access, an d support  facilities.

Chapter  One serves as a n  in t rodu ct ion
to the Master  P la n  repor t  and includes
in format ion  of the st udy process,
met hodology, and goa ls an d objectives.
Backgroun d inform at ion on the a irport
and regiona l a rea  is provided t o or ient
the r eader  with  specifics of the
Albuqu erque a rea .

Chapter  Two summarizes the resu lts of
E lem en t  Two, Avia t ion  Dem a nd
Forecast s.

Ch a pt er  Thr ee  consolida tes  t h e
recommended developmen t  pr ogra ms
for  ea ch  funct iona l ar ea  to define t he
overa ll proposed development  for  the
a irpor t . This chapter  includes na r ra t ive
d e s cr i p t i on s  of  a l l  p r op os e d
development  a t  the a irport  and presen t s
a  gra ph ic depict ion  of a ll proposed
facility improvemen ts.  Cha pter  Three
also consolidat es  th e individua l
development  projects for  each funct iona l
area  of the a irpor t  in to a  s ingle,
comprehensive capita l impr ovemen t
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program.  The capita l improvement
p rogr a m  iden t i fi e s  deve lopm en t
pr ior ities an d fun ding str at egies to
implemen t  the pr oposed development
project s a t  the a irpor t .

Chapter  Four  presen t s the FAA
required Airport  Layout  P lan  set .  The
Air por t  Layout  P lan  set  is a  deta iled set
of line dr awings depict ing a ll proposed
improvemen ts, lan d use and a irspace.

Ch a pters F ive through Nine a re
dedica ted to the funct iona l a reas  of the
a irpor t : a ir field facilities (Chapter  Five),
a ir  cargo facilit ies (Chapt er  Six),
gener a l aviat ion  facilit ies (Chapter
Seven), pa ssenger  t ermina l bu ildin g
(Chapter  Eight ), and  park ing, access
and support  facilit ies (Chapter  Nine).
Each  chapter  is broken  in to sect ions
wh ich  present  the resu lt s of a ll an alysis
for  t ha t  funct iona l a r ea .  The exist ing
facilit ies of each componen t a re first
descr ibed and  ana lyzed  to determine
how they meet  exist ing and poten t ia l
fu ture needs.  N ext  is a  descr ipt ion  of
the sizes an d types of facilit ies needed
to accomm odat e forecast  dema nd.  Th is
is followed by a  sect ion dedica ted to the
development  a lter nat ives ana lyses.  The
fina l sect ion  of each chapter  ou t lines  the
r e c o m m e n d e d  c o n c e p t s  a n d
development  cost s to be incorpora ted
in to the Master  P lan .

ALBUQUERQUE
INT ER N ATION AL
S U N P OR T

Albuqu erque In terna t iona l Su nport  is
posit ioned to serve all segments  of the
a ir  t r a nsport a t ion  indust ry.  As sh own
on Ex  h  ib  i t  I -B  ,  Al b u q u  e r  q u  e
In terna t iona l Sunpor t  has facilit ies t o

a ccom m oda t e com m er cia l a ir lin e
act ivity, air  cargo and gen era l avia t ion
user s.  Milit a ry avia t ion n eeds a re
accommoda ted a t  the ad jacent  Kir t land
Air  Force Ba se, wh ich  sh a res a ir field
f a c i l i t i e s  w i t h  A l b u q u e r q u e
Interna t iona l Sunpor t .

The commercial a irline segm ent  of the
a ir  t ransport a t ion  indust ry includes a ll
a ir  ca rr iers pr oviding schedu led a ir
service.  As of March  2000, Albuqu erque
In terna t iona l Sunpor t  was served by 12
a irlines providing nonst op service to 28
des t in a t ion s  a cr oss  t h e cou n t r y
includin g: Amarillo, Texas; At lan ta ,
Georgia ; Ch icago, Illinois; Cincinna t i,
Oh io; Da llas, Texa s; Denver , Colorado;
El Pa so, Texas; Hous ton , Texas; Kan sas
Cit y, Missour i; Las Vega s, N eva da ; Los
Angeles, Ca liforn ia ; Lubbock, Texa s;
Midland/Odessa, Texas; Minnea polis,
Minn esota ; Oa k la n d , Ca l ifor n ia ;
Orlando, F lor ida ; Phoen ix, Ar izona ; S t.
Louis, Missour i; Sa lt  La ke City, Utah;
Sa n  Diego,  Ca lifor n ia ; S ea t t le ,
Wash ington; Tampa , F lor ida  a nd
T u cs on ; Ar izon a .   C on v e n i e n t
connect ions a t  many of these a irpor t s
provided one-stop service to many of the
remaining major  destina tions a cross th e
coun t ry and in t erna t iona lly.

The major  a irlines serving Albuqu erque
I n t er n a t ion a l Su npor t  in clu ded :
Amer ican , America  West , Con t inen ta l,
Delt a , Front ier , Nort hwest, Sout hwest,
TWA and United. Regular  service was
also provided by commuter  a ir lines
Mesa, Skywest  and regiona l ca r r ier  Rio
Grande Air .

Com m er cia l a ir line a ct ivit ies ar e
conducted from the passenger  t ermina l
facilit ies locat ed in t he n ort hwest
quadrant  of the a irpor t , nor th  of
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Runway 8-26, an d west  of Runway 17-
35.  The pa ssenger  t ermina l bu ildin g is
pr imar ily accessed from In terst a te 25
via  Su nport  Bouleva rd.  Ya le Bouleva rd
and Gira rd Bouleva rd a lso p rovide
access to the passenger  termina l
bu ildin g.

The a ir  cargo segmen t  of the a ir
t ranspor ta t ion  indust ry includes the
act ivit ies of a ir  ma il and a ir  freigh t /a ir
express.  Air car go act ivit ies a t
Albuqu erque In terna t iona l Sunpor t
include the cargo car r ied  by the
schedu led a ir  car riers a s well as th e
dedicated a ll-ca rgo airlines.  Dedica ted
a ir  freight  carr iers  serving Albuquerque
In t e r n a t i on a l  S u n por t  in clu d e :
Airborn e, Bur lington  Air , Emory/
Purola tor  Express, Federa l Express,
Kitt yha wk, Relia n t  Air lines, Sou th
Aero, an d UP S.

Air  ca rgo facilit ies are presen t ly loca ted
a long Runway 3-21 and accessed from
Spir it  Drive.  Access to Int erst at e 25 is
ava ilable via  the Univer sit y Bouleva rd
in terchange loca ted a pproximately one-
mile south  of the Spir it  Dr ive/
University Bouleva rd in tersect ion .

Genera l aviat ion is th e lar gest a nd m ost
d i ve r s e  s e g m e n t  of  t h e  a i r
t ranspor ta t ion  indust ry.  The Un ited
St a tes act ive genera l avia t ion  a ir cra ft
const itu te 97 percent  of a ll civil a ircra ft
in  use t oday. Genera l aviat ion u ses
cover a  broad  range of act ivit ies r anging
from personal/recrea t iona l flying to a ir
ambulance to business/commercial u ses
such  as a er ia l applica tors, aer ia l
surveying and  photography a nd  the
non-schedu led t ranspor t  of company
sta ff members from one loca t ion  to
another .  Genera l avia t ion  a ircraft
range from one and two sea t  p is ton-

powered aircraft t o long-ra nge business
jet  a ircra ft  capa ble of flying n on-stop to
in t e r n a t ion a l d es t in a t ion s  fr om
Albuqu erque.

G e n e r a l  a v i a t i on  fa ci l i t i e s  a t
Albuqu erque In terna t iona l Sunpor t  a re
loca t ed west  of the Run way 12-
30/Runway 3-21 int ersect ion .  P r iva te
companies providing services to gener a l
avia t ion  user s in clude: Cut ter  F lying
Service, Seven  Ba r  Avia t ion, Western
Air , Four  Sea sons Aviat ion , an d Six T,
Inc.  Gen era l avia t ion  facilit ies a re
accessed from Universit y Bouleva rd via
Access Road B to Cla rk  Car r Road.
Cla rk Carr  Road pr eviously extended
dir ectly from U niver sit y Boulevard to
the genera l a via t ion  a rea .  This
in tersect ion  was elimina ted during the
const ruct ion  of t he Consolida t ed Ren ta l
Car  Facility.

Kir t land Air  Force Base encompa sses
approximately 52,000 a cres of land
a long th e eastern boun dar ies of
Albuqu erque Interna t iona l Sunpor t .
Kir t land Air  Force Base had it s
begin nings as a  Army Air  Corps
t r a in ing field in  1939.  Opera t ing fr om
Albuqu erque’s municipa l a irport  (which
is now Albuquerque In terna t iona l
Sunpor t ), the first  milit a ry mission  was
pr imar ily flight  t ra in ing du r ing World
War  II.

After  th e war, th e mission  of the then
Kir t land Army Air  F ield changed from
fligh t  t ra in ing to fligh t  test  activities for
the Air Ma ter ial Command in  1946.
Th is new role was t o develop an d test
a ir cra ft  modifica t ions  for  weapons
deliver y a nd d eterm ine ballis t ic
cha ra ct er ist ics for  fu tu re nuclea r
weapons.  In  1947, t he Army Air  Corp
became th e U.S. Air  Force and  Kir t land
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Army Air field became Kir t land Air
Force Base.

As the Air F orce’s responsibilit ies for
the use and delivery of nuclear  weapons
increa sed, so d id  the tes t ing and
eva lua t ion  missions a t  Kirtla nd Air
Force Base.  In  1949, Kir t land became
headquar ters for  the Specia l Weapons
Command (la ter  known as  the Special
Weapons  Cent er) wh ich  was charged
with  determining fu ture employmen t  of
nuclea r  weapons.  Scien t ific r esearch
was added to th e base in t he 1950's to
assess ra diat ion h azards and st udy
nuclea r  explosions.  In  1963, the newly
crea ted Air  Force Weapons  Labora tory
absorbed much of the research  a nd
development  work  of the Special
Weapons Cen ter .

In  1971, Kirt land Air Force Base
merged with  the Manzano and Sandia
Bases to the ea st , reta in ing the
design a t ion  of Kirt lan d Air F orce Base.
Severa l t rans it ions  occurred  dur ing the
mid to la te 1970s .  This  included  the
es tablishment  of th e Air Force Test  and
E v a l u a t i on  C e n t e r  i n  1 9 7 4 ,
d i ses t a blis h m en t  of t h e Sp ecia l
Weapons  Cent er  in 1976 a nd t ransfer  of
command from the Air  Force Con t ract
Management  Division t o the Milit a ry
Airlift  Command in  1977.

In  1982, the Air Force Space Technology
Center  was a ct iva ted at  Kirtla nd t o
become the foca l point  for  Air  Force
spa ce t ech n ology p la n n in g a n d
development  and for  coordin a t ing Air
Force pr ograms for space missions.  In
1990, the Air Force Space Technology
Cent er  wa s combined with  th ree Air
Force labora tor ies t o become P hillips
Labora tories.  Phillips Labora tor ies is

now pa r t  of the Air F orce Research
La bora tory.

In  1993, opera t iona l command of
Kir t land Air  Force Base was t ransferred
from the Air  Mobility Command to the
newly crea ted  Air  Force Mater ia l
Command.  The 377 t h  Air  Base Win g
wa s form ed to be the base’s host
orga niza t ion .  In  1998, th e 377 t h  Air
Base Wing was  t ransfer red  under  the
Air  Armament  Center .

The 377th  Air Base Wing cont inues a s
the hos t  organiza t ion  for  Kir t land AFB.
The Wing suppor t s more than  200
tenant  organ izat ions, includin g the Air
Force Research La bora tory, Air  Force
Oper a t ion a l Test  a nd E valua t ion
Cent er , 58t h  Special Opera t ions  Wing,
New Mexico Air N a t iona l Gua rd, F ield
Command Defense Specia l Weapons
Agen cy, Air  Force Inspection Agency,
Air  F or ce  S a fet y Ce n t er ,  t h e
Depar tment  of Energy Albuquerque
O ff ice  a n d  S a n d ia  N a t i on a l
Labora tories.

HISTORICAL
P ERSP ECTIVE

Albuquerque In terna t iona l Sunport  was
in it ia lly developed in  1937 t hrough  a
coopera t ive effor t  between the Cit y of
Albuqu erque and the New Mexico
Airpor t  Corpora t ion (a  su bsidia ry of
Trans World Airlines).  Th e Cit y of
Albuquerque took responsibility for
developin g a ir field  facilit ies , while the
New Mexico Air por t  Corpora t ion
developed  a  t er m in a l bu ildin g,
main tenance hanga r  and fuel storage
facilities on  53 acres  owned by the
corpora t ion .
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T h r ou g h  W or l d  Wa r  I I ,  t h e
Albuqu erque a irpor t  served  both  the
a ir line needs of Tra ns World Airlines
and t he growing needs of the Army Air
Corp loca ted adja cent  to the a irpor t .
The City of Albuqu erque con t inued to
expand the a ir field facilit ies dur ing the
1940s. By 1945 th e a irport  site ha d
grown t o more than  223 acres.

In  1950, the federa l government
negot iat ed a  qu it cla im deed wit h  the
Cit y and took  possession  of the a irpor t .
Over the next 12 year s, th e Depar tment
of Defense developed the a irpor t  to meet
t h e  e x p a n d i n g  r e s e a r ch  a n d
development  programs conducted  a t  the
Air  Base.  Meanwhile, t he New Mexico
Ai r p or t  Co rp or a t i on  con t i n u e d
opera t iona l cont rol over  the civilian
termina l a r ea .

In  1962, th e Depa r tm ent  of Defense
returned the a ir field  and most  proper ty
west of Runwa y 17-35 by qu itcla im
deed.  Under  the agreement  to return
the a irpor t  to the City, the Depar tment
of Defense ret ained title to th e air ba se
wh ile agreein g to provide a irpor t  crash ,
fire an d rescue services for  civilian
opera t ions in a ccorda nce with  Federa l
Avia t ion  Regula tions.  The Depar tment
of Defense a lso agreed to pay the City
annual compensa t ion  for  the use of the
a ir field.

In it ia lly, a ll civilian  facilit ies were
loca ted nor thwest of t he Runway 17-
35/Runway 8-26 int ersect ion .  This
included a  new pa ssenger  t ermina l
(const ructed in  1965), a pron  a reas, a ir
ma il facilit y and a ir cra ft  storage
ha ngar s.  The most  significant  changes
to the facilit ies occur red  in  the mid  and
la te  1980's  when   a ll  genera l  avia t ion

facilit ies and the a irpor t  main tenance
fa cilit ies were r e-loca t ed t o t he
sout hwest  quadrant  of the a irport .  This
provided space for  the expansion  of the
pa ssen ger  t ermina l bu ildin g.

Recent  improvemen ts include the
development  of the a ir  cargo apron  and
bu ildin g in  1992 a nd t he new a irpor t
t r a ffic cont rol tower  in  1994.  Runway
8-26 was r econst ru cted in t he m id-
1990s.  Runway 3-21 was r econst ructed
and exten ded to 10,000 feet  in  the m id-
1 9 9 0 s .   R u n w a y  1 2 -3 0  w a s
reconst ructed and extended to 6,000
feet  in  the lat e 1990s.  A new posta l
facility was a lso added to the a irport  in
1994.  Taxiway A was reconst ructed in
1993.  Ta xiwa y E wa s const ructed in
1991.  Four  depar ture gat es were added
to concourse A in 1996.  An  observa t ion
deck and food cour t  were a dded in 1998.

A more recent  project  reloca ted a ll
r en ta l car  fun ctions t o a consolida ted
facility a long Un iversity Boulevard.
Th is 76-acre site cont ains a r en ta l ca r
t ermina l, ren ta l ready/return  a reas and
main tenance/storage a reas for  each
ren ta l ca r  provider  opera t ing a t
Albuquerque Interna t iona l Sunpor t .

AIRP ORT
ADMINISTRATION

Albuqu erque In terna t iona l Su nport  is
owned and opera ted by t he City of
Al b u q u e r q u e .   T h e  A v ia t i on
Depar tment  is  respons ible for  the
m a n a g e m e n t ,  o p e r a t i o n  a n d
development  of the a irpor t .  The
Avia t ion  Depar tment  is  one of th irt een
depa r tmen ts with in  the Cit y.
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Exh  ibit  I-C dep ict s  the cur ren  t
organ iza t iona l st ructure of the Avia t ion
Depar tment .  The overa ll ma nagemen t
and opera t ion  of the a irpor t  is  the
responsibilit y of the Avia t ion  Director
who repor t s direct ly t o the Mayor  and
City Cou ncil.  In  F isca l Year  (F Y) 2000,
there were 249 fu ll-t ime, 11 pa r t -t ime
and 4 pa r t -t ime t emporary pos it ions
author ized for  the avia t ion  depar tment .

P REVIOUS FACILITY
P LANNING STUDIES

Th e p reviou s  Ma s t er  P la n  for
Albuqu erque In ternat iona l Sunpor t  was
completed  in  1994.  Using 1991 base
year  dat a, th e previous Master  P lan
an t icipa ted fu tu re demand and facility
needs through the year  2015. The
Master  P lan  ou t lined improvements for
the commercia l passenger  termina l
bu ildin g, a ir field, genera l avia t ion  and
air cargo ar eas.

The pr imary a ir field recommendat ions
included recons t ruct ing Runway 3-21 to
serve as a  secondary a ir  ca r r ier  runwa y,
closin g Ru nwa y 17-35, a nd reconst ruct -
ing and  extending Runway 12-30.
Runway 3-21 wa s planned to be
exten ded to 10,000 feet  and  equipped
with  a  precision  ins t rument  approach
procedure to Runway 3.  This project
was complet ed in  1994.  Runway12-30
was planned  to be recons t ructed  and
exten ded to a  length  of 6,000 feet  and
serve genera l avia t ion  users.  This wa s
competed  in  1999.

The principa l recommenda t ion  for  the
fu ture development  of t he passen ger
t ermina l a rea  requires closing Run way
17-35 to provide for  the expansion  of the
t ermina l bu ilding a long t he east  side of

the exist ing t ermina l and pa ra llel with
the Ru nwa y 17-35 a lign men t .  The
fea sibilit y of this development  and other
t ermina l development  opt ions is fur ther
exam ined in t h is Mas ter  P lan  upda te.
The development  of Sunpor t  Bouleva rd
was envisioned t o provide more efficient
and direct a ccess t o In terst a te 25.
Sunpor t  Boulevard was const ructed in
1998.  An expansion  to Depar ture
Concourse A was an t icipa ted to provide
addit iona l depa r ture gat es.  This wa s
completed  in 1996.

The 1994 Ma st er  P lan  p lanned  the fu ll
development  of the a ir  cargo area  a long
Spir it  Dr ive.  The in it ia l a ir  cargo apron
was cons t ructed  in  1989 and  expa nded
in  1996.  The a ir car go building was
const ructed in 1992.  Long ter m a ir
cargo development  was p lanned  for  the
east  side of Runway 3-21.

While the previous Mast er  P lan
reta ined genera l avia t ion  facilit ies in  it s
present  loca t ion  west  of Runway 3-21,
no significant  expansion  of th is a rea
was pla nned.  Th e Ma st er  P lan
ant icipa ted tha t  Double Eagle II
Air por t , owned and opera ted by the City
of Albuquerque, would serve any ma jor
growth  needs of genera l avia t ion
through its designa ted  role as  the
gener a l avia t ion  reliever  a irpor t  for
Albuqu erque Interna t iona l Sunpor t .  As
a  reliever airport , Double Ea gle II
Air por t  was const ructed to relieve
c o n g e s t i o n  a t  A l b u q u e r q u e
In terna t iona l Sunport  by pr oviding an
a lt erna te a ir field facility for  gener a l
avia t ion  a ircra ft .

An  upda ted Mast er  P lan  for  Double
Eagle II was conducted  under  a
separa te cont ract , by a  separa te
consultan t , a t  the same t ime as  th is
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Exhibit I-C
ORGANIZATIONAL CHART

CITY OF ALBUQUERQUE AVIATION DEPARTMENT

AVIATION DIRECTOR
UNCLASSIFIED

(1)

LEGAL (ASSIGNED)
UNCLASSIFIED (1)

PA01 (1)

SENIOR
ADMIN. ASST.

M13 (1)

SENIOR
ADMIN. ASST.

M13 (1)

LANDSIDE OPS
MANAGER

M17 (1)

SAFETY/QUALITY
CONTROL
M15 (1)

PUBLIC AFFAIRS
OFFICER
M15 (1) ADMINISTRATIVE

ASSISTANT
M21 (1)

ASSOC. DIRECTOR
AVIATION OPS

M19 (1)

SHIFT
SUPERVISOR

M13 (4)

PARKING
ATTENDANT FT

B13 (15)

PARKING ATTENDANT
PT PERM
(B13 (9)

LABORERS
B13 (4)

LANDSIDE
MAINT. WORKER

B23 (1)

FISCAL
OFFICER
M16 (1)

SYSTEM
ANALYST III

M16 (1)

RATE
ANALYST
M16 (1)

FISCAL
OFFICER
M16 (1)

ACCOUNTANT
II

M14 (1)
BUYER
M13 (1)

ACCOUNTANT
M13 (1)

ACCOUNTING
ASSISTANT II

C24 (3)

PLUMBER
B31 (1)

ELECTRONICS
TECHNICIAN IV

B35 (3)

HVAC
TECHNICIANS

B31 (3)

CARPENTER
B31(1)

MECHANIC
B35 (1)

JETWAY
TECHNICIAN

B32 (4)

PLANT
OPERATOR

B28 (5)

CONSTRUCTION
WORKER II

B26 (5)

CONSTRUCTION
WORKER III

B28 (2)

ELECTRICIAN
HELPER
B24 (3)

MGR. ENGINEERING
ENV. AFFAIRS

M17 (1)

GRAPHIC/GIS
SYSTEM TECH.

C31 (1)

CHIEF
AV. POLICE

M18 (1)

POLICE LT.
OPERATIONS

MP-04 (1)

POLICE LT.
ADMINISTRATIVE

MP-04 (1)

MANAGER
OPERATIONS

M18 (1)

AVIATION OPS.
CENTER SUPV.

M14 (1)

AIRFIELD
OPS. OFFICERS

M15 (5)

AV. OPS. CENTER
SHIFT SUPERVISOR

M12 (3)

SENIOR OFFICE
ASSISTANT

C26 (1)

ASST. MANAGER
AIRFIELD MAINT.

M16 (1)

MANAGER
TERMINAL OPS.

M18 (1)

TERMINAL FAC.
MAINT. SUPV.

M14 (1)

ASST. TERMINAL
FAC. MAINT. SUPV.

M13 (2)

MANAGER
AIRFIELD MAINT.

M18 (1)

ADMIN. AIDE I
FT PERM
M12 (1)

AVIATION OPS.
CENTER OPERATOR FT.

C31 (11)

AVIATION OPS.
CENTER OPERATOR PT.

C31 (2)

CUSTODIAL
FOREMAN
M12 (1)

CUSTODIAL SHIFT
SUPERVISOR

M11 (4)

CUSTODIANS
B13 (57)

ADMIN. AIDE
II

C26 (1)

STOCK KEEPER
II

B26 (1)

LABORER
B13 (1)

AIRPORT MANAGER
DEII AIRPORT

M15 (1)

LEAD AIRFIELD
MAINT. WORKER

B31 (1)

AIRFIELD
MAINT. WORKER

B23 (1)

HEAVY EQUIP.
OPERATOR I

B26 (5)

HEAVY EQUIP.
OPERATOR II

B29 (4)

ELECTRICIAN
B32 (2)

ELECTRICIAN
HELPER
B24 (2)

STOCK KEEPER
II

B26 (1)

LABORER
B13 (1)

AIRFIELD
MAINT. WORKER

B23 (10)

MECHANIC
B35 (1)

AIRFIELD MAINT.
WORKER/PAVEMENT

SPECIALIST
B23 (3)

PAINT
STRIPPER II

B27 (2)

AIRFIELD MAINT.
SHIFT SUPV.

M13 (5)

POLICE SGT.
OSAS (4)

AVIATION
POLICE OFFICER

OSAV (28)

AVIATION POLICE
OFFICER OSAV
PT-TEMP (4)

ASSOCIATE DIR
AVIATION DEPT.

M19 (1)

AVIATION
PROGRAM MGR.

M15 (1)

PERSONNEL
OFFICER
M15 (1)

AUTHORIZED

 249 - Permanent full-time positions

 11 - Permanent part-time positions

 4 - Part-time temporary positions

PROPERTIES
MANAGER

M16 (1)

CONTRACT
SPECIALIST

M14 (2)

CONTRACT
COMPLIANCE SPEC.

M14 (1)

FACILITIES
COORDINATOR

M14 (1)

DBE
OFFICER
M14 (1)
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Ma s t e r  P l a n  for  Al b u q u e r q u e
In tern a t iona l Sun port  was pr epar ed.

The Albuquerque In ternational S unport
Landside Master Plan  wa s complet ed in
1998.  The purpose of the Landside
Master  P lan  was  “to inves t iga te non-
a via t ion  a irport  componen t s a n d
recommend a lternat ives for t he best
cur ren t  an d fut ur e uses for  a irpor t
p r o p e r t i e s . ”   T h e  p r i m a r y
recom menda t ion  of th e Landside
Mast er  P lan  was t he development  of the
Consolidat ed Renta l Car  Facility a long
U n iver sit y Bou leva r d. Th is wa s
recommended to provide addit iona l
pu blic pa rking capa city in  the pa rking
s t ructure and consolida te a ll ren ta l ca r
funct ions on  a irpor t .  The reloca t ion  of
exist ing ren ta l car  funct ions  from the
termina l ar ea  a lso provides an  a rea  for
the development  of the second t ermina l
bu ildin g.  A common shut t le will
provide access to and from the t ermina l
for  r en ta l car  cus tomers.  The Lan dside
Mast er  P lan  a lso re-exam ined and
refined recommenda t ions  cons is ten t
with  the 1994 Ma st er  P lan .

THE  AVIATION
SYSTEM ROLE

Air por t  p lanning exists on m an y levels:
loca l, st a te, an d na t iona l. Each  level
has a  different  emphasis and pu rpose.
Th is mast er  pla n  is t he pr imary loca l
a irpor t  plann ing document .

At  the st a te level, the a irport  is
included in  the N ew Mexico Airport
S ystem s Plan  (N MAS P). The 2000
N MAS P sta tes tha t  the purpose of the
N MAS P is four-fold : (1) The N MAS P is
a  gu ide for  the Sta te to formula te
policies concern ing the investment  of

New Mexico Avia t ion  Fund resources;
(2) the N MAS P serves as t he St a te’s
inpu t  in to t he N ational Plan of
Integrated  Airport S ystem s; (3) the
N MAS P serves  as a  poin t  of depar ture
for  development  of the a  multi-year
programming process to guide federa l
a n d  s t a t e  a i rpor t  deve lopm en t
assis tance and  (4) the N MAS P provides
an ou t line for  a  capita l impr ovemen t
program for ea ch syst em a irpor t  t hat
may be u sed  by a irpor t  sponsors in
planning for  fu ture main tenance and
development .

The 2000 NMASP inclu des 59 a irpor t s
with in  the st a te.  Reflect ive of it s
impor tance to the st a te in  pr oviding the
pr imary commercia l a ir  link  to the
na t iona l a ir  t r anspor ta t ion  system,
Albuqu erque In terna t iona l Su nport  is
included in  the NMASP .  Albuquerque
In terna t iona l Sunpor t  is classified as a
pr imary, commercia l service a irpor t  in
the NMASP.  While improvemen ts a t
Albuqu erque In terna t iona l Sunpor t  a re
included in  the St a te’s five-year  capit a l
improvemen t  program, improvements
a t  Albuqu erque In terna t iona l Sunpor t
a re not  eligible for  sta te funding.  S ta te
sta tu te precludes the gra nt ing of sta te
avia t ion  funds for  developmen t  a t
Albuquerque Interna t iona l Sunpor t .

At  the na t iona l level, t he a irpor t  is
included in  the N ational Plan  of
Integrated  Airport S ystem s (N PIAS ).
The N PIAS  (1998-2002) includes a  t ot a l
of 3,561 airports (both  exist ing and
proposed), togeth er  with  the a irpor t
development  necessa ry t o an t icipa te
and meet  the presen t  a nd  fu ture
requ irements in  su pport  of civil needs.
An  a irpor t  mus t  be included  in  the
N PIAS  to be eligible for  federa l funding
assist ance.  Albuquerque In t erna t iona l
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Sunpor t  is classified as a  medium  hub,
primary commercia l ser vice a irport  in
th e NPIAS.

AREA BACKGROUND

This sect ion  brings t ogether  individua l
studies and da ta  to provide an
understanding of th e cha ra cter istics of
the loca l a rea .  Within t his section is a
br ief summary of the loca l economy and
popula t ion  (provided in  grea ter  det a il in
Chapter  Two), a  descr ipt ion  of the
g r ou n d  a c ce s s  s ys t e m s  n e a r
Albuqu erque Interna t iona l Sunpor t ,
compet it ive t ranspor ta t ion  modes  and
loca l clima te.

REGION AL
SETTING

The Albuquerque met ropolita n  a rea  is
loca ted in  centra l New Mexico.  Loca ted
a long the banks of the Rio Gra nde
River , Albuqu erque is la rgely situ a ted
in  the Rio Grande Valley a nd on  the
mesas and slopes which  r ise a long
eith er  side of the valley floor .  The
Sa ndia  and  Manzano Mounta in  ranges
exten d a long the ea st ern  edge of the city
with  the Tijeras Canyon separa t ing the
two ranges .  West  of the city, the land
gradua lly r ises to the Cont inen ta l
Divide, approxima tely 90 miles awa y.

As shown  on  Ex  h  ib  it  I-D  , the
Albuqu erque met ropolita n  a rea  is
loca ted a t  the crossr oads of In terst a tes
40 and 25.  In t er st a te 40 is a  ma jor
east -west ground t ranspor ta t ion  rou te
extendin g bet ween  Ca liforn ia  and
Nor th  Car lina .   Inter sta te  40 connect s

Albuqu erque dir ectly wit h  Oklahoma
Cit y, Oklahoma; Lit t le Rock, Arkan sas;
Mem ph is and Nashville, Tennessee and
Ra leigh , Nor th  Carolina  to the eas t  and
F lagst a ff, Arizona  and Ba kersfield,
Californ ia t o the west .

Inter sta te 25 is  or ient ed primar ily in  a
nor th -sou th or ien ta t ion  and extends to
El Pa so, Texas t o south  and Bu ffa lo,
Montana  to the nor th.  In terst a te 25
extends thr ough  Colora do Springs,
Color a do; Denver, Colora do, a n d
Cheyenne, Wyom ing t o the nor th .

LOCAL P OP ULATION
AND ECON OMY

Albuquerque is t he la rgest  city and
met ropolit an a rea  in  New Mexico.  In
2000, the City of Albuqu erque had a
p op u la t ion  of 4 4 8 , 6 0 7 .  T h e
Albuqu erque popula t ion  has s tea dily
grown for  many years.  Since the 1990
census, the popula t ion gr ew by more
than 16 percent .  Between 1980 and
2000, the popu lat ion  grew by 35
percen t .  Between  1970 and 2000, t he
city popula t ion  essen t ia lly doubled.
Table I-A summ  a  r  izes h  ist  or  ica  l
popu la t ion  est ima tes for t he Cit y of
Albuqu erque and compa res these to the
Albuquerque met ropolit an  st a t ist ica l
a rea  (MSA) and  the en t ire st a te of New
Mexico.  The Albuqu erque MSA
(Berna lillo, Sandova l a nd Valencia
coun ties) and sta te of New Mexico have
also exper ienced steady popula t ion
increa  se.  As  shown in  Ta  bl  e  I-A, t  h  e
popula t ion  of both  Berna lillo County
and New Mexico have grown a t  ra tes
compa rable to the City of Albuqu erque.
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TAB LE  I-A

H i s t o ri c a l P o p u la t io n

C it y  o f Alb u q u e r q u e , B e r n a l i l lo  C o u n t y , N e w  M e x i c o

Ye a r

C it y  o f

Alb u qu e rq u e

P e r c e n t

G r o w t h

Alb u qu e rq u e

 M S A

P e r c e n t

G r o w t h

S ta te  o f  

N e w  M e x i c o

P e r c e n t

G r o w t h

1970 244 ,501 N /A 353,717 N /A 1,017 ,055 N /A

1980 332 ,920 36 .2% 485,430 37 .2% 1,303 ,303 28 .1%

1990 384 ,736 13 .5% 589,131 21 .4% 1,515 ,069 16 .2%

2000 448 ,607 16 .6% 712,738 21 .0% 1,819 ,046 12 .0%

S ou r ce:  U .S . C en su s

According to the Grea ter  Albuquerque
Chamber  of Commerce (GACC), the
Albuquerque economy is  st rong and
diverse and  is  the “s ta te's  cen ter  for
commerce, fin ance, com munica t ions,
educa t ion , manufactu r ing, t r anspor t -
a t ion  and medica l facilit ies.”  Ma jor
corpora t ions opera t ing in  Albuquerque
include In t el, Mot orola  Cer a m ic
Pr oducts, Honeywell Defense Avionics,
Genera l Electr ic, Genera l Mills, Philips
Semicondu ctors , S um it om o S it ix
Silicon, Baxt er  Hea lthcare, Cit icorp
Credit  Services, Eth icon E ndo-Su rgery,
Sun Healthcare an d Sout hwest  Airlines
Reserva t ion  Cent er . The Depar tment  of
Energy opera t es t he Sandia  Na t iona l
Labora tor ies in Albuquerque.

The st rengt h  and diversity of t he loca l
economy can  easily be seen  by
examining employment  by sector da ta
for  Al b u q u e r q u e  s i n ce  1 9 9 0 .
Employment  growth  has averaged
approximately t hree percen t  annua lly.
Accordin g to t he GACC, s t r on g
employmen t  growth  in  1993-1995 was
driven by expansions in  semiconductor
manufactur ing and it s suppliers, ma jor
const ruct ion  projects and ser vices.  As
sh  own in Ta  bl  e  I-B  , tota  l employm  en  t
grew from 265,100 in  1990 to 354,900 in

2000, an  average annua l growth  ra te of
3.0 percent  over t he t en-year per iod.  By
compar ison , th e Albuqu erque MSA
popula t ion  grew a t  an  average annua l
ra te of 1.9 percent  over the same ten-
year per iod.

The annua l economic t rends for  the
Albuqu erque met ropolitan  a rea  a re
collected by t he GACC and su mmarized
in  their  annua l r epor t : Econom ic Profile
of the Greater Albuquerque Region .

After  adding 5,100 new jobs between
1990 and  1996, the manufactur ing
sector  has declined.  Affected in pa r t  by
the Asia n  financia l cr isis  in  1998, most
of the decrease in t h is sector  was due to
downsizing in th e compu ter  chips an d
elect ronics manufactur ing (which  drove
much of t he employm ent  gr owth) and
cloth ing manufactur ing.

The GACC repor ted tha t  even  with
th ese r ecent  declines, compa nies were
reloca t ing to the a rea  and exis t ing
companies expanding opera t ions.  One
of the former  cloth ing plan ts r ecen t ly
clos e d  i s  b ei n g  r e n ov a t e d  t o
accommodate a  manufactur ing division
reloca t ing t o Albuqu erque.
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According t o the GACC, cont inu ed new
home and r et a il busin ess  const ruct ion
are susta in ing the cons t ruct ion  sector .
While 1998 employm ent  in  th is sector
slumped sligh t ly from a  peak in  1996,
const ruct ion  employmen t  was up 1,000
jobs in  2000 over  1996.  In  1997-98,
ma jor   const ruct ion   projects  included a

number  of depar tment  st ores and  la rge
reta il complexes .  For 1998-99, la rge
ret a il esta blishm ent s cont inued to drive
the cons t ruct ion  sector .  Expansions
and new cons t ruct ion  a t  the primary
hospita ls and  road , h ighway and br idge
project s were an  impor tan t  component
in  the cons t ruct ion  sector .  New home
const ruct ion  tota led 4,382 dwellings in
1997 and grew t o 4,914 homes in  1998,
the h ighest  ever r ecorded.

TABLE  I-B
Albuquerque  MSA Employment  by  Sector

1990 1992 1994 1996 1998 2000

Av g . An n .
Grow th

Rate

Tota l Em ployment 265,100 276,100 307,300 326,300 338,600 354,900 3.0%

Manufactur ing 24,300 24,500 28,400 29,400 28,700 28,100 1.5%

Const ruct ion 14,200 14,400 21,800 22,400 21,700 23,400 5.1%

Transport a tion & P ublic Ut ilities 13,100 12,900 13,200 15,200 16,200 19,800 4.2%

Wholesale & Retail Trade 65,600 66,900 73,800 79,000 81,800 83,000 2.4%

Finance, Insurance & Rea l Es ta te 14,800 14,800 16,000 17,000 17,000 18,900 2.5%

Services & Mis cellaneous 78,500 85,700 94,300 101,100 107,600 113,900 3.8%

Govern ment 54,500 56,900 59,800 62,300 65,600 67,800 2.2%

Sour ce: New Mexico Depa r tment  of Labor, E conomic Research a nd Ana lysis

T h e  G AC C  r e p or t s  t h a t  t h e
t ranspor ta t ion  and pu blic u t ilit ies
sector  were dr iven  by compet it ion  in  the
elect r ic a n d t elecom m u n ica t ion s
indu st ry.

Wholesa le a nd  reta il is  the second
la r g e s t  e m p l oy m e n t  s ect or  in
Albuqu erque, providing 83,000 jobs in
2000.  Growth  in  th is sector is being
support ed by the new job growth  in
other  sectors, popula t ion increa ses, a nd
expanded incomes.  While t ra iling
na t iona l figures ($29,018), per  capit a

per sona l income for  the Albuqu erque
area  ($25,311) was 15 percent  h igher
tha n  the New Mexico average of
$21,992.  The new ret a il center
const ruct ion  over the past  few years  has
con t r ibu ted grea t ly to the ava ilable
posit ions in  th is sector .

The growth  in  the F inance, Insurance
and Rea l Esta te sector  was a ffected by
a  lar ge number of ban k consolidat ions.
Th is sector  has rebounded r ecent ly a s
rea l esta te cont inues to expan d to
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suppor t  new home const ru ct ion a nd a
expan ded reta il an d business cent ers.

The Services sector  has en joyed
rela t ively st rong growth  since 1990.
The near ly four  percent  annua l growth ,
growth  in t h is sector  has been
a t t r ibut ed by t he GACC to the
expa nsion and development  of new
teleservicing ca ll centers.  The st a te’s
exe m pt ion  fr om  in t er s t a t e t ele-
communica t ions gr oss receipt s t ax for
800 telephone n umbers a nd wide-a rea
telephone service has been  a t t r ibu ted to
the ca ll center  growth  in t he a rea .
Expansions in  the hea lth  ca re services
have a lso suppor ted gr owth  in  th is
sector .

The government  sector  is an  impor tan t
component  of the loca l economy.
Represent ing 19 percen t  of t ot a l
employmen t , th is sector  is support ed by
over 13,000 civilian  Depar tment  of
Energy and Depa r tment  of Defense jobs
and 5,400 active an d reserve posit ions.
Employing more than 33,000 combined,
the University of N ew Mexico and
Albuqu erque Public Schools a re a  la rge
component  of th is sector .  S ta te
em ploym e n t  (4 ,8 0 0 ) a n d  loca l
government  employment  (9,000) also
provide a su bstan t ia l number  of loca l
positions.  This sector  has been
a t t r ibut ed to a llowing Albuquerque to
su ccessfu lly manage economic cycles in
the past .

CLIMATE

The Nat iona l Oceanic and Atmospher ic
Admin ist ra t ion  (NOAA) describes the
loca l clima te a s “a r id cont inen ta l with
abundant su nsh ine, low humidity, scant

pr ecipita t ion  and a  wide yet  tolerable
sea son a l r a nge of t empera tures.”
Tempera tures in  the Albuqu erque a rea
are character is t ic of the dry, h igh
a  ltit  u  de, con  t  in  en  t  a  l clim  a  t  e.  As sh  own
in Ta  b  le I-C, wh  ile t  h  e da  ily r  a  n  ge in
t em per a t u r es  is  h igh , ext r em e
tempera tures a re ra re.  Da ily h igh
tempera tures in  the win ter  months  a re
nea r  50, with  da ily h igh t empera tures
reaching only t he freezing mark
occurr ing only a  few days each  yea r .
While da ily h igh  tem pera tures average
nea r  90 in  the summer  mont hs,
n igh t t ime temper a tures a re gen era lly
comfor table due to the la rge da ily
tempera ture change.

Precipita t ion  with in t he Rio Gra nde
Valley a rea  is lim ited a nd a verages only
8.5 inches ea ch  yea r .  Near ly ha lf of a ll
an n u a l pr ecipita t ion  resu lt s from
afternoon  and even ing thunderstorms
during the summer  months .  According
to NOAA, thunderstorm frequency
increa ses begin ning ea r ly in  J u ly, peaks
during Augus t  and tapers off th rough
September .  Thunderstorms a re br ief,
somet imes pr oducing heavy rainfa ll and
often  reduce afternoon t empera tu res.

The very limited precipita t ion  in  the
wint er  months occurs most ly as sn ow.
Snowfalls  a re genera lly less than  a n
inch, with  snowfa lls grea t er  t han an
inch occurr ing on ly fou r  t imes annua lly.

As shown in  Ta  bl  e  I-D  , on  a  vera  ge,
r a in  fa lls on only 97 days each  year ,
wh ile snow can be expected to occur  on
26 da ys.  Visibilit y is r est r icted on only
21 da ys each  year .

According to da ta  maint a ined by NOAA,
more   th an    th ree-four th s   of   da yligh t
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hours have sunsh ine, even in  the wint er
month s.  The preva lence of sunshine
and limited da ys of low lying clouds
and/or  limited visibilities serves to
increa se the opera t iona l efficien cy and
capacity of Albuquerque In terna t iona l
Sunpor t  by allowing pilots t o opera te in
s itua t ions with  good visibility.  This
reduces    dependence   on    naviga t iona l

a ids to direct  a ir craft  to the a irpor t
wh ich s lows  the a r r iva l and  depar ture
pr ocedur es.  Addit ion a lly, visua l
condit ions offer  grea ter  flexibility for  a ir
t r a ffic con t rol and in  some cases reduces
the need to implem en t  a ir  t ra ffic con t rol
p r oced u r es  wh ich  i ncr ea se  t h e
separa t ion  dista nces between  a ir cra ft
a r r iving and depar t ing the a irpor t .

TAB LE  I-C

T e m p e r a t u r e  a n d  P r e c i p i t a t i o n  D a t a

A lb u q u e r q u e , N e w  M e x i c o

T e m p e r a t u r e

( d e g r e e s  F a h r e n h e i t )

M e a n s E x tr e m e

P r e c i p it a ti o n

(i n c h e s )

S n o w fal l

( i n c h e s )

M a x M i n Av g M a x M i n M e a n M a x M e a n M a x

J a n u a r y 47 23 35 69 -17 .4 1.3 3 10

F e br u a r y 53 27 41 76 -5 .4 1.8 2 10

M a r ch 61 33 47 85 8 .5 2.2 2 14

Ap r il 71 41 56 89 19 .4 1.8 1 8

M a y 80 50 65 98 28 .6 2.5 T T

J u n e 90 60 75 107 40 .5 2.6 0 0

J u ly 92 65 79 105 52 1.3 3.3 0 0

Augu s t 89 63 77 101 50 1.5 3.3 0 0

Sep tem ber 83 56 70 100 37 .9 2.6 T T

October 72 44 58 91 21 .9 3.1 T 3

N ovem ber 57 32 45 77 -7 .5 1.9 1 8

Decem ber 48 24 36 72 -7 .5 1.8 3 15

An n u a l 70 43 57 107 -17 8.5 13 .1 11 34

T  - T r a ce Am ou n t

Sour ce: In ter n a t ion a l  S ta t ion  Met eorologica l  Cl im a te  S u m m a ry

Tim e per iod : 1948-1995
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TAB LE  I-D

M e a n  N u m b e r  o f D a y s  b y  Mo n t h  w i th  P r e c ip i ta t io n  o r  Ob s tr u c ti o n s  to  Vi s i o n

A lb u q u e r q u e , N e w  M e x i c o

P r e c i p it a ti o n

R a i n  (D a y s ) S n o w  (D a y s )

O b s t r u c t i o n s  t o

Vi s i o n  1 (D a y s )

J a n u a r y 4 5 3

F e br u a r y 4 5 3

M a r ch 6 5 2

Ap r il 6 2 2

M a y 9 <1 1

J u n e 9 0 <1

J u ly 17 0 1

Augu s t 16 0 <1

Sep tem ber 10 <1 1

October 7 1 2

N ovem ber 5 3 2

Decem ber 4 5 4

An n u a l T ot a l 97 26 21

 1 S m ok e , H a z e, B low in g  S n ow , D u s t  or  S a n d

Sour ce: In ter n a t ion a l  S ta t ion  Met eorologica l  Cl im a te  S u m m a ry

Tim e per iod : 1948-1995

Accor d in g t o F ede r a l  Avia t ion
Admin ist r a t ion  regu la t ions , visua l
fligh t  condit ions  exis t  when the cloud
ceilin gs a re 3,000 feet  above the gr ound
and   visibilit y   is   grea ter    than   th ree

m  iles.  As sh  own in Ta  bl  e  I-E  , th  ese
condit ions occur  over  97 percent  of the
t ime in  the Albuquerque region .  Lower
visibilit y and clou d ceiling s itua t ions
a re even m ore ra re.
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TAB LE  I-E

P e r ce n t  F r e q u e n c y  o f C e i l i n g  a n d  Vi s i b i li ty  C o n d i t io n s

A lb u q u e r q u e , N e w  M e x i c o

Vi s i b i li ty  

(S t a t u t e  M i le s )

C e i l i n g >=1 >=½  >=¼ >=0

>=3,000 ' 97 .9% 97.9% 97.9% 97.9%

>= 200 ' 99 .7% 99.8% 99.8% 99.9%

>=100 ' 99 .7% 99.8% 99.9% 99.9%

>=0 99.7% 99.8% 99.9% 100%

Sour ce: In ter n a t ion a l  S ta t ion  Met eorologica l  Cl im a te  S u m m a ry

Tim e per iod : 1948-1995

Albuqu er qu e en joys ca lm  win d
condit ions a  major ity of t he t ime.
Sust a ined winds a bove 12 miles per
hour  occur  appr oxima tely 80 percent  of
the t ime, while sust a ined win ds grea ter
than 25 miles per  hour  occur  only three
percent  of the t ime.  La te win ter  and
spr ing storm s, an d occasiona l east
winds from the Tijeras Canyon, a re the
main  sources of str ong wind conditions.

EN VIRO N MENT AL
INVENTOR Y

Ava ila ble in for m a t ion  a bou t  t he
exist ing environm ent al conditions a t
the Albuquerque In terna t iona l Sunpor t
(ABQ) have been  der ived  from the 1994
E n v i r on m en t a l  A s s e s s m en t  f or
Im provem ents to Ru nw ay 3-21 (EA),
1998  Environm ental Baseline S urvey of

Approxim ately 50 Acres of Kirtlan d  Air
Force Base Property Offered  For Lease to
Accom m odate a Proposed  Extension  of
Albuquerque S unport R unway 12-30
(EBS), and 1998 Land side Master Plan ,
a s well a s from in it ia l coordin a t ion  with
federa l, sta te, and local agencies.  The
in ten t  of th is  task  is  to inventory
poten t ia l environmenta l sens itivities
tha t  migh t  a ffect  fu tu re improvements
a t  ABQ.  Factors with  poten t ia l impact s
include the following:

• Area  Lan d Use
• Histor ic and Cultu ra l Resources
• Wet lan ds
• Floodpla ins
• Water  Su pply and Qu a lity
• Biot ic Resources
• Air  Qua lity
• Geology and Soils
• Solid and Hazar dous Wast e Sites
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AREA LAND USE

ABQ is loca ted in  the cit y of
Albuqu erque, south  of Int ersta te 40 (I-
40) and ea st  of In terst a te 25 (I-25).
Im media tely to the east  of the a irpor t ,
a nd opera ted  in  conjunct ion  with  the
commercia l a irpor t  facility, is  Kir t land
Air  Force Base (KAFB).  On t he Base
are three gr ade schools (Kirt land
Elem en ta ry, Sandia  E lementary and
Wher ry School) and t he Atomic
Museum.  Southeast  of the Base is t he
Sa ndia  Na t iona l La bora tory, cons is t ing
pr im a r ily of va ca nt  lan d  over
undergroun d st orage.

Nor th and  eas t  of the a irpor t  and  the
Air  Force Base is  a  la rge, u rban  area
conta in ing both  sin gle-family and
mult i-family dwellings.  Included with in
th ese neighborhoods a rea  a  number  of
public an d privat e gra de schools and
par ks.  Also loca ted nor th of the a irpor t
a re the Puer to del Sol Golf Course (off
Gibson  Bouleva rd and  loca ted  in  the
RP Z for  Ru n wa y 1 7 wh ich  is
Airport /City pr oper ty), the New Mexico
Sta te Fa irgroun ds (off Cent ra l Avenue),
and the University of N ew Mexico (off
Cen t r a l Aven u e).   Com m er cia l
businesses wit h in  t h is a r ea  a re
pr imar ily loca ted a long Cent ra l Avenu e,
Gibson  Boulevard, Ya le Boulevar d, San
Ma t eo Bou leva r d  a n d  C a r l is le
Boulevard.

Downtown Albuqu erque is loca ted
approximately four  miles nor thwest  of
t h e a ir por t  a nd in clud es bot h
commercia l/indust r ia l and r esiden t ia l
land uses.  The Rio Grande Park a nd
Zoo a re loca ted in  th is a rea , as  a re
severa l hospita ls which include t he
Pr esbyter ian , St . J oseph’s, Lovelace

Mem oria l, Un iversity of New Mexico
and Hea rt  Hospit a ls , and  Atchison ,
Topeka  and Sant a  Fe Railroad.

Land uses between the a irpor t  and  the
Rio Grande River , locat ed west  of ABQ,
are pr imar ily vacant  and commercia l/
indu st r ia l.  The University of New
Mexico Golf Course is a lso loca ted
with in  th is a rea .  Land uses west  of
both  ABQ and the r iver  a re primar ily
sin gle-family resident ial with some
commercia l/indust r ia l uses a long Islet a
Boulevard, Coors Boulevard, Br idge
Boulevard, and Cen t ra l Avenue.  Again ,
schools and pa rks a re sca t ter ed through
th e resident ial neighborh oods.

Sout hwest  of the a irpor t , land uses  a re
residen t ia l west of the Rio Gra nde
River , and a  combina t ion  of residen t ia l,
commercia l/indust r ia l and vacan t  east
of the Rio Grande River .  Schools a re
loca ted in  the vicin ity of the r esiden t ia l
neighborh oods.

Land uses  south  of ABQ a re pr imar ily
vacan t .  Montesa  Park is loca ted with in
the wash  area , Tijeras  Arroyo.  The
park cont ains a  number  of pu blic
facilit ies including, a solid wast e
t ransfer  s ta t ion , water  reservoir  a nd
well, Conserva t ion  offices , Environ-
men ta l Hea lth  Depar tment  t est  site,
fish  pond, a n d a  t ra in ing fa cility for
hea vy equ ipm en t  (opera ted by t he Army
Corps of En gineers).

On the oth er  side of the Arr oyo is t he
loca t ion  of th e plan ned Mesa del Sol
development .  Mesa  del Sol is plan ned
for  a  va r iety of land  uses  including
residen t ia l, commercia l/indu st r ia l and
recrea t iona l.  In  Janua ry of 1993, the
Mesa  del Sol propert y was  annexed by
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the City of Albuqu erque.  This mast er
p lanned community t ota ls 12,400 acres,
includin g 2,598 acres of residen t ia l
development .  The New Mexico S ta te
Land Commission  has pr epa red a  Level
A Conceptual Mesa del Sol Mast er  P lan
wh ich  is wa it ing to be approved by t he
Albuqu erque City Council.  Once it  is
approved, market ing effor t s will be
focused on  developing t he employment
pha se of the p lan .  Approva l has a lr eady
been gran ted for  a  Regiona l Recrea t ion
Complex to be loca ted in  th is  a rea , and
will include a  16,000 sea t  amphithea ter ,
44 ba ll fields , swimm ing pools and
picnic pa vilions.  The a mphith ea ter  was
completed  in  the summer of 2000.  This
recrea t iona l facility will be opera ted by
the County of Berna lillo.

HISTORIC AND
CULTURAL RESOURCES

As par t  of the 1994 EA, cor respondence
was received from the Office of Cu ltu ra l
Affa irs - Histor ic Preserva t ion  Division
wh ich  iden t i fied  t h a t  t h e old
Albuqu er q u e  Mu n icip a l  Air p or t
Bu ildin g (SR# 482) had been  included
in  t he  Na t iona l Regist er  of Hist or ic
P laces, t he New Mexico Register  of
Cu ltu ra l P roper t ies and is r egistered a s
a  city of Albuqu erque Landmark.  The
termina l is cur ren t ly being renovat ed.
The major ity of the Phase I  renova t ion
i s  com p l e t e  w h i c h  i n c l u d e d
improvemen ts to the bu ildin g in ter ior
and exter ior .  Ph ase II, wh ich  includes
tenant  improvemen ts a nd la ndscapin g
is schedu led to sta r t  in la te 2000.

In  addition, as pa r t  of the 1994
Environm ental Assessm ent for the
Im provem ents to R unway 3-21, a

lit era ture sea rch  and field sur vey was
conducted in 1993 t o iden t ify cu ltu ra l
resources in  the vicinit y of the proposed
runway exten sion  pr oject .  Two
archaeologica l s ites  with  the “poten t ia l
t o yield informat ion  impor tan t  to the
prehis tory of the region  and wh ich  have
possible Na t iona l Register  significance”
were loca ted.  A “preh istor ic cu ltu ra l
loca lity” was a lso ident ified dur ing the
su rvey.  This site wa s ident ified a s an
old Anasazi site.  This sit e was
exca vat ed, m a pped and a r t ifa ct s
removed and ca ta loged by Ma r iah
Associat es.

The first  a rchaeologica l sit e conta ined a
sca t ter  of ceramic and  lith ic a r tifacts.
The site a rea  was loca ted between t he
extended runwa y and it s t axiwa y a nd
had been  leveled and ext ensively
distu rbed.  The origin a l site was likely
confined t o a  smaller  a rea  and  the
ar t ifact s la ter  scat tered a s t he r esu lt  of
a  grading opera t ion .  No st ructu ra l
fea tures a re visible, bu t  the surveyor
noted th at  subsu rface st ructures  and
cu ltu ra l sediments may exist .  The
su rveyor ant icipa ted the site wa s
pr oba bly a  sma ll hamlet  set t lemen t  of
Socorr o Ph ase a ffin ity.

Th e secon d a r ch a eologica l  s i t e
conta ined a  sca t t er  of lith ic a r t ifact s
and fir e-cracked rock debr is.  The fire-
cracked debr is indica ted the presence of
a  hear th  s t ructure(s ).  The surveyor
noted tha t  it  wa s proba ble tha t  the sit e
area  was bu ried by low dun e format ion .
Accordin g to the su rveyor , t he sit e was
p r ob a b ly  La t e  Arch a ic P er iod
encampment  and  may conta in  hear ths
and possible sh elt er  basin s or sh a llow
pithouses.
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Th e pr eh ist or ic cu lt u r a l loca lit y
conta ined six obsidia n  flakes.  No
ass ociat ed st r uctu ra l  feat ur es or
cult ur a l sediment s were loca ted.

WETLAN DS

The U.S . Army Corps  of Engineers
(ACOE) regula tes the discharge of
dredged and/or  fill ma ter ia l in to waters
of th e Unit ed Sta tes, including adjacent
wetlands, under  Sect ion  404 of the
Clean  Wa ter  Act .

Wet lan ds a re defined by Executive
Order 11990, Protection of Wetland s, a s
“those a rea s tha t  a re inu nda ted by
su r fa ce or  gr ou n d wa t er  wit h  a
frequency su fficien t  t o suppor t  and
under  normal circumsta nces does or
would  su ppor t  a  pr evalen ce of
vegeta t ion  or  aquat ic life tha t  requires
sa tura ted or sea sona lly sa tu ra ted soil
condit ions for  growth  and reproduction.”
Categor ies of wetlands include swam ps,
ma rsh es, bogs, sloughs, potholes, wet
mea dows, river overflows, mu d flat s,
na tu ra l ponds, estu a rine ar ea, tida l
overflows, and sha llow lakes  and ponds
with  emergent  vegeta t ion.  Wet lan ds
exhibit  th ree character ist ics: hydr ology,
hydrophyt es (plan t s able to tolera te
va r ious degrees of flooding or  frequent
sat ur at ion), an d poorly drained soils.

Correspondence included in  the 1994
EA received from t he ACOE, U.S. Fish
and Wildlife Service (USFWS), and  the
N e w  M e x i c o  E n v i r o n m e n t a l
Depar tment  iden t ified n o sign ifica nt
impact s t o wet la nds .  In  addit ion, a
review of the Na t iona l Wet land
Inventory (NWI) maps identified no
wet land a reas loca ted in  the vicin ity of

the a irport .  According to th e ACOE
“the project  was  not  regula ted  under  the
pr ovisions  of Sect ion  404 of the Clean
Water  Act”.  Th e determina t ion  was
made becau se no wat ers of the Un ited
St a tes or  ad jacent  wet lands were
loca ted with in  the proposed pr oject
a rea .  The wa sh  a rea , Tijeras Arr oyo, is
loca ted a t  an  e leva t ion  a ppr oximately
300 feet  lower  than  the a irpor t .  The
wash  area  may be cons idered  by the
ACOE as a  wa ter  of the United S ta tes.

FLOODP LAINS

As defined in  the FAA Order 5050.4A,
floodpla ins cons is t  of “lowland and
rela t ively fla t  a rea s a djoin ing inland
and coast a l water  including flood  prone
a reas of offshore isla nds, includin g a t  a
min imum, tha t  a rea  subject  to a  one
percent  or  grea ter  chance of floodin g in
any given year ”.  Feder a l agencies a re
directed to tak e action t o reduce th e risk
of flood loss, minim ize t he impact  of
floods on  human sa fety, hea lth  and
welfa re, and restore and pr eserve th e
na tu ra l and ben eficia l valu es served by
floodpla ins.  F loodpla ins  have na tura l
and ben eficia l va lues, such as  provid ing
ground water  r echarge, wa ter  qua lity
ma in tenance, fish , wildlife, plan ts, open
spa ce , n a t u r a l  bea u t y, ou t door
recrea t ion , agr icu lture and fores t ry.
FAA Order 5050.4A (12)(c) indica tes
tha t “if the pr oposed act ion  and
rea sonable a lt erna t ives a re not  with in
the limits of a ba se floodpla in (100-year
flood ar ea),” th en it m ay be assumed
tha t t here a re no floodplain  impacts.
The limits of ba se floodpla ins a re
determined by Flood In su rance Ra te
Maps (FIRM) prepared  by the Federa l
Emergency Managemen t  Agency
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(FEMA).  ABQ is  not  loca ted  with in  a
100-yea r  floodpla in

The a irport  pr oper ty is loca ted on  top of
a  mesa  east  of t he Rio Grande River .
The a ir field h as relat ively minor  relief
yet eleva t ions change rapidly in  any
direct ion  from the field.  The Tijeras
Ar r oyo est a blish es t h e sou t h er n
cons t ra in t  to the a irfield.  The a ir field
has an  eleva t ion  of 5,352 feet  mean sea
level (MSL).  The bot tom of t he Arroyo
is appr oxima tely 5,000 MSL.

WATER SUPP LY AND QUALITY

Pursuant  to FAA Order 5050.4A , the
1982 Airport Act r equ ir es t ha t  Airpor t
Im pr ovemen t  Program applica t ions for
project s involving a irpor t  loca t ion ,
runway loca t ion , or  a  ma jor  runway
ext ension  sha ll not be approved un less
the governor  of the sta te in  which  the
project  is loca ted cer t ifies t ha t  there is
“rea sonable a ssu rance” tha t the project
will be loca ted, designed , const ructed,
and opera ted  in  compliance with
applicable a ir  and water  qua lity
standa rds .  A water  qua lity cer t ifica te
for  t h is project will be sough t  du r ing a
fina l EA process.

Water  supply a nd qua lity con cerns
relat ed to airport  developmen t m ost
often  rela te t o th e following:

• Potable wa ter  su pply and qu a lity
• Domest ic sewage disposal
• Su rface runoff and soil erosion

Potable Water S upply and  Quality

ABQ get s it s wa ter  su pply through a
system of sever a l city owned wells
wh ich  a re loca ted off a irport  pr oper ty.
The City of Albuqu erque Environmental
Hea lth  Department  closely monitors the
groundwater  supplies in  the a irpor t
a rea  based on  the Super fund  sites  tha t
a re in  the a rea .  There a re three
groundwater  monitor ing wells loca ted
on a irport  proper ty (near  the end of
Runway 8) tha t  a re  monitored  by the
city of Albuqu erque Environmenta l
H e a l t h  D e p a r t m e n t .   T h e s e
g r o u n d w a t e r  m on i t or i n g  w e l l s
specifica lly monitor  the wa ter  qua lity
tha t is associat ed with  ar ea Su per fund
sit es, specifica lly the South  Va lley
Superfund site.  Accor ding t o EPA
officia ls, con tamina t ion  from the Sou th
Valley Super fund sit e is moving up
gra dient  towards  a  city wa ter  su pply
well tha t  supplies water  t o the a irpor t .
Th is wat er supply well is loca ted
north west of the a irpor t , a t  the
in tersect ion  of Ran dolph a nd Universit y
Roads.  The a irport ’s wa ter  su pply could
poten t ia lly be jeopardized if th is water
supply well becomes cont amina ted.

Dom estic S ewage Disposal

ABQ is conn ected to t he Cit y of
Albuqu erque sewage collect ion  system.
Between  1994-1998, the sewa ge t rea t -
ment  pla n t  was expanded a nd upgra ded
to accommoda te flow increa ses  with in
the     City.      The    improved    sewa ge
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t rea tment  plan t  provides a  capacity for
76 million  ga llons a  da y, however , the
cur ren t  flow ra te is on ly 55 million
ga llons a  day.  Adequa te capacity exists
with  the cur ren t  sewage t rea tment
pla n t  and is projected to meet  t he a reas
dema nds  for  the next  severa l year s.
The Sewage Trea tment  Master  P lan  is
curren t ly bein g upda ted by t he city.

S urface R unoff and  S oil Erosion

ABQ is loca ted in  the Water s of the Rio
Gra nde wat ersh ed.  The a irpor t
pr imar ily dra ins  to the south  in to the
Tijeras Arroyo a nd  u lt imately in to the
Rio Gra nde River.  Port ions of the
a irpor t  on  the west  side dra in  in to the
South Diversion Channel which flows
in to the Tijera s Arroyo.  Impervious
su rfaces such a s rooftops and pa ved
pa rking lot s, roadways, and runways,
a re specific character ist ics which may
affect  the h ydr ology (runoff quan t ity)
and water  qua lity of a  given dra inage
ba sin .

As an  indu st r ia l facility, ABQ is
required to comply with  Sect ion  402(p)
of the Clea n  Water  Act  wh ich  includes
the Na t ion a l Pollu tan t  Discharge
Elimina t ion  System (NPDES) Genera l
Permit  for St orm  Water  discha rges.
ABQ curren t ly holds a  va lid a nd
upda ted Mult i-Sector  Group NPDES
opera t ing permit .

ABQ ha s also completed a  Storm Water
Pollu t ion  P reven t ion  P lan  a s well as a
Spill Response P lan  which r esponds t o
spills from fuel stora ge facilit ies.

BIOTIC RESOURCES

Biotic communit ies refer  to those flor a
and fauna  (ie. vegeta t ion  and wildlife)
habita t s which  a re presen t  in a n  a rea .
Impa ct s to biot ic communit ies  a re
det ermined based on  whether  a
proposa l wou ld  ca u se a  m in or
permanent  a ltera tion of exist ing habita t
or  whether  it  would in volve the r emova l
of a  sizea ble amount  of habit a t , habit a t
wh ich  support s a  ra re species, or  a
small, sens it ive t ract .

As pa r t of th e 1994 EA, th e U.S. Fish
and Wildlife Service (USFWS), New
Mexico Game and  Fish  Depar tment ,
an d New Mexico En ergy, Minerals and
Natura l Resources  Depar tment  were
contacted to determine the cur ren t
s ta tus rega rdin g poten t ia l impact s to
wildlife, plan ts a nd na t ive ha bit a t
loca ted in  the vicin ity of the proposed
project  a r ea .

The USF WS provided  a  “find ing of no
effect” on  list ed species, wet lands , or
other  impor ta nt  wildlife resour ces.
They s ta ted  tha t  the runwa y upgrade
project  should ha ve no effect  on
federa lly listed or candida te species.

The New Mexico Gam e an d Fish
Depar tment  noted tha t  the proposed
act ion  should  not  incur  sign ificant
impa cts t o wildlife or  it s h abit a t .

The New Mexico Energy, Minera ls and
Na tura l Resources Depa r tment  noted
tha t thr ee New Mexico enda ngered
plan t s may occur  in t he vicin it y of the
a irpor t .   These  plan ts  included;  White
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visn agita  cactus (Neolloydia  in ter texts),
Wright ’s fishhook cactus (Mammilla r ia
wrigh t ii), and  Gramagrass cactus
(Toumeya  papyracan tha ).

A lit era ture sea rch  and field survey of
the a rea  was completed  in April 1993 as
par t of the 1994 EA.  Although  su it able
habit a t  for  a t  leas t  four  species of st a te
enda ngered or  sensit ive plan t  species
exist ed in  the project  a rea , none were
observed .  The su rveyor  noted t ha t  lit t le
h a bit a t  in  t h e pr oject  a r ea  is
undisturbed and much of it h as been
subject  to decades of cont inu ous use.
Land outside the a irpor t  bounda r ies,
wh ile it  r et a ined na t ive habit a t , has
been hea vily impa cted by off-road
veh icle t ra ffic a nd illega l du mpin g
resu lt ing in a  badly fra gment ed an d
disturbed na tura l habit a t .

Dur ing the plant  survey, two Bur rowing
owls were iden t ified in t he project  a rea .
These owls a re protected by th e st a te of
New Mexico.  Their bu rrow was loca ted
just  ou tside of the proposed const ruct ion
zon e for  the runway ext ension .

AIR QU ALITY

The U.S. Environmen ta l Protection
Agency (USE PA) ha s adopted a ir
qua lity s tandard tha t  specify the
maximum permissible shor t -term and
long-term concent ra t ions of var ious a ir
cont am inant s.  The Nat iona l Ambient
Air  Qua lity Sta nda rds  (NAAQS) consist
of a pr imary an d seconda ry st anda rds
for  six crit er ia  pollut an ts wh ich  include:
Ozon e (O3), Carbon Monoxide (CO),
Sulfur  Dioxide (SOx), Nit rogen Oxide
(NOx), Pa r t icu la te Mat ter  (PM10), and
Lead (Pb).

Pr imary a ir  qua lity s tandards a re
est ablished a t  levels t o p rotect  the
pu blic hea lth  from ha rm with  an
adequa te margin  of sa fety.  Secondary
standa rds  a re set  a t  levels  necessary to
p rotect  the pu blic hea lth  and welfa re
from an y known or a nt icipated a dverse
a ffects of a  pollu tan t .  All a reas of the
count ry a re requ ired to demonst ra te
a t t a inmen t  with  the NAAQS.  New
Mexico has a dopted the federa l ambient
air qu ality sta nda rds.

Air  con t a m in a n t s  in cr ea s e  t h e
aggrava t ion  and the product ion  of
r es pir a t or y a nd  car d iopu lm on a ry
diseases.  The sta nda rds a lso esta blish
the level of a ir  qu a lity which  is
necessary to pr otect t he pu blic hea lth
and welfare, includin g among other
th ings, a ffects on  crops, vegeta t ion ,
wildlife, visibility, and clima te, as well
a s a ffects  on  mater ia ls, economic
values, an d on per son a l comfor t  and
well-bein g.

With in  the ABQ area , the a ir  qua lity
pr ograms a re coordin a ted with  the city
of Albuquerque Environmenta l Hea lth
Depar tment , wh ich  serves a s st a ff for
the Albuquerque/Berna lillo County Air
Qua lity Cont rol Board and  adminis ters
the Sta te Implementa t ion  P lan  (SIP) for
Ber na lillo County.

The Middle Rio Grande Council of
Governments (MRGCOG) is required to
c o m p l e t e  a  T r a n s p o r t a t i o n
Improvements Program (TIP) for  the
Albuqu erque met ropolit an  st a t ist ica l
a rea  (MSA) an d a conform ity analysis
for  Berna lillo County.  The TIP
emission  budget s a re then  compared to
the SIP  estima tes prepa red by t he city
of Albuquerque Environmen ta l Hea lth
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Depar tment  and must  be below th e SIP
levels  to ma in ta in  conformity.

ABQ is  loca ted  in  an  a t ta inment  a rea
under  a  main tenance plan  for  modera te
CO sta nda rds.  The s ta tus wa s officia lly
re-designa ted in  1996 from non-
a t ta inment  for  CO to maint enance a rea
for  CO.  According to MRGCOG a ir
qua lity personnel, the ABQ area  may be
reaching ozone exceeda nces with in  the
next  two years.  Being re-designa ted as
a  main tenance a rea , MRGCOG no
longer has t o pr epa re t ranspor ta t ion
cont rol mea su res but  must  ma inta in  a ll
other  a ir qu a lity progra ms initia ted
while un der non-at ta inmen t st at us.

GEOLOGY AND SOILS

Corr espondence received  as par t  of the
1994 EA from the Un it ed Sta tes
Depar tment  of Agr iculture (USDA) -
Soil Conserva t ion  Service (SCS) in
1992, ident ified the soils loca ted with in
the a rea  of ABQ show evidence of
ground subsidence.  Collapsible soils ar e
a  major  cause of the subsidence.  The
SCS recommended tha t  a  geotechnica l
gr ound-subsidence study be prepa red
prior  to any cons t ruct ion  in  the a irpor t
a rea  to evalua te soil collapse issues.
Soil and/or  geotechn ica l t est ing is
conducted pr ior  to any const ruct ion
act ivit ies to determine the stability of
the soils in  the a irport  a rea .

SOLID WASTE  DISP OSAL SITE S

Cur ren t ly, solid wa st e a t  the a irport  is
collected by t he city of Albuqu erque and
t r anspor ted to the Cerr o Colora do
La ndfill loca ted approxima tely 25 miles

west of the ABQ.  Accordin g to city solid
wast er  per sonnel, th is landfill curren t ly
has adequa t e capa city a nd is expected
to remain  open  for  the next 20 t o 25
year s.

There a re no open  lan dfills loca ted
with in  two miles of the a irport  pr oper ty.
A t ransfer  sta t ion  (convenience center )
is loca ted  in  Montesa  Park south  of the
a irpor t , ju st  over  600 feet  southeast  of
the south  end  of Runwa y 17-35.  The
presen ce of lan dfills a nd t ransfer
s ta t ions in  the vicin ity of a irpor t s is of
concern  a s t hey oft en  a t t ract  scavenger
birds which  can  increa se the poten t ia l
for  bird s t r ikes.  No bird st r ike problem
has been  documented for  this transfer
s ta t ion , which is loca ted at  an  eleva t ion
approxim a tely 300 feet  lower t han  the
a irpor t .

There a re two closed lan dfills in close
proximity to the a irport .  Sout h  Ya le
landfill, a  closed  municipa l landfill is
loca ted wes t  of Runwa y 8, on t he east
side of I -25, on  a irpor t  proper ty.  It  was
closed in  the 1960's a nd t he limits of the
landfill h a ve decrea sed over t he pa st
th ir ty year s.  Dur ing this t ime, a
number  of ar eas with in  the landfill
have been  developed.  P or t ions of t h is
la n dfill wer e im pa ct ed  by t h e
const ruct ion  of Sunpor t  Boulevard  and
George Road in  1996.  At  tha t  t ime the
city inst a lled a  landfill liner  and vent
and lan dfill gas  monitoring system  to
a llow the release of methane gas
genera ted by th e closed lan dfill.  There
are twelve vent s tha t  monitor  methane
gas as  well as  other  landfill gases
loca ted in  var ious loca t ions in  the
landfill a r ea .  These vents  a re
monitored appr oxima tely two to three
t imes a  year  by Avia t ion  Depar tmen t  a s
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well a s by the city of Albuquerque
Environmen ta l Hea lth  Depar tment .
Methane gas is det ected in  fa ir ly la rge
am oun ts, a lso benzene gas is detected.
Accordin g to a irpor t  personnel, there
has been  no detect ion  of con tamina t ion
to the  a irport ’s groun dwat er su pply
from the landfill sit e.

A Land side Master Plan  was pr epared
in  J une 1998 which  assessed  the
development  poten t ia l of the South  Ya le
La ndfill ar ea for a irport  uses.  It
concluded tha t  light  uses such as
pa rking, walkways, and storage a reas
are possible uses for  the lan dfill a rea .
Using the landfill for  other  facilit ies
would require proper  design  and
considera t ion  of geotechnica l issues ,
includin g complet e removal of solid
wast e.

The second closed  landfill is the old
KAFB landfill which is loca ted on
KAFB proper ty, ad jacent  and  south  of
Runway 26.  Th is la ndfill is curren t ly
bein g monitored  by KAFB with  a
system of wells  to iden t ify th e poten t ia l
release of haza rdous ma ter ia ls in to the
groundwa ter  su pply and a ir .

HAZARDOUS WASTE SITES

Hazardous wa st e sit e concerns r ela t ed
to a irpor t  development  include the
followin g:

• EPA Na t iona l Pr ior ities List  (NP L)
sites

• Under ground pipelin e
• Glycol Use

EPA N ational Priorities List S ites

There ar e at  least  two s ites  lis ted  on  the
EPA NPL tha t a re in  close pr oximit y to
the a irport .  The NPL pr ima r ily serves
as an  in forma t ion  and mana gement
tool.  It  is par t  of the Super fund  cleanup
process and the NP L is upda ted
per iodica lly.

S e c t i o n  1 0 5 ( a ) ( 8 ) ( B )  o f  t h e
C om p r eh en s i v e  E n v i r on m en t a l
R esponse, Com pensation, and  Liability
Act (CERCLA), as a mended, requ ires
tha t the st a tu tory cr iter ia provided by
the Hazar d Ranking System  (HRS) be
used to prepare a  lis t  of na t iona l
pr ior ities among th e kn own releases or
threa tened releases of ha zar dous
subs tances, pollut ant s, or  con taminan ts
th roughout t he Un ited Sta tes.

The ident ifica t ion  of a  sit e for  the NPL
is in ten ded pr imar ily t o guide t he
E n vir on m en t a l P r ot ect ion  Agen cy
(EPA) in :

• Determining wh ich  s ites  warran t
fur ther  invest igat ion  to assess the
na ture and exten t  of t he human
hea lth  and  environment al  r isks
associat ed with  a  site;

• Ident ifying wha t  CERCLA-fina nced
remedia l actions may be appro-
pr iat e;

• Not ifying the pu blic of sit es EPA
believes warran t  fur ther  invest i-
ga t ion ; and

• Serving not ice to pot en t ia lly
responsible pa r t ies t ha t  EPA may
in it ia te CERCLA-fina nced r emedia l
act ion .
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The sites listed on the NP L tha t  a re in
close proximit y t o the a ir por t  a re:  the
South Va lley (a lso kn own as t he GE
site) and t he Atchison, Topeka , and
Santa  Fe (AT&SF) s ite, a lso known as
the AT&SF  Tie Trea ter .  These s ites  a re
loca ted in  the South  Valley por t ion  of
Albuqu erque.

Indust r ia l developm en t  in  the Sou th
Valley a rea  began  in t he 1950's with  the
con s t r u ct ion  of a  m et a l p a r t s
manufactur ing pla n t  by t he Atomic
Energy Commission .  By the 1960's,
organic chemica ls (solvents) wer e bein g
handled  in  the a rea .  The Sout h  Va lley
(GE site) is  loca ted approximately on e
ha lf mile southwes t  of the a irpor t  and
covers abou t  two squa re miles.  Wells in
the Sa n  J ose well field beca me
contamina ted by organ ic compoun ds,
forcing the closu re of over t wenty
pr iva te wells a nd two Albuqu erque
municipa l wells.  A new city wa ter
su pply well wa s complet ed in  Apr il 1987
(Bur ton  #4).  Contaminat ion  in  the soil
and sha llow ground wa ter  has been
found in  the res ident ia l a rea  nor th  of
the GE plan t .  The t hree groundwa ter
monitor ing wells on  a irport  proper ty
were insta lled to specifica lly m onitor
t h e m ovemen t  of gr ou n d wa t er
contaminant s from the GE s ite.  The
municipa l groundwa ter  su pply well
loca ted a t  the int ersect ion of Ran dolph
and University Roads is in  jeopardy of
bein g con tamina ted by the GE site.  The
GE contaminat ion  is  moving up
gra dient  towa rds th is city well.  Th is
city wa ter  su pply well supplies water  to
the a irpor t .  The three gr oundwa ter
mon itor ing wells a re closely eva lua ted
b y  t h e  C i t y  of Al b u q u e r q u e
Environmen ta l Hea lth  Depar tment .
The EP A completed the init ia l Rem edia l

In vest igat ion/Feasibility St udy phase in
1988 a long with  the ins ta lla t ion  of a
new rep lacement  city wa ter  su pply well
in  1987.  A remedial Design  was
completed  in  May 1995 on  the pumping
and t rea tment  of the deep aquifer  in  the
area .  Cons t ruct ion  began  on  a
remedia t ion  system in  May 1995.
Const ruct ion  was  completed  on  a
recovery sys tem and  t rea tment  p lan t
and remedia l opera t ions bega n  in  Apr il
1996.  On-going r emedia t ion  effor t s
con t inue on  th is s ite a s well as
ext en sive gr oundwater  monitoring by
the EPA and city.

The AT&SF site is loca ted west  of
Inter sta te 25 (I-25) an d east  of Sta te
Road 47 (SR 47), approxima tely one to
two miles west  of the a irpor t .  The EPA
h a s  id e n t i fie d  fift e en  ci t y of
Albuqu erque, th ree KAFB, and 148
pr iva te wells with in  fou r  miles of th e
sit e tha t  serve an  est ima ted 43,500
people.  The sit e is an a ban doned wood-
preserving facility in  an  indust r ia l a r ea .
AT&SF  used t he facility to tr ea t  va r ious
wood products (ra ilroad t ies, bridge
timbers, fence post s, et c.) with  a
solu t ion  of creosote and oil.  The sit e
opera ted from March  1908 to J anuary
1972, a t  which t ime it was closed a nd
disma nt led.  Wash down wa ter s, sp ills
a nd leakage were disposed of in  a n
unlined surface impoundment .  The
sump and impoundment  a rea  covered
approximately 3.4 acres.  The site wa s
proposed on  the NP L on  October  14,
1992, because of the threa t  to ground
wa ter .  AT&SF and EPA s igned a n
Admin ist ra t ive Order  on  Consen t  on
J une 6, 1994 for  the per formance of the
Rem edia l In vest igat ion  and Feasibility
St udy.  In  Apr il 22, 1999, sludges an d
contamina ted soils wer e r emoved in  the
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old impoundment  a rea .  On-going
clean up effor t s a re being per formed on
the sit e t o cont inue r ectifying t he
presence of creosote cont am inant s in
t h e gr ou n d wa t er .  Gr ou n dwa t er
con taminan ts from th is sit e do not  seem
to be a  t h rea t  to any of the water
supplies at  the a irport .

Underground Pipeline

According to the 1998 EBS, no
ha zardous mater ia ls  or  pet roleum
product s were observed on  the proper ty
during the inspect ion .  E vidence of an
abandoned four  inch jet  fuel line was
obs er ved on  a d ja cen t  p r opert ies,
a lthough no soil st a in ing or  unusua l
odors were observed.  KAFB records
indica te tha t  t he a ba ndoned pipelin e
was owned and opera ted  by Standa rd
T r a n s m i s s ion  C or p or a t i on  (a
predecessor  t o Chevron  P ipe Line
Compa ny) and t raverses t he proposed
lease a rea  for  Runway 12-30.  It wa s
determined through discussions with
Chevr on  per sonnel t ha t  the pipeline
had been abandoned for  a t  leas t  20
year s, and  no ind ica t ion  of poten t ia l
con tamina t ion  has been  noted.

Hydrocarbon  tes t ing conducted  a long
the abandoned pipeline a lignment
showed hydr ocarbon levels s imila r  to
background levels , su ggest ing the
absence of hydrocarbon  con tamina t ion
in   th e  study area .  Additiona l soil test s

were conducted  a long the abandoned
pipeline a rea  in  December  1998.  A tot a l
of six borin gs were conducted  a long the
center line of the pipeline to a  depth  of
five feet below th e existing ground
eleva t ion .  A second set  of bor ings were
per formed a  minimum of 30 feet  from
the pipeline a lignment  and  were
in tended as backgr ound indica t ions for
compa rison  to samples ret rieved a long
the pipelin e.  No indicat ion  of pet roleum
was indica ted  and no odor  was  present
dur ing drilling activities.

The major ity of the pipeline has been
removed dur ing a irfield impr ovemen t
projects.

No other  records of uses associa ted with
the use or  storage of haza rdous
mater ia ls or  pet roleum product s was
ident ified during the prepara t ion  of the
EBS.  Storage or  accumu lat ions of
hazardous and  pet roleum was te were
not  noted dur ing the inspection of the
pr oper ty.

Glycol Use

During t he win ter  months, it  is
somet imes necessa ry to de-ice a ir cra ft
a t  the a irpor t .  All users a t  the a irpor t
use propylene a s a  deicing agen t  with
the except ion  of Trans World Airlines
(TWA) which  uses et hylene.  Glycol is
cur ren tly collected a nd disposed of in to
the san ita ry sewer syst em.
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An important factor in any facility
plan is a definition of the demand
that it should reasonably be
expected to accommodate during
the useful life of its key components.
In airport master planning, this
involves projecting aviation activity
indicators over at least a 20-year
period. Forecasts of passengers,
cargo, based aircraft, and operations
(takeoffs and landings) serve as the
basis for airport facility planning.

FAA Advisory Circular 150/5070-
6A outlines six standard steps
involved in the forecast process.
These include:

1) Determine existing FAA and 
other related forecasts for the area
served by the airport.

2) Determine if there are significant 
local conditions or changes in 
forecast factors.

3) Make and document any
adjustments to the aviation
activity forecasts.

4) Where applicable, consider the 
effects of changes in uncertain 
factors affecting demand for 
airport services.

5) Evaluate the potential for peak
loads within the overall forecasts
of aviation activity.

6) Monitor actual activity levels
over time to determine if
adjustments are necessary in the
forecasts.

Aviation activity can be affected 
by many influences on the 
local, regional, and national level,
making it virtually impossible to
predict year-to-year fluctuations
over twenty years with any
certainty.   Therefore,   it  must  be

Chapter Two
Aviation Demand

Forecasts

II-1



II-2

remembered tha t  forecast s a re t o serve
only as gu idelines an d plan ning mu st
r ema in  flexible enough  to respond to a
ra nge of un foreseen developmen ts.

Recognizing th is, it is inten ded to
develop the Albuquerque In t erna t iona l
Sunport  Mast er P lan  to be demand-
based ra ther  than  t ime-ba sed.  As a
resu lt , th e reasona ble levels  of act ivity
poten t ia l tha t  a re der ived from the
forecas t ing effort  will be relat ed to
p lanning hor izon  levels  ra ther  t han
da tes in  t ime.  These planning h or izon s
will be esta blished a s levels  of act ivity
tha t will ca ll for  considera t ion  of the
implementa t ion  of the next  st ep in  the
master  plan  program.

Th e followin g for ecas t  an a lys is
e x a m i n e s  r ece n t  d e ve lop m en t s ,
h ist or ica l in format ion , and  cur ren t
avia t ion  t rends to provide an  upda ted
set  of avia t ion  demand project ions for
Albuqu erque Interna t iona l Sunpor t .
The in ten t  is t o permit  the Cit y of
Albuqu erque to make t he p lanning
adjustments necessary to ensure the
a irpor t  is  prepa red  to address fu ture
dema nds  in  an  efficien t  and cost -
effect ive manner .

N A T IO N A L AVIAT IO N

T R E N D S

The Federa l Avia t ion  Administ ra t ion
(FAA) publishes  a  nat iona l avia t ion
forecast  on  an  annual bas is .  These
forecast s inclu de project ions for  ma jor
a ir  ca r r ier s , r egion a l/com m u t er s ,
gener a l aviat ion , an d FAA workload
mea sur es.  They ar e prepa red to meet
bu dget  a nd  planning needs of the
cons t ituent  un its of the F AA and t o

provide in format ion  tha t  can  be used by
sta te and  loca l au thor it ies , the avia t ion
indust ry, and by t he genera l public.
The cur ren t  ed it ion  when this chapter
was prepa red was FAA Aerospace
Foreca sts  - Fi sc al Ye ars  2000-2011.
Th e foreca st  u ses t he econ om ic
per formance of t he Un it ed Sta t es a s an
indica tor  of fu ture avia t ion  indust ry
growth .  Sim ila r  economic ana lyses a re
applied to the out look for  avia t ion
growth  in  in terna t iona l market s.

Accordin g to the FAA, the U.S. avia t ion
indust ry out look for  the next  12 years is
for  su st a ined, modera te economic
growth , even t hough growth  is expected
to be somewhat  slower  in  the shor t  t erm
(2001-2004).  In  addit ion  rea l fuel prices
over  th is per iod a re expected  to decline
sligh t ly, even t hough prices ha ve r isen
in  2000.  Schedu led domest ic pa ssen ger
enplanements ar e forecast  to increa se
3.6 percen t  a nnua lly with  schedu led
in terna t iona l enplanements forecast  to
increa se by an  avera ge of 5.1 percent
per  year  th rough 2011.

COMMERCIAL AVIATION

The U.S. commercia l avia t ion  indust ry
experienced a  sixth  consecut ive year  of
t r a ffic growth  in  1999, with  pa ssen ger
enplanements growing 3.5 percent . This
growth  was a t t r ibu ted in  pa r t  to s t rong
U.S. economic growth  and to cont inu ed
economic expansion .  Also in  1999, the
indust ry’s ca pa city, mea sur ed in
ava ilable seat -miles (ASM’s), grew by
4.6 percent .  This resu lted in  load
factors decreasing m argina lly fr om an
a ll-t ime h igh  of 70.9 per cent  to 70.8
percent , th e first  decline since 1993.
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Th e r egion a l /com m u t er  indus t r y
cont inued to grow a t  sign ifican t ly
higher  ra tes th an  th e air car riers, with
passenger  enplanements increasing by
12.0 percent  in 1999.  The regiona l/
commuters a lso achieved a n  a ll-t ime
high  load factor  of 57.6 percen t .

The regiona l commuter  fleet  has
con t in u ed t o be u pgr a ded  wit h
in cr ea s in g n u m ber s  of r egion a l/
commuter  a irlines opera t ing 30 t o 75
sea t  r egiona l jet s.  In  fact , regiona l jet s
accoun ted for  near ly ha lf of the
com m er cia l jet  or der s in  1999,
indica t ing tha t  regiona l/commuter s will
cont inue to be the fast est  growing sector
of the indust ry in  the years to come.

The FAA project ions for  commercia l
s e r v i ce  a n d  r eg ion a l /com m u t e r
pa ssen ger  enpla n em en t s in dica t e
rela t ively s t rong growth .  As shown on
E  x h  i b i t  I I - A ,  c o m  m  e  r  c i a  l
enplanemen t s a re project ed to grow a t
an  average annual ra t e of 3.6 percent
through 2011.  Regiona l/commuter
enplane-ments a re projected to gr ow a t
an  a n n u a l ra te of 5.5 percent  over  the
sa me t ime fra me.

AIR CARGO

U.S. a ir  ca r r ier ’s a ir  ca rgo t ra ffic in
1999 declined for  the fir st  t ime s ince
1985.  The overa ll 1.4 percen t  decline in
revenue ton  miles  (RTM’s) was  due to a
3.0 per cen t  decline in  in terna t iona l
cargo, a s domest ic ca rgo was u p 0.3
percen t .   As pr  esen  t  ed on Exhibi t  II-B ,
freight /express RTM’s a re forecast  to
more than double over  the next  12 years
as moder a te t o st rong economic act ivity
both  domest ica lly and in terna t iona lly

fuels the demand for  the speedy
movement  of goods and  product  by a ir .
The growth  of e-commerce has  only
served to heighten  t h is  demand.  The
annua l r a te of growth  of freight /express
over the 12-year  per iod is forecast  to
average 5.4 percen t .

By con t rast , significant ly slower gr owth
is forecast  for  a ir  ma il as elect ronic
a lter na t ives (fax, e-mail, et c.) cu t  in to
the volume of mail moved by a ir . 
Domest ic and  in terna t iona l RTM’s  a re
projected to increa se a t  an  annua l ra tes
of 3.8 percen t  and 3.1 percent
respect ively over t he forecast  period.

GEN ER AL AVIATION

The United S ta tes gener a l avia t ion  fleet
is projected to tota l 230,995 in 2011, an
increase of a lmost 24,000 a ircra ft  over
the 12-year  forecast  per iod  (0.9 percent
annua l growth).  The forecast  a ssumes
tha t the bus iness use of genera l
avia t ion  a ircra ft  will expand a t  a  more
ra pid pace than  per sona l use.  The more
expen sive and soph ist ica ted turbine-
powered pa r t  of the fixed-wing fleet is
expected to grow a t  four  t imes the ra te
of tha t  forecast  for  the piston  a ir cra ft
ca tegories (2.8 percent  to 0.7 percent
annua lly).  The fleet forecast s have been
summar ized  in  Ex  h  ib  it  II-C.

The number  of act ive pilot s ar e forecast
to increa se by 2.1 percen t  annua lly
through  2011.  Most  of th is growth  is
an t icipa ted in  the s tudent  and  a ir line
t ranspor t  ca tegor ies.  Genera l avia t ion
hours flown a re pr ojected to increa se an
annua l average of 2.2 percen t  th rough
2011.  Th is la rger  increa se in  hours
rela t ive to the increase in  a ircra ft
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indica tes t ha t  a  h igher  u t iliza t ion  of the
gener a l aviat ion fleet is expected.

The genera l avia t ion  indust ry is
par t icu lar ly vu lnerable to an  economic
slowdown or  recession .  The recent
tu rnaround in  the demand for  genera l
avia t ion  product s an d services, t enuous
as  it  is , has  occurred  dur ing a  per iod of
un precedented economic growth .  It  is
not  known how the indu st ry or  it s
cus tomers will react  t o a  prot racted
slowing of dem and or an  economic
recession .

AIRP O R T  S ER VICE AREA

The service a rea  of an  a irport  is defined
by its  proximity to other  a irpor t s
pr oviding sim ila r  service.  Albuqu er-
que’s ser vice a rea  is r a ther  ext en sive in
tha t it is the only a irport  in  the st a te of
New Mexico with  commercia l ser vice by
the major  a ir lines.  As indica ted on
Exh  ibit  II-D  , th  er  e a  r  e 12 other
a irpor t s a round the st a te t ha t  have
commercia l service, bu t  ABQ is the only
one served by t he major  a ir lines.  All
but  one of the other  12 a irpor t s have
commuter  ser vice to ABQ.  In  fact , ABQ
is the only dest ina t ion  with  major
a ir line services  for  n ine of th e airport s.

Over 95 percen t  of t he commercia l
passengers enplan ing in  New Mexico do
so a t  Albuquerque I n t er n a t ion a l
Sunpor t .  S ince the Albuquerque
met ropolit an st a t ist ica l ar ea (MSA)
compr ises ju st  39 percent  of the
popula t ion  in  the sta te, it  is obvious
tha t the a irpor t  d raws  passengers from
well beyond the metropolita n  a rea .

E l Pa so Int ernat iona l Airport  is t he
next  closes t  a irpor t  with  major  a ir line

service.  It  is 224 miles south  of ABQ.
Amarillo and Lubbock a re t he n ext
closest .  They are locat ed in west Texas,
278 and 289 miles respect ively fr om
ABQ.  Denver In tern a t iona l Airpor t
draws some t ra ffic from nor thern  New
Mexico, and Phoenix Sky Ha rbor
In terna t iona l Air por t  d raws  from the
western  New Mexico border .

Over the year s, s tudies  have shown tha t
over  two-th irds of the ABQ or igina t ing
passenger s come from with in  a  th ir ty
mile radiu s of the a irport .  The n ext
largest  cont r ibutor  has been  the Santa
Fe/Los Alamos a rea .  Thus, t he six
county a rea  of Ber na lillo, Sa ndoval,
Va lencia , Torrance, Los Alamos  and
Sa n ta  Fe genera tes  over  75 percent  of
the passen gers a t  ABQ.

Los Alamos and San ta  Fe both  have
a ir por t s  wit h  r egion a l/com m u t er
service.  Los Alamos’ service is to ABQ.
Santa  Fe’s service is pr esen t ly to
Denver , bu t  t here is a  poten t ia l for
r egiona l jet  service in t he fu ture.
Combined, t he two a irpor t s have
g e n e r a t ed  ove r  30 ,000  a n n u a l
enplan ement s.

There is good poten t ial t ha t  the San ta
Fe t ra ffic will grow in  the fu ture.
F .A.R. P a r t  139 cer t ifica t ion  is under
cons idera t ion .  This cou ld even tua lly
lead to 19-pa ssen ger  a ircraft  being
supplemented or  r eplaced by 30- to 60-
seat  aircraft including regiona l jets.

While impr oving, t he level of a ir  ser vice
a t  San ta  Fe is st ill not  expected to
approach  tha t  available at  ABQ.  Thus
ABQ can  be expected t o con t inue to
draw a  smaller , bu t  st ill sign ifica nt
share of th e San ta  Fe market  a rea  in
the fu ture.
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Exhibit II-B
U.S. AIR CARGO FORECASTS
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Exhibit II-C
U.S. ACTIVE GENERAL AVIATION
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Exhibit II-D
AIRPORT SERVICE AREA
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E  ven as com  m  u  t  er  ser  vice impr  oves
throughout  t  h  e st  a  t  e, AB Q ca n e xp e ct  t o
cont inue to draw passen  gers s  t  a  t  e-wide.
Th  er  efor  e, vir tua lly the en t ir e st a t e, a s
well as  por t ions  of southern  Colorado
and ea  st ern  Ar  izon  a  ca  n be con  sider  ed
as par  t of th  e airport  s seconda  ry t  ra  de
a rea .  Th  e six-cou  n  t  y ar  ea  , however,
remains the primary core of the
commercia l service market  a r ea .

The gen  er  a  l a  via  t  ion  ser  vice a  r  ea  is
more loca  lized d u e t o t h e a va i l a b i l i t y of
ot  h  er  a  irpor  t s tha t  serve genera l
a vi a t i on exclu  si  vel  y.  Th  er  efore  , t  h  e
gener  a  l a  viat  ion  m  a  r  ket  a  r  ea  is limit  ed
to the MSA, and pr imar ily to Ber  n  a  lillo
County.  In  fa  ct  , mu  ch  of t  h  a  t  m  a  r  ket  is
sh  a  r  ed w i t h D ou b l e E a gl e I I (t h e C i t y of
Alb u q u e r q u e ’s ot h e r  a i r p or t ).

S O C IO EC O N O MIC  T R EN D S

L oca l a  n  d r  egion  a  l for  eca  st  s developed
for key socioecon  om  ic var  iables provide
an in  dica  t  ion  of t he poten t ia l for
suppor t ing gr ow t h i n a vi a t i on a ct  ivit  y
a t  an  a irpor t .  Three var iables  found
most  valu  a  ble in eva  lua  t  ing ser  vice
area  t ra ffic growth  poten t ia l a re
popula t ion , em  ploymen  t  , and per  capit a
persona  l  income (PCPI).

The U  n  iversit  y of N  ew Mexico Bu  r  ea  u
of B u s i n e s s a n d E con om i c R e s e a r ch
(U  N  M-BBE  R) r egu la r ly u pda t es
forecast s of popula t ion  for  the st a te and
it  s cou n t i e s .  T h e p r oje ct ion  s a  va  ila  ble
a t  t  h  e t  im  e these avia t ion  forecast s
wer  e pr  epa  r  ed w  er  e r  elea  sed  in  Apr  il,
1997.  Ta  b  le  II-A and  Ex  h  ib  it  II-E
dep  ict  t he h is t or ic a n d for eca st
popu  la  t  ion  for  t h e Alb u q u e r q u e M S A,
the six-coun  ty prima  ry ser vi ce area , and
t  h  e st  a  t  e.

P  opu  la  t  ion  in  t  h  e s  ix-coun  t  y a  r ea  has
grown 43 percent  sin  ce 198  0.  Th  is
equ  a  t  es t  o a  n a  n  n  u  a  l aver  a  ge ra  t  e of 2.1
percen t .  Th  e six-cou  n  t  y popu  la  t ion  is
forecast  to grow from an  est imated
837,737 in 1999 t  o 1,290,241 by 2025  .
Th  is equates  to an  annu a l  average
growth  ra t e of 1.5 percen  t  .  The
popu  la  t  ion  of t  h  e st  a  t  e of N e w M e xi co
has grown over 33 per  cen  t  sin  ce 1980.
Th  is equates  to an  annual average ra te
of 1.5 percent  .  The st  a  t  e popu  l  a  t  i  on  is
for ecast  t  o grow fr  om a  n est  ima  t  ed
1,739,844 in 1999 t  o 2,534,984 by 2025.
Th  is equa tes to an  ann u a l average
growth  r  a  t  e of 1.5 percen  t  .

Employment  forecast  s wer  e obt  a  ined
fr  om  Th e  Co m ple te  Ec on o m ic  an d
De  mo  graph  ic  Data  Source  (CEDDS
2000), b y W ood s a n d P ool e E con om i cs ,
Inc., J a n u a r y 2 0 0 0 .  T h e s e h i s t or i c a n d
forecast  wa  ge a  nd sa la ry employment
figur  es for Be  r  n  a  lill  o Cou  n  t  y, t  h  e
Albuqu  er  qu  e MS A, t h e s i x-cou n t y
pr  ima  r  y service a  r  ea  , and  the s ta te a re
pr  esen  t  ed in Ta  b  le II-A and  Exh  ibit
II-E  .

Employment  in  the six county pr imary
ser vice a rea  grew 77 percent  between
1980 and  1999.  This equ a tes to
approximately 3.0 percen t  annua lly.
Employment  is forecas t  to grow from
534,174 in  1998 to 850,110 by the year
2025.  This equates  to a  1.7 percent
average ann u a l growth  ra te.  S ta te
employmen t  grew 58 per cent  during the
same t ime per iod for  a  1.7 percent
a nnua l average.  The forecas ts for  the
st a te’s employmen t  indica tes a  53
percent  growth  from 945,953 in  1998 to
1,445,080 in  2025.  Th is equa tes to a  1.6
percent  avera ge an nua l ra te.



II-6

TABLE  II -A

Lo c a l a n d  R e g io n a l  So c i oe c o n o m i c  Va r ia b le s

Albuqu erqu e In te rna tio na l Su np ort

Popula t ion Wa g e a n d  Sa la ry  Em p lo y m en t

Per  Capita l  Persona l

Inc om e (1992$)

Year

N e w

Mexico

Six-County

Reg ion

ABQ

MS A

N e w

Mexico

Six-County

Reg ion

ABQ

MS A

N e w

Mexico

ABQ

MS A

ACTUAL

1980

1981

1982

1983

1984

1985

1986

1987

1988

1989

1990

1991

1992

1993

1994

1995

1996

1997

1998

1999

1,303,303

1,332,747

1,363,822

1,394,362

1,416,719

1,438,360

1,462,728

1,478,519

1,490,336

1,503,901

1,515,933

1,547,115

1,580,750

1,614,937

1,653,320

1,682,417

1,706,151

1,722,939

1,733,535

1,739,844

586,039

599,436

609,082

622,098

635,467

648,207

665,729

684,767

696,580

709,110

719,535

732,836

749,635

767,686

788,047

807,212

818,072

827,691

833,110

837,737

485,430

497,093

503,286

514,311

525,266

536,073

549,861

564,602

574,007

583,794

591,591

601,981

615,472

628,911

644,959

658,895

667,210

673,182

676,530

678,820

598,966

613,692

622,157

634,697

659,493

679,549

685,967

706,376

739,492

759,293

770,505

793,649

807,714

837,363

871,500

903,412

907,100

923,360

945,953

NA

301,303

304,960

304,368

319,415

338,840

357,234

370,765

388,351

406,691

418,665

423,503

435,773

445,368

465,480

484,296

510,444

517,334

526,120

534,174

NA

247,466

249,709

247,180

258,917

275,524

290,378

301,041

315,747

331,147

339,261

342,272

349,336

356,632

372,939

389,903

411,516

417,993

424,221

429,801

NA

$13,717

13,712

13,687

13,848

14,400

14,866

14,957

14,937

15,045

15,180

15,399

15,332

15,752

16,076

16,261

16,624

16,710

16,875

17,192

NA

$14,864

14,706

15,171

15,696

16,510

17,211

17,614

17,657

17,707

17,592

17,749

17,753

18,225

18,729

19,277

19,662

19,808

20,057

20,552

NA

FO R EC AS T

2005

2010

2015

2020

2025

1,956,725

2,090,678

2,232,424

2,380,802

2,534,964

959,999

1,034,975

1,114,784

1,199,628

1,290,241

780,614

837,911

898,479

962,646

1,030,907

1,079,170

1,168,170

1,258,850

1,351,130

1,445,080

626,650

681,620

737,220

793,330

850,110

501,150

541,630

582,600

623,960

665,870

$19,809

21,208

22,646

24,159

25,789

$23,057

24,628

26,216

27,863

29,619

Notes : The ABQ MSA consists of Bernalillo, Sandoval, and Valencia Coun ties.

The Six-Coun ty Region consist s of th e ABQ MSA plus Los Alam os, San ta  Fe, an d Torra nce Coun ties.

The P CPI for t he six-coun ty r egion is n ot available.

Sour ces: Actua l Da ta : U.S. Depa r tmen t  of Comm er ce, Bur ea u  of Economic Ana lysis

Popu lat ion F orecast : Univer sity of New Mexico, Bur eau  of Bus iness  an d Economic Resear ch, Apr il 1997

Em ploymen t a nd P CPI: The Complete E conomic and Dem ogra phic Data  Source (CEDDS, 2000), Woods and P oole,

Economics, In c., J an ua ry 2000.

Per  capita  per sona l income (PCP I) is
presen ted in  Table  II-A and  Table  II-
E in  1992 dolla rs.  F orecast s of PCPI
were also obta ined from CEDDS  2000.
It  shou ld be noted tha t th e PCPI for  the
six-cou nty region  was not  available.
Therefore, the P CPI for  the MSA is
su bst itu ted on the exh ibit .

As indica ted by th e table, in fla t ion-
adjust ed PCPI h as exper ienced m inor
slum ps du r ing recessions and growth
the rest  of the t ime. The adjusted PCPI
of the MSA grew 38 percent  between
1980 and 1998.  The MSA PCPI is
projected to gr ow 44 percent  from
$20,552  in  1998 to $29,619 by t he year
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Exhibit II-E
SOCIOECONOMIC

TRENDS AND PROJECTIONS

WAGE AND SALARY EMPLOYMENTPOPULATION

U.S. GROSS DOMESTIC PRODUCTPER CAPITA PERSONAL INCOME
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2025.  The PCPI of the st a te grew 25
percent  du ring the same t ime per iod. 
The New Mexico PCPI is forecast  to
gr ow 50 percen t  from $17,192 in  1998 to
$25,789 by 2025.

On a n at iona l basis, the gross domest ic
product  (GDP) has  grown 80 percent  (in
constan t , 1996 dollar s) since 1980.  Th is
equa tes to an  average annua l gr owth  of
3.1 percent .  The na t iona l labor  supp ly
is   expected  to  expand  a t   a   modera te

ra te over the forecast  period.  Economic
factors such a s low int erest r at es,
increa sin g capita l investment , and
cont inued technological growth pr ovides
the base for  a  project ed annua l growth
ra te of  2.8 percen t  th rough  2011.
In flat ion-adjust ed GDP is depicted
a long with  infla t ion-adjust ed domest ic
revenue per  pa ssen ger m ile (yield) and
domest ic available seat -miles (ASM) on
Table  II-B .

TABLE  II-B
N a ti on a l In d e pe n d e n t Va ri ab le s

Year
GDP
1996$

Do m e st ic  Yie ld
1999 ce n ts  pe r pa x m ile

Avai lab le  Se at  Miles
(b i ll ions)

ACT UAL

1980
1981
1982
1983
1984
1985
1986
1987
1988
1989
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999

4,877.2
4,963.0
4,866.9
4,938.4
5,292.1
5,475.1
5,650.4
6,128.3
6,364.8
6,553.6
6,656.8
6,607.3
6,717.2
7,083.6
7,263.5
7,495.9
7,733.0
8,080.1
8,420.8
8,768.4

21.32
22.95
20.87
19.34
20.41
18.75
16.92
16.15
16.94
17.28
16.67
16.02
15.24
15.70
14.99
14.51
14.69
14.18
14.45
13.97

349.0
343.4
355.9
374.4
411.7
436.7
488.4
521.9
533.3
529.5
557.6
548.4
554.1
568.8
578.1
602.1
621.1
639.9
644.3
677.9

FORECASTS

2005
2010
2015
2020
2025

10,374.0
11,811.5
13,724.9
14,914.5
16,428.0

12.21
12.04
12.87
11.70
11.58

855.4
1,052.3
1,280.3
1,560.7
1,876.1

Sour ces:  FAA Aerospace F orecast s 2000-2011, March 2000 (and previous years).
FAA Long Ran ge Aerospa ce Forecas t s 2015, 2020, 2025, June 2000.
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FO R ECAS T

METHODOLO GY

Th e m os t  r elia ble a p pr oa ch  t o
es t imat ing avia t ion dem and is  th rough
the u t iliza t ion  of one or  more ana lyt ica l
techn iques.  Methodologies frequ en t ly
con s ide r ed  in clu d e : t r en d  l in e
project ions ,  cor r ela t i on / r egre s s ion
an alysis, an d ma rket shar e an alysis.

Trend line project ions a re probably the
sim ples t  a n d m os t  fa m ilia r  of
forecas t ing techn iques.  By fitt ing
growth  cur ves to histor ica l da ta , then
ext ending th em int o fut ur e year s, a
ba sic t r end line pr oject ion  can  be
produced.  A bas ic assumpt ion  with  th is
technique is tha t  ou tside factors will
cont inue to a ffect a via t ion  dem and in
much the same mann er  as in  the past .
As broad as th is a ssumpt ion  may be,
the t rend line serves a s a  reliable
ben ch m a r k  for  com p a r in g ot h er
projections.

Correla t ion an alysis provides  a  measure
of direct r elat ionsh ip between  two
separa te set s of h is tor ic da ta .  Should
there be a  rea sonable correla t ion
bet ween  t he da t a  s et s , fu r t h er
eva lua t ion  usin g regress ion  ana lysis
may be employed.

In  regress ion  ana lysis, va lues for  the
avia t ion  demand elemen t  in  quest ion ,
the dependent  va r ia ble, a re projected on
the basis of one or  more other
indicat ors, th e independent  variables.
Histor ica l values for a ll variables ar e
ana lyzed to det ermine t he r ela t ionsh ip
between  the  independent   and depend-

ent  va r ia bles .  These relat ionsh ips ma y
then be used, with  projected va lues of
the independent  va r iable(s), t o project
cor responding valu es of the dependen t
var iable.

Market  sha re a na lysis involves a
h istor ica l review of the a ct ivity a t  an
a irpor t  or  a irport  system  a s a
percen tage sha re of a  lar ger st a tewide
or  na t iona l avia t ion  market .  Trend
an alysis of th is  h istor ica l share of the
market  is followed by project ion  of the
share in to the fu ture.  These shares  a re
then mu ltiplied by forecast s of the
act ivity with in  the la rger  geogr aphica l
a rea  to produce a  market  share
project ion .  This  method has the sa me
limita t ions as t rend line projections,
and similar ly can pr ovide a  usefu l check
on the va lidit y of other  forecas t ing
techn iques.

Forecast s will be developed in  the
following sect ions for  the following
ca tegor ies:

• Commercial ser vice.
• Air  fr eigh t  and a ir  ma il

  act ivit ies.
• Genera l aviat ion a ctivities.
• Milita ry activities.
• Pea king cha ra cter istics (for

  commercia l and genera l
  avia t ion).

• Annual ins t rument  approaches
  (a ll ca tegor ies).

The forecast s will provide th e basis  for
p lanning hor izon  milest ones for  use in
e x a m i n i n g  a v i a t i on  fa c i l i t i e s
development  over t he plann ing period.
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P ASS ENGER  SER VICE
FO R ECAS T S

To determine the types and sizes of
fa cilit i es  n ecess a r y t o p rop er ly
accommodate present  and  fu ture a ir line
act ivity a t  any airpor t , two ba sic
elemen ts must  be forecast : annua l
enplaned passenger s and  annual
a ir cra ft  opera t ions .  Annual enplaned
passengers is the m ost  basic in dica tor  of
demand for  commercia l ser vice act ivity.
F r om  a  for e ca s t  o f  a n n u a l
enplanements, opera t ions and peak
per iod act ivity can  be projected based
upon behaviora l factor s cha racter ist ic of
AB Q or the  a  irlin  e indu  st  r  y as a wh  ole.

AIR SER VICE

Exh  ibit  II-F a  nd Ta  bl  e II-C exa  m  in  e
r e cor d s  of  a n n u a l  p a s s e n g e r
e n p l a n e m e n t s  a t  Al b u q u e r q u e
In terna t ion a l Su npor t  from 1962
through  1999, t he base yea r  for  the
Mast er  P lan  forecas ts.  Dur ing the
1960's and 1970's, ABQ experienced a
ma jor  expansion  of pa ssen ger a ct ivity.
From 1962 to 1979, th e a irpor t
experienced an  increase of t ra ffic every
year  with  an  annua l average growth
r a t e  of 11 .5 p er cen t .   Tot a l
enplanements gr ew by over  one million
dur ing th e 17-year t ime span.

The a irpor t  surpassed one million
enplaned pa ssengers for  the first  t ime
in  1978, th e year  t h a t  a ir lin e
der egu la t ion  went  in to effect.  Tr a ffic
cont inued to increa se in 1979, th e first
fu ll year  of deregula t ion .  A worsening
economic recession coupled with  the
immedia te effects of deregu la t ion ,
resu lted in  t r a ffic declin ing in  each of
the next  two year s.  An expanding loca l

and na t iona l economy con t r ibu ted to
another  per iod of growth.  F rom 1981
through 1990, enplanements increa sed
by over  1.4 m illion  for  an  average
annua l growth  ra te of 9.7 percen t .

TAB LE  II-C

H i s t o r i c  A i r li n e  E n p l a n e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

Ye a r E n p l a n e m e n t s

An n u a l

% C h a n g e

1962

1963

1964

1965

1966

1967

1968

1969

1970

1971

1972

1973

1974

1975

1976

1977

1978

1979

1980

1981

1982

1983

1984

1985

1986

1987

1988

1989

1990

1991

1992

1993

1994

1995

1996

1997

1998

1999

196 ,284

245 ,961

277 ,344

316 ,838

382 ,502

473 ,504

543 ,714

571 ,463

574 ,000

596 ,008

662 ,538

710 ,681

766 ,197

786 ,047

856 ,718

971 ,752

1 ,100 ,669

1 ,239 ,504

1 ,149 ,664

1 ,083 ,733

1 ,229 ,446

1 ,472 ,570

1 ,721 ,869

1 ,920 ,113

2 ,066 ,129

2 ,141 ,538

2 ,144 ,678

2 ,362 ,570

2 ,491 ,702

2 ,461 ,434

2 ,629 ,792

2 ,807 ,489

3 ,077 ,974

3 ,064 ,069

3 ,308 ,048

3 ,138 ,663

3 ,069 ,629

3 ,131 ,951

N /A

25.3%

12.8%

14.2%

20.7%

23.8%

14.8%

5.1%

0.4%

3.8%

11.2%

7.3%

7.8%

2.6%

9.0%

13.4%

13.3%

12.6%

-7 .2%

-5 .7%

13.4%

19.8%

16.9%

11.5%

7.6%

3.6%

0.1%

10.2%

5.5%

-1 .2%

6.8%

6.8%

9.6%

-0 .5%

8.0%

-5 .1%

-2 .2%

2.0%

Sour ce: C it y of Alb u qu er qu e Av ia t ion

D ep a r t m en t
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A 1.2 percent  decline in  1991 coincided
with  the Gu lf Wa r  and the beginning of
a  brief economic recession.  It a lso
coincided with  a  decline in  both
dom est ic a n d wor ldwid e a ir lin e
pa ssen ger t r a ffic.  Th is was followed by
three more years of growth before t ra ffic
once again  slowed in 1995.

Enplanements a t  ABQ rea ched a n  a ll-
t ime h igh  in  1996 a t  3,308,048.  By
1998, enplan ement s, had fa llen  back  to
the 1995 level.  This may be
a t t r ibut able, in  pa r t , t o t he shor t age of
a ir cra ft  bein g exper ienced in  the a ir line
fleet du r ing t h is per iod.  This is fur ther
evidenced by the decline in  a ir line
oper a t ions a t  ABQ while the a irpor t
load factors increased.

Other  factors included discont inu ance of
ser vice by U.S. Airwa ys in 1997 and by
Reno Air  in  1998.  Both  a irlines
experienced financia l d ifficu lt ies  and
ret rea ted to sma ller, tight er systems.
Since tha t  t ime, Reno Air h as been
acquired by American  Airlines a nd a
merger of U.S. Airwa ys with  Un ited
Air lines is under  considera t ion .

I n  a dd i t ion ,  r egion a l /com m u t er
pa s sen ger s  h a ve expe r i enced  a
sign ifica nt  decline a t  ABQ.  Th is decline
has been  rela ted m ore t o increa sin g
fa res than  to less service.

Passen ger t r a ffic bega n  to grow aga in  in
1999 wit h  an  increa se of 2.0 percent .  In
the fir st  seven  months  of 2000, t r a ffic
was up 1.2 percent .  For t he decade of
the 1990's ABQ enplan ements grew
32.6 percent , or  an  annua l average of
2.9 percent .

Table  II-D depicts  the enplanements
by th e individua l schedu led airlines th e
last  th ree yea r s.  Southwest  Airlines
holds the la rges t  market  sha re, and has
seen  tha t sh a re gr ow from 42.3 percent
in  1997 to 47.2 percen t  in  1999.  Delt a
Airlines and  Amer ican  Air lines  rank
second and t h ird r espectively wit h  11.2
percen t  and 9.2 percent  of the ABQ
pa ssen ger market .  Regiona l/commuter
a irlines comprised 3.0 percent  of the
t r a ffic in  1999, down from 4.2 percen t  in
1997, an d 4.7 percent  in 1991.

The origins a nd dest ina t ions of ABQ a ir
t ravelers has changed somewhat  over
t  he la  st  t  wo de  ca  de  s.  Ta  bl  e  II-E
exam ines the changes in  the top twenty
des t ina t ions from 1980 and 1990 to
1999.  The Los Angeles Basin  has been
replaced a s the top dest ina t ion  by
Phoenix.  Phoenix was r anked four th  in
1980, bu t  has  increased t ra ffic with
ABQ by over 500 per cent .  This rise
m a y  b e  a t t r i b u t a b l e  t o  t h e
es tablishment  of Phoen ix hu bs by
Sout hwest  and Amer ica  West.  There
are pr esent ly 21 da ily fligh ts to Phoen ix
from ABQ.

Los Angeles is still th e second bu siest
ma rket , and the Da llas/F t . Wor th
metroplex ha s  remained  th ird over  the
two decades .  The Sa n  Francisco Bay
area  has moved from fift h  to four th , and
Las Vegas has jumped from eigh th  to
fift h .  Den ver  has fallen  ou t  of the top
five dest ina t ion  from second to t en th .
More regiona lized dest ina t ions such  a s
Tu lsa , Ka nsa s City, Oklahoma  Cit y,
and San  An ton io have been replaced in
the top t wen ty by longer  haul
d es t in a t ion s  s u ch  a s  Ba lt im or e,
Minn eapolis, Orlando, and P ort lan d.
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Exhibit II-F
HISTORIC ENPLANEMENTS
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Table  II-F  com  pa  r  es the non-stop
des t ina t ions curren t ly a va ilable from
ABQ to those in  1983 and 1992, t he
t imes of the la st  two a irpor t  master
plans.  In  1983, th ere were 121
depa r tures to 27 cities. In  1992, th ere
were 130 depa r tures to 26 cit ies.  Th is
compa res to 149 da ily depar tu res to 35
cities in  J une of 2000.

Exh  ibit  II-G gr  a  ph  ica  lly compares  the
non-stop     fligh t      destina tions     from

Albuqu erque In terna t iona l Sunpor t  to
it s top twenty dest ina t ions.  ABQ ha s
da ily non-stops t o eight  of its  top t en
market s and 15 of its  top twenty
ma rkets.  Daily non-stop service is
curren t ly not  available to New York,
Wa shingt on  D.C., Balt imore, Boston ,
and Por t lan d.  Since t he las t  mast er
pla n , ser vice has  been  added  to the
top twenty des t ina t ions  of San  Diego,
At lan ta , Sea t t le, Minnea polis , and
Orlando.

TAB LE  II-D

P a s s e n g e r  E n p l a n e m e n t s  b y  S c h e d u l e d  A i r li n e

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

1 9 9 7 P e r c e n t 1 9 9 8 P e r c e n t 1 9 9 9 P e r c e n t

M a j o r  A i r l i n e s

Amer ica  W es t

Am er ica n

C on t in en t a l

D elt a

F ron t ier

N or t h wes t

R en o Air

Sou th wes t

T W A

U S Airw a ys

U n i ted

212 ,344

343 ,122

150 ,904

351 ,522

32 ,703

79 ,799

57 ,614

1 ,329 ,211

157 ,731

37 ,713

255 ,465

6 .8%

10.9%

4.8%

11.2%

1.0%

2.5%

1.8%

42.3%

5.0%

1.2%

8.1%

204,940

294 ,088

146 ,326

370 ,679

31 ,352

75 ,275

10 ,617

1 ,375 ,696

173 ,616

0

274 ,816

6 .7%

9.6%

4.8%

12.1%

1.0%

2.5%

0.3%

44.8%

5.7%

0.0%

9.0%

201,491

289 ,236

165 ,062

349 ,526

26 ,988

79 ,039

0

1 ,478 ,691

179 ,409

0

268 ,458

6 .4%

9.2%

5.3%

11.2%

0.9%

2.5%

0.0%

47.2%

5.7%

0.0%

8.6%

M a jor  Air lin es  T ot a l 3 ,008 ,128 95 .8% 2,957 ,405 96 .3% 3,037 ,900 97 .0%

R e g io n a l /C o m m u t e r s

Gr ea t  La kes

Mesa

M ou n t a in  Air

R io Gr a n d e Air

Skywes t

2 ,603

114 ,160

3 ,847

0

12 ,497

0 .1%

3.6%

0.1%

0.0%

0.4%

0

99,123

0

0

13 ,101

0 .0%

3.2%

0.0%

0.0%

0.4%

0

74,926

0

1 ,793

17 ,332

0 .0%

2.4%

0.0%

0.1%

0.6%

Region a l /Com m u ter s

T ot a l 133 ,107 4 .2% 112,224 3 .7% 94,051 3 .0%

S ch ed u led  Air lin e

T ot a l 3 ,141 ,235 100 .0% 3,069 ,629 100 .0% 3,131 ,951 100 .0%

As indica ted ear lier , the t op dest ina t ion
of Phoenix is  served by 20 da ily n on-
stops, th e most  of any des t ina t ion .  The
Dallas/F t . Worth  a rea  is second wit h  a

combined 15 da ily non-st ops to Da llas
Love F ield and Dallas-F t . Wor th
In terna t iona l Airpor t .  Denver  is t h ird
with  10 non-stops.
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EN P LANE MEN T FORE CASTS

Sch edu led Enp lane me nts

Severa l ana lyt ica l t echniques  were
exam ined for  t heir  applicability to
project ing   schedu led   a ir line  enplane-

men ts a t  ABQ.  These included t ime-
se r i e s  ex t r a pola t ion ,  r egr ess ion
ana lyses (using severa l va r ia bles), and
market  sh a re a na lysis.  These a re the
same ana lyses considered in  the 1993
Maste r Plan U pdate .

TAB LE  II-E

T o p  T w e n t y  D e s t i n a t i o n  M a r k e t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

D e s t in a t io n 1 9 8 0 D e s t in a t io n 1 9 9 0 D e s t in a t io n 1 9 9 9 *

 1. Los  An geles

 2. Den ver

 3. D a lla s /F t . W or t h

 4. P h oen ix

 5. Sa n  F r an ci sco

 6. N ew  Yor k

 7. E l  Paso

 8. L a s Vega s

 9. Ch ica go

10 . H ou s t on

11 . W a s h in g t on

12 . Tu l sa

13 . B os t on

14 . K a n s a s  C it y

15 . O k la h om a  C it y

16 . S a n  An t on io

17 . S ea t t le

18 . S a lt  L a k e C it y

19 . Sa n  Diego

20 . At la n t a

93 ,450

75 ,545

74 ,775

44 ,025

42 ,090

37 ,865

34 ,330

31 ,350

30 ,035

28 ,215

24 ,675

12 ,960

12 ,440

11 ,535

11 ,510

11 ,470

10 ,795

10 ,100

9 ,640

8 ,740

 1. Los  An geles

 2. P h oen ix

 3. D a lla s /F t . W or t h

 4. Sa n  F r an ci sco

 5. L a s Vega s

 6. Sa n  Diego

 7. H ou s t on

 8. N ew  Yor k

 9. Den ver

10 . E l  Paso

11 . W a s h in g t on

12 . Ch ica go

13 . B os t on

14 . S a n  An t on io

15 . S ea t t le

16 . K a n s a s  C it y

17 . Au st in

18 . Am a r illo

19 . Lu bbock

20 . M in n ea p olis

282 ,280

243 ,380

201 ,780

121 ,400

112 ,180

76 ,200

68 ,550

66 ,090

58 ,170

57 ,780

56 ,150

47 ,360

26 ,880

26 ,660

26 ,630

25 ,660

23 ,510

19 ,920

18 ,760

16 ,690

 1. P h oen ix

 2. Los  An geles

 3. D a lla s /F t . W or t h

 4. Sa n  F r an ci sco

 5. L a s Vega s

 6. H ou s t on

 7. N ew  Yor k

 8. Ch ica go

 9. W a s h in g t on

10 . Den ver

11 . Sa n  Diego

12 . S ea t t le

13 . At la n t a

14 . E l  Paso

15 . B a lt im or e

16 . M in n ea p olis

17 . O r l a n d o

18 . B os t on

19 . S a lt  L a k e C it y

20 . P or t la n d , O R

265,325

240 ,290

202 ,825

147 ,830

118 ,475

92 ,735

87 ,860

84 ,295

81 ,835

70 ,985

70 ,475

55 ,185

49 ,595

49 ,115

48 ,185

41 ,850

41 ,540

36 ,355

35 ,460

34 ,205

T op  Tw en t y T ot a l 615 ,545 1 ,576 ,030 1 ,854 ,420

Tot a l O r igin a t ion s 959 ,260 2 ,080 ,510 2 ,704 ,445

T ot a l E n p la n e m e n t s 1 ,149 ,664 2 ,491 ,702 3 ,106 ,973

% O r ig in a t ion s 83 .44% 83.50% 87.04%

Sour ce: D ep a r t m en t  of Tr a n sp or t a t ion /Air T r a n sp or t  Ass ociat ion , Or igin -De st in a t ion  S u r ve y of Airlin e

P a ss en ge r  Tr a ffic

*   Twelve  mont h s  en ded  S ep tem ber  1999



Exhibit II-G
TOP TWENTY O-D MARKETS/

NON-STOP SERVICE DESTINATIONS

TOP 20 DESTINATIONS (1999)

NON-STOP SERVICE MARKETS (June 2000) 

 1. PHOENIX, AZ

 2. LOS ANGELES BASIN, CA

 3. DALLAS / FT. WORTH, TX

 4. SAN FRANCISCO BAY, CA

 5. LAS VEGAS, NV

ALAMOGORDO, NM

AMARILLO, TX

ATLANTA, GA

CARLSBAD, NM

CHICAGO, IL

CINCINNATI, OH

CLOVIS, NM

COLORADO SPRINGS, CO

DALLAS / FT. WORTH, TX

DENVER, CO

DURANGO, CO

EL PASO, TX

FARMINGTON, NM

GALLUP, NM

HOUSTON, TX

KANSAS CITY, MO

LAS CRUCES, NM

LAS VEGAS, NV

LOS ALAMOS, NM

LOS ANGELES, CA

LUBBOCK, TX

MIDLAND / ODESSA, TX

MINNEAPOLIS, MN

ORLANDO, FL

PHOENIX, AZ

ROSWELL, NM

SALT LAKE CITY, UT

SAN DIEGO, CA

SAN FRANCISCO, CA

SEATTLE, WA

SILVER CITY, NM

ST. LOUIS, MO

TAMPA, FL

TUCSON, AZ

 6. HOUSTON, TX

 7. NEW YORK, NY

 8. CHICAGO, IL

 9. WASHINGTON D.C.

 10. DENVER, CO

 11. SAN DIEGO, CA

 12. SEATTLE, WA

 13. ATLANTA, GA

 14. EL PASO, TX

 15. BALTIMORE, MD

 16. MINNEAPOLIS, MN

 17. ORLANDO, FL

 18. BOSTON, MA

 19. SALT LAKE CITY, UT

 20. PORTLAND, OR
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TABLE  II -F
No n-Sto p S erv ice  1983, 1992, and  2000
Albuqu erqu e In te rna tio na l Su np ort

Dai ly  Fl ights Dai ly  Fl ights

1983 1992 2000 1983 1992 2000

Less t ha n 200 m iles
Alamogordo
Du rango
Farmin gt on
Gallup
Las Cr uces
Los  Alamos
Roswell
S an t a  F e
S ilve r  City
Ta os

1
1

10
3
2
9
5
0
2
0

1
2

11
0
2
5
7
3
2
0

1
2
9
3
3
1
6
0
3
1

Betw een 800 a nd  1,000 mi les
Minnea polis
St . Louis
San  F rancisco/Oak land

0
4
1

0
3
3

2
7
2

Subtota l 33 33 29 Subtota l 5 6 11

Betw een 200 a nd  400 mi les
Ama r illo
Car lsbad
Clovis
Colorado Spr ings
Denver
El Paso
Lu bbock
Midland/Odessa
Phoenix
Tu cson

2
3
2
0

22
12

2
0
7
2

2
3
2
2

10
5
2
1

19
2

2
4
3
3

10
7
2
1

20
1

Betw een 1,000 an d  1,200 mi les
Ch icago
Sea t t le

0
0

3
0

2
1

Subtota l 53 48 53 Subtota l 0 3 3

Betw een 400 a nd  600 mi les
Dallas
Las Vegas
Sa lt  Lake City

13
5
2

16
8
3

15
5
5

Betw een 1,200 an d  1,400 mi les
Cincinna t i
At lan ta

0
0

0
0

2
3

Subtota l 20 27 25 Subtota l 0 0 5

Betw een 600 a nd  800 mi les
Hous ton
Kansas City
Los Angele s Ba sin
Sa n  Diego

2
0
9
0

5
0
6
0

7
3
8
3

Ov er 1,400 mi les
Orlan do
P itt sbu rgh
Tam pa

0
0
0

0
2
0

1
0
1

Subtota l 11 11 21 Subtota l 0 2 2

TOTAL NON-STOPS 121 130 149

Sour ces:  Albuquerqu e Intern ational Sunport Consolidated Flight Schedules.

Table  II-G exam  ines  sch  edu  led
enplanements a s a  percen tage of
domest ic enplanements in  the Un ited
Sta tes.  After  increasing each year
between 1987 a nd 1994, t he ABQ share
of the U.S. market  has declined in

recent  year s.  The ta ble shows a
pr oject ion  based upon ABQ main ta in ing
its  1999 market  sha re int o the fu ture.

Th is project ion is a lso presen ted on
Ex  h  ib  it  II-H  for  compar ison .



II-14

TABLE  II-G
Market S ha re Analysis  – ABQ Enplan em en ts
Albu qu e rqu e  Inte rn ati on al Su n po rt

Year
ABQ

Enp lane me nts
U.S. Do m . En pl.

(Mi ll ions) Mark e t S h are  (%)

1970
1971
1972
1973
1974
1975
1976
1977
1978
1979
1980
1981
1982
1983
1984
1985
1986
1987
1988
1989
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999

574,000
596,008
662,538
710,681
766,197
786,047
856,718
971,752

1,100,669
1,239,504
1,149,664
1,083,733
1,229,446
1,472,570
1,721,869
1,920,113
2,066,129
2,141,538
2,144,678
2,362,570
2,491,702
2,461,434
2,629,792
2,807,489
3,077,974
3,064,069
3,308,048
3,138,663
3,069,629
3,131,951

146.7
149.0
165.9
183.2
189.5
186.6
195.1
216.6
246.7
283.4
287.9
274.7
286.0
308.1
333.8
369.9
404.7
441.2
441.2
443.6
456.6
445.9
464.7
470.4
511.3
531.1
558.1
578.3
589.3
611.2

0.391%
0.400%
0.399%
0.388%
0.404%
0.421%
0.439%
0.449%
0.446%
0.437%
0.399%
0.395%
0.430%
0.478%
0.516%
0.519%
0.511%
0.485%
0.486%
0.533%
0.546%
0.552%
0.566%
0.597%
0.602%
0.577%
0.593%
0.543%
0.521%
0.512%

FOR ECAS T

2005
2010
2025

3,839,488
4,661,248
7,549,440

749.9
910.4

1,474.5

0.512%
0.512%
0.512%

Sour ces: Cit y of Albuquerque Avia t ion  Depar tment  Records
FAA Aerospace Forecast s 2000-2011, March 2000 (an d previous years)
FAA Long Ran ge Aerospa ce Forecas t s 2015, 2020, and 2025, J une 2000.
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Exhibit II-H
SCHEDULED AIRLINE

ENPLANEMENT PROJECTIONS
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A set  of t ime-ser ies ext rapola t ions of
a ir line enplanements were developed
based upon var ious t ime periods:  These
included the 37 year  per iod of 1962-
1999, the three decades of 1970-1999,
and the two decade per iod of 1980-1999.
As i s e vi d e n t  fr om Ta  b  l  e  II  -H, the best
cor rela t ion  wa s for  the per iod of 1970-
1999.  The correla t ion  coefficien t  (r 2)
was determined t o be 0.970.  The
cor rela t ion  coefficien t  (P e ars on 's "r")
measures the associat ion  between
changes in  the depen dent  va r ia ble
(enplanements) and  the independent
variable(s) (ca lenda r year s).  An  r 2

grea ter  than  0.95 indica tes good
pr edict ive reliability.  A va lue below
0 . 9 5 m a y  be  u sed  wi t h  t h e
understanding tha t  the pr edict ive
reliability is lower .  The sta t ist ica l fit  of
the t ime-ser ies  ana lys is  in  a ll th ree
per iods is good, bu t  the r esu lt ing
project ions var ied.  These pr oject ions
are presented  in  Ta  bl  e  II-J  .

Next  severa l regression  ana lyses were
run to examine the correlat ion  between
enplanements and  the independent
variables.  A var iety of loca l and
na t iona l independen t  var iables wer e
considered.  Loca l var iables included
popula t ion  and wage and sa la ry
employmen t  for  th e MSA as  well as  the
six-cou nty region , an d the st a te.  Per
capita  income (in fla t ion-adjusted PCPI)
for  th e MSA a nd th e sta te was also
tested.  The historic sta tistics for t hese
var  iables were presented  on  Ta  bl  e  s  II-
A.  On  a  n  a  t  ion  a  l level U  .S. dom  est  ic
enplan ement s, U.S. gross domest ic
product  (inflat ion-adju st ed GDP), and
air line revenues per  domest ic pa ssen ger
mile (inflat ion-adjusted yield) were
test ed   for    cor rela t ion   with   pa ssen ger

enplanements a t  ABQ.  The h istor ic
valu es for  t hese var iables wer e
presented  in  Tables  II-B  a  nd II-G.

The var iables were tes ted  over  the last
two decades a s th is represents a
sign ifica nt  per iod of t ime sin ce a ir line
der egu la t ion  went  in to effect .  A
summary of the resu lt ing correla t ions is
inclu  ded in Table II-H  .  Sever  a l l oca l
and regiona l var iables provided good
corr elat ions.  MSA popu lat ion  offered
the best  sin gle var iable correla t ion  with
an r 2 of 0.968.  The six-cou nty r egion
employmen t  had  the next  highest
cor rela t ion  a t  0.965.  In  fact  a ll the loca l
and regiona l var iables provided  an  r2

over 0.95 except  for  st a te employment
(0.947).

In  cont ras t , none of t he na t iona l
var iables provided and  r 2 over 0.95.
Domest ic ava ilable sea t  miles (ASM)
had the h ighes t  cor rela t ion  a t  0.945
followed by domest ic enplan ement s at
0.942.  Passenger yield an d GDP test ed
a t  0.917 a nd 0.902 respect ively.

The next  st ep was to consider  mult iple
regressions u t ilizing key va r iables.
Table  II-H ind  ica  t  es t  h  e r  

2 valu  es for
severa l combina t ions.  Each  combina -
t ion  shown resu lted in  a  h igher
cor rela t ion  than  any of the sin gle
var iables.  The h ighest  resu lt ing
cor r ela t ion  wa s MS A popu la t ion
combined wit h  MSA PCP I, yield, and
ASM.  Th is m ult iple regress ion
represen t s four  variables.  The first
relat ed to a local dema nd ba se
(popula t ion), a  second r ela ted to loca l
economics (PCPI), a  th ird rela ted to
indust ry pr icin g (yield), a nd a  four th
rela ted t o indust ry supply (ASM).
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TAB LE  II-H

C o r r e l a t i o n  A n a l y s i s

A B Q  E n p l a n e m e n t s

T im e -S e r ie s  C o rr e la t io n r 2 r 2

E n plan em en ts ,  1962-1999

E n plan em en ts ,  1970-1999

E n plan em en ts ,  1980-1999

.956

.970

.952

S i n g l e  V a r i a b l e  C o r r e l a t i o n s  ( 1 9 8 0 -1 9 9 9 )

vs . M S A P op u la t ion

vs . R egion  P op u la t ion

vs . N ew  M exico P op u la t ion

vs .  MSA E m ploym en t

vs .  Region  E m ploym en t

vs .  New  Mexico E m ploym en t

.968

.962

.954

.963

.965

.947

v s . M S A  Ad ju s t e d  P C P I

v s . N e w  M e x ico Ad ju s t e d  P C P I

v s. U . S. Ad ju s t e d  G D P

vs . U .S. Ad ju st ed  P a ss . Yield

vs .  U.S.  Dom est ic  En pla n em en ts

vs . U .S. Ava ila ble S ea t  M iles (ASM )

.958

.956

.902

.917

.942

.945

M u l t i p l e  V a r i a b l e  C o r r e l a t i o n s  ( 1 9 8 0 -1 9 9 9 )

vs . M S A P op u la t ion

+ M SA P C PI

+ D om es t ic Yield

+  Dom e s t ic E n p la n e m e n t s

+  AS M

+ M S A P C P I +  Yield

+  M S A P C P I  + AS M

+ M S A P C P I +  D om . E n p l.

+  M S A P C P I  + Yie ld  +  AS M

.977

.978

.967

.972

.981

.978

.977

.981

vs .  Region  E m ploym en t

+ M SA P C PI

+ D om es t ic Yield

+  Dom e s t ic E n p la n e m e n t s

+  AS M

+ M S A P C P I +  Yield

+  M S A P C P I  + AS M

+ M S A P C P I +  D om . E n p l.

+  M S A P C P I  + Yie ld  +  AS M

.973

.977

.967

.972

.978

.975

.973

.978

Table  II-J pr  ese  n  t  s t  h  e r  esu  lt  in  g
project ions from the single va r iable
regress ion  for  MSA popu la t ion , r egion
employmen t , and region popula t ion, a s
well a s t he four-va r iable r egression
discussed above.  Besides the market
share and t ime-ser ies project ions, for
compa rison  pur poses, th e ta ble also
includes two s tandard  growth  ra te
project ions of 3.0 an d 3.5 percent  per
year .

In  addit ion  the forecast  form the 1993
Master  P lan  and the FAA’s 1999
Termina l Area  Forecast s (TAF) ar e also
shown.

It  is evident  from the table tha t  the
longer the t ime-ser ies  en velope, t he

more conserva t ive the project ion.  In
a ddit ion , the projection r esu lt ing from
the regression  with  employmen t  is
lower  than  the r egress ions with
popula t ion .  Combining th e other
var iables with  the popu lat ion  tempered
the projection s ligh t ly.

The h ighest  long-r ange project ions were
obta ined from the const an t  market
share and  the 3.5 percent  annua l
growth  ra te.  This is not  su rpr isin g in
tha t the FAA forecast  for  U.S. domest ic
enplanemen t s ca lls for  3.6 percent
average annual growth  from 2000 to
2011 and 3.2 percent  average annual
growth  a ft er  tha t .
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TABLE  II-J
Schedu led  Passenge r  Enplaneme nt  Project ions  (in  Mi ll ions)

2005 2010 2025

Time-Ser i es  Ana lysi s
1962-1999
1970-1999
1980-1999

3.721
3.963
4.163

4.170
4.484
4.756

5.518
6.048
6.536

R egr essi on  Ana lysi s (1980-1999)
Sin gle Var iable

vs . MSA Popula t ion
vs. Region  Employmen t
vs . Region  Popula t ion

Mu lt i-Var iable
vs . MSA Pop. + MSA PCPI + Yield  + ASM

4.409
4.165
3.705

4.363

5.031
4.650
4.360

4.955

7.126
6.138
7.127

6.996

U.S. Domestic Mark et Sha re (const an t) 3.839 4.661 7.549

Gr ow th  Ra te P r oject ion
3.0% Annua lly
3.5% Annua lly

3.740
3.850

4.335
4.573

6.754
7.661

Selec ted  Forecast 3.900 4.700 7.100

1993 Mas ter  P lan
FAA Termina l Area  P lan

4.350
4.303

5.125
5.175

NA
NA

Exh  ibit  II-H  gra  ph  ica  lly com  pa  r  es
severa l of the project ions.  Included on
the gra ph  are the project ions  for  the
1980-1999 t ime-ser ies a na lysis, the
MSA popula t ion  regression , the mult i-
va r iable regression, an d the sha re-of-
the-market  an alysis.  The graph  also
indica tes tha t  the upda ted project ions
are som  ewh  a  t  lower  than  the forecast s
from the previous  master  plan  and  the
TAF.  A planning forecast  was chosen
wit  h  in  the range of the project ions
depicted on  the exh ibit .  This project ion
is pr  esen  t  ed in  bold on Ta  bl  e  II-J  .  The
selected forecas t  matches  closer  to the
lower  r ange of the project ions  in  the
shor t  t erm , then growing to the m id-
range over  the rest  of the p lanning
period.

!  PASSENGER ORIGINATIONS

As indicated ea r lier , an  enpla n ing
pa ssen ger is a n  a ir  t raveler  boar din g
the a ircraft  a t  the a irpor t .  These
enplanements include those who are
or igina t ing their  fligh t  a t  the a irpor t
(or igina t ing passengers) and  those who
tr an sfer  from one a ircra ft  to another
(con  n  ectin  g passen  gers).  Ta  bl  e  II-K
exam ines  t h e r ecen t  h is t or y of
or igina t ing and  connect ing passengers
a t  Albuquerque Interna t iona l Sunpor t .
Since 1990, origina t ions have flu ctua ted
between 83 and 89 percent .  At  the
same t ime connecting pa ssen ger s h ave
fluctua ted a roun d 400,000 a nnua lly.
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F or  p l a n n i n g  p u r poses ,  fu t u r e
or igina t ions were projected to ra nge
from  86  percen t   to 90 percent  over  the

p lann ing per iod.  Th e r esu lt ing
forecas ts a re presented  on  Table  II-K.

TABLE  II-K
Origin ati n g P as se n ge rs
Albu qu e rqu e  Inte rn ati on al Su n po rt

Year Enp lane me nts
Ori gi na ti ng
P as se n ge rs

Ori gi na ti on s
% o f E np la n e d

Co n n e ct in g
P as se n ge rs

ACT UAL

1980
1985
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999

1,149,664
1,920,113
2,491,702
2,461,434
2,629,792
2,807,489
3,077,974
3,064,069
3,308,048
3,138,663
3,069,629
3,131,951

959,260
1,525,510
2,080,510
2,143,170
2,260,435
2,396,610
2,663,380
2,642,445
2,950,220
2,738,775
2,716,110
2,704,445

83.4%
79.4%
83.5%
87.1%
86.0%
85.4%
86.5%
86.2%
89.2%
87.3%
88.5%
86.4%

190,404
394,603
411,192
318,264
369,357
410,879
414,594
421,624
357,828
399,888
353,519
427,506

FORECASTS

2005
2010
2025

3,900,000
4,700,000
7,100,000

3,393,000
4,136,000
6,390,000

87.0%
88.0%
90.0%

507,000
564,000
710,000

Sour ce: Or igina t ing Passen ger s – U.S. Depa r tmen t  of Transport a t ion /Air
Tr ansport  Associa t ion , Or igin-Dest ina t ion  Su rvey of Air line
Passen ger  Tra ffic.

! REGIONAL/
COMMUTER ENP LANE MEN TS

Commuter  airline passengers ma ke up
a  small por t ion  of the schedu led a ir line
enplanements a t  ABQ.  As indica ted on
Table  II  -D  , t  h  e commut  er  a  irlin  es
tot a led just  3.0 percent  of the schedu led
enplanements in  1999.  Th is percen tage
has declined the past  two yea rs from 4.2
percent  in 1997.  In  1991, the base year
of the previous m ast er  plan , commuter

enplanements compr ised 4.7 percen t  of
t he schedu led enpla nemen ts.  Du r ing
the first  five m onths of 2000, t he
commuter  enplanements percen tage
was down even fur th er t o just  1.2
percen t .

Present ly commut er service is provided
by Mesa Air lines, SkyWest  (Delt a
Connect ion) and by Rio Grande Air.
Mesa  Air lines u t ilizes Beech 1900's for
appr oxima tely 26 daily flights t o
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Colora do Spr ings  and des t ina t ions
throughout  New Mexico.  SkyWest
opera tes two da ily flights t o the Delt a
hub in  Sa lt  Lake City u sing r egiona l
jets.  Rio Gra nde Air opera tes Cessna
207's  and 208's to Los Alamos, Taos,
and Du ra ngo, Colora do.

Mesa  Airlines has  h is tor ica lly been  the
la rgest  commuter  a ir line a t  ABQ with
it s in t rasta te service throughout  New
M e xi co.  As is eviden  t  fr om Table  II-D,
t ha t  t ra ffic has declined dr amat ica lly.
Mesa  is in  the process of phasing out
the major ity t he Beech  1900 a ircra ft  in
it s fleet a nd r epla cing t he 19-sea t
a ir cra ft  with  50-pa ssen ger r egiona l jet s
and 30-pa ssen ger tu rboprops.  Santa  Fe
is one of the m ark ets expected to be
served by the r egiona l jet .  The lar ger
New Mexico market s can  expect  sim ila r
ser vice in  the fu ture.  It  is expected th a t
the regiona l jet s will fly directly to
a ir line hubs in  Phoenix (as Amer ica
West  Express) and Denver (as United
Express).  The same could  hold  t rue for
those to be served by th e 30-pa ssen ger
a ir cra ft .  I t  can  be expected  tha t
a irpor t s cur ren t ly provided fligh t s
under  the Essent ia l Air  Ser vice
program will cont inu e to have service to
ABQ.  Curren t ly, Alamogordo, Clovis,
Gallup, and Silver City h ave essent ia l
a ir ser vice to Albuqu erque.

As a  r esu lt , it  is qu ite likely t ha t  the
commuter  percentage of schedu led
enplanements could cont inue to decline.
Conver sely, there is a lso a poten t ia l for
supplement ing a ir  service to ABQ from
major  hubs with  regiona l jet s flown by
commuter  a irlines.  For pla nning
pur poses, the commuter  enplanements
were forecas t  as th ree percent  of the
schedu led enplanements throughout  the

planning per iod.  The commuter
pa ssen ger forecast s a re included on
Ta  bl  e  II-L.

CHARTER  EN P LANE MEN TS

Albuqu erque In terna t iona l Sunpor t
suppor t s a  minor level of char ter  a ir line
a  ct  ivit  y.  Ta  bl  e  II-L out lines  the
number  of annua l enplanements in
recen t  year s.  Over t he pa st t wo year s,
char ter  passengers have been  the
equ ivalen t  of 0.06 percent  of the
schedu led passengers.  With t he st rong
schedu led service available, cha r ter
act ivity a t  ABQ is expected t o r ema in
rela t ively ligh t .  Char ter  enplanements
are expected t o remain  a t  less than  0.1
p er cen t  com pa r ed  t o sch edu led
enplan  ement  s. Ta  bl  e  II-L dep ict s  the
char ter  enplanement  forecast .

INTERNATION AL
EN P LANE MEN TS

A 1997 eva lua t ion  of in t erna t iona l
ser vice opport un ities from indica ted th e
ABQ market  genera ted a  demand of
appr oxima tely 100,000 a nnua l or igin-
des t ina t ion  passengers with  Mexico.
Wit h  n o cu r r en t  ser vice t h ese
passengers cur ren t ly connect  th rough
other  southwes tern  a irport s wit h
ser vice t o Mexico.  The st udy fur ther
r ecom m en ded pu r su in g schedu led
ser vice to Mexico.  The sa me stu dy also
indica ted tha t  there wa s in su fficien t
t r a ffic to just ify non-stop service to
Canada .

The s tudy concluded  tha t  severa l
market s in  Mexico appea red to ha ve
su fficient  demand to produce a
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pr ofitable route.  These inclu ded Mexico
Cit y, Puer to Va lla r ta , San  J ose del
Cabo with  connections to Guada la ja ra ,
Acapulco,   and    Mazat lan .    The  study

est ima ted tha t  the Mexico City r oute
could opera te da ily, while the other
routes would cou ld opera te th ree t imes
a  week.

TABLE  II -L
Total  Enplanem ent  Fo recasts

Sche duled En planem ents

Year Tota l Majors Reg ion als
Ch a r te r

Enplane men ts
Tota l

Enplane men ts
Internat iona l
Enplane men ts

ACTUAL

1997
1998
1999

3,141,235
3,069,629
3,131,951

3,008,128
2,957,405
3,037,900

133,107
112,224

94,051

918
1,757
1,775

3,142,153
3,071,386
3,133,726

0
0

322

FORECASTS

2005
2010
2025

3,900,000
4,700,000
7,100,000

3,783,000
4,559,000
6,887,000

117,000
141,000
213,000

2,000
3,000
5,000

3,902,000
4,703,000
7,105,000

59,000
94,000

213,000

Sour ce:  City of Albuquerqu e Aviation Depar tm ent r ecords.

The study indica ted tha t  a  Mexican
a ir line such  as AeroMexico would be the
most  likely candida te for  in it ia t ing
service.

At  presen t , th ere a re two Albuqu erque
routes a re a u thorized in  the U .S.-
Mexico Bilat era l Agreement .  These
include Chihuahua  and Ciudad J uarez.
The s tudy ind ica ted  tha t  th is  could be
revised if desired by a  ca r r ier.

For  th e purposes of th is mast er  pla n  it
is estima ted tha t non-stop in t erna t iona l
ser vice could even tua lly evolve in to a s
much as t hree percent  of the scheduled
a ir line enplanements  a t  ABQ over  the
cour se of the p lanning per iod.  Table  II-
L out lines t he poten t ia l in terna t iona l
enplan ement s.  It  shou ld be noted tha t
th ese pa ssen gers a re included with in
the schedu led and char ter  enplane-
men ts a s well.

AIRLINE OP ER ATIONS

The commercia l ser vice fleet  mix
defines a  number  of key parameters in
a irpor t  planning, inclu ding cr it ica l
a ir cra ft  (for pavement  designs and ramp
geomet ry), t ermina l complex layou t ,
and maximum stage length  capa bilit ies
(a ffect ing ru nwa y length  evaluat ions).
A project ion  of fleet m ix ha s been
developed for Albuquerque Int er -
n a t ion a l Su n por t  by r eviewin g
equipment  used by ca r r ier s serving the
a irpor t .  Ex  h  ib  it  II-J  dep  ict  s a ir cra ft
types and sea t ing ca pacit ies of the
ma jor  a ir lines.  In  addit ion , typical t r ip
len gth  pa t terns, and  the orders t ha t
a ir lines ser ving ABQ h ave pla ced with
manufacturers for  new a ir cra ft  have
been considered.

Changes in  equipment , a ir frames  and
engines  ha ve  a lways  ha d  a  s ign ificant
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Exhibit II-J
U.S. DOMESTIC AIRLINE SEATING

AIRCRAFT
TYPE

SOURCE:  OAG Desktop Flight Guide – North America Edition, June, 2000

Avg.

SOUTHWEST
AIRLINES

B747-100      450    450

B747-400      418   372 395

B747-200      370   369 370

L-1011    295      295 

DC-10-40  297    281   298 292 

DC-10-10         287 287 

DC-10-30   282   281    282

B-777-200  232 283 279     292 272

A-300  267        267 

MD-11    260      260

B-767-300  208  252    233 234 232 

B-757-200 190 188 183 182  190   182 186 

B-767-200  172 174 204     168 180 

B-737-800  146 155 154      152 

MD-90    150      150 

B-727-200  150 153 149  149  141 141 147 

A-320 150     148  138  145 

MD-80/83/88  139 141 142    140  141 

B-737-700   124    137   131  

B-737-300 131  128 128 136  137  120 130 

DC-9-50      125    125 

A-319      124  120  122

B-727-100   120       120

MD-87  117        117 

B-737-200 113   107 119  122 103  113

B-737-500   104    122  104 110

DC-9-40      110    110

DC-9-30      100  100  100

F-100  97        97

DC-9-10      78    78

F-70 78          78
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impa ct  on  a ir line and  a irpor t  p lanning
act ivit ies. The new t echn ology a ircra ft
en ter ing the fleet  today opera te more
efficien t ly wit h  gr ea t er  m iss ion
flexibilit y a nd r eliability.  This
flexibility has cont r ibu ted  to the la rge
number  of orders placed for t he lat est
models  of the B737, MD-80 and 90,
A320, and B757.  Th e new 737 a ircr a ft
a re being manufactured in severa l
models  ranging in  sea t ing capacity from
108 to 184 sea ts.  Southwest  Airlines is
among those order ing t he new 737
a ircra ft .  The MD-80 and 90 ser ies had
been the a ir cra ft  of choice for  Reno Air .
Severa l a ir lines have placed orders for
the Boeing 757, ensu r ing tha t  th is
a ircra ft  will be seen  in m uch grea ter
fr equ en cy in  t h e domest ic a n d
inter na tiona l fleets.

Commuter  airlines such a s Mesa
Airlines an d SkyWest a re t rans it ion ing
to advanced  turboprop  a ircraft  and
region a l jets t o fit th eir m ar ket n eeds.
Many of these a ircra ft  have grea ter
sea t ing capa city, lower  opera ting costs,
and are considerably more comfor table
for  the flyin g public. Regiona l jet
a ir cra ft  a re now ava ilable in  the 50 and
37-seat  ra nges.

The following su mmary of recent ly
announced purchases  or  orders provides
an over view of how severa l air lines
pr esent ly serving ABQ are t ransit ioning
th eir fleets.

America West :  Amer ica  West  is  us ing
B737-300 and A320 a ircra ft  in to ABQ .
The A319 has a lso been in t rodu ced in to
the market  recent ly in  the past  year .
The a ir line has orders an d options for
more B737-300 and B757 a ircra ft , but

has   la rger   orders  for  the A319/ A320/
A321.

Am e ri c a n :  Am er ica n  Air lin es
present ly flies MD-80's in to ABQ.  The
a ir line has  a  la rge order  for  var ious
B737 a ir cra ft , including th e B737-800.
They a re expected to phase out  the
F100's , and MD-80's, and MD-90's in
the fleet .  Am erican  cont inues t o
acquire B757's, B767's, a nd B777's in
th e higher  seat ing ran ges.

Delta :  Delt a  Air lines pr esen t ly flies
B737-300s and 800s a s well as  the
B727-300 a ircra ft  int o ABQ.  The
a irlines have placed orders for  the new
B737-600/700/800 a ircra ft .  They have
also hush -kit t ed exist ing B737-200 and
B727-200 a ircraft . Orders and  opt ions
have a lso been  pla ced for  B757, B767,
and B777 a ir cra ft.  The a irline is also
acceler a t ing the ret irem ent  of its  MD-
90's an d MD-11's.

Fro n tie r: Front ier  present ly opera tes
hush -kit t ed B737-200's in to ABQ.
Their fleet  cur ren t ly cons is t s primar ily
of the B737-300's  and A319's with  a  few
B737-200'. The airline ha s orders for
more A319's and A318's.  They also
ha ve options on A320's.

Northw est :  Nort hwest  current ly uses
B727-200 a ircraft  in to ABQ.  The
a ir line is order ing A319/A320/A321
a ir cra ft  a s well a s the A330.  They also
have order s for  more B757 and B747
a ircra ft .  In  addit ion  they ha ve ordered
the RJ  85, a  regiona l jet  a ircra ft .  While
pla ns a re to ret ire some of their MD-80
and DC-9 a ircra ft , they in tend t o ret a in
the bu lk of their DC-9's for m an y year s.
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S ou t h w es t:  Southwes t  Air lines  has
been opera t ing B737-300, -500, and-700
a ir cra ft  a t  ABQ.  Southwest  new
a ircra ft  orders a re for  the B737-300, -
700, a nd t he -800.  The a irline’s CEO
has indica ted int ent ions t o expand sea t -
mile capacity by eight  percent  per  year
through 2012.

TWA:  TWA pr esen t ly opera tes  MD-80's
in to ABQ.  TWA a lso has hush-k it t ed
DC-9's and B727-200 a ircra ft , a lthough
many of their DC-9 a ircra ft  have been
ret ired.  They ar e ordering MD-83's,
A318's, B717's, an d B757's.

United:  United Airlines opera tes
B737-300 and  500 a ircra ft  a s well as
B727's  and  B757's in to ABQ.  United
has ordered A319/A320's   and  a re
exchanging DC-10 a ircr a ft  for  B727
hush  kit s from FedEx. They a lso h a ve
B767, B747, and B777 a ircra ft  on  order .

Mesa: Mesa  Airlines current ly opera tes
Beech  1900's in to ABQ.  Th e a ir line is
redu cing its  fleet of the 19-pa ssen ger
a irplane and  adding more 30-pa ssen ger
Dehavilland Dash  8 turboprops and  the
50 and 30 passenger r egiona l jets.

Skyw est: Skywest Air lines opera tes a s
Delt a  Conn ection in to ABQ wit h  t he
Cana da ir  Regiona l J et  (CRJ ).  The
a ir line has phased out  the 19-pa ssen ger
Metr oliner  for t he E MB-120 (Bra silia)
an d 50-passenger CRJ ’s.

The long ter m out look on t he fleet m ix
a t  Albuquerque In terna t iona l Sunpor t
is dependent  on  t ra ffic growth  and
addit iona l techn ological advancement s.
Curren t  t r ends and fleet  order s h ave
provided input  in to the project ion  of

annua l depa r tures and opera t ions by
th e schedu led car riers.

Table  II-M pr  es  en  t  s a  pe  r  cen  t  a  ge
breakdown of the major  a ir line fleet  mix
by seat ing capa city for r ecent  year s at
Albuqu erque Interna t iona l Sunpor t .
Air cra ft  with in  the 125-144 sea t  range
have been domina nt  at  ABQ.  This ha s
consisted pr ima r ily of the Boeing 737-
300 and 400 and the MD-80.  The
average sea ts  per  depar ture has
rema ined relat ively const an t a roun d
131 dur ing t he la st  th ree yea rs.  In  fact ,
t he sea ts  per  depar ture has  changed
very litt le over t he las t  decade.

The average sea t s per  a ircra ft  for
domest ic fligh ts in  the Un ited S ta tes
declined between 1994 an d 1999.
Accor din g t o F AA Ae r o s p a c e
Foreca sts  Aircraft 2000-2011, the
sea t s per  depar tu re a re an t icipa ted to
begin  to grow slowly, increa sing by just
0.6 sea t s per  year  th rough 2011.  Over
the long r ange, however , sea t ing
capacity is expected to grow a t  1.0 sea t s
per  year .

The boardin g load factor  (BLF ) is
pr esent ly averaging 60 percen t  for  t he
ma jor  a irlines a t  ABQ.  This  is  up from
55 percen t  in  t he ea r ly 1990's.  This
increa se follows a long with  the r ise in
the domest ic a ir line load  factors over
the same per iod .  The FAA forecast  t ha t
the current  load factors will be
maint a ined in  the fu ture.

Commuter  a irline act ivity ha s been
domina ted by 19-passenger  turboprop
a ircra ft .  This cou ld change to the 37
and 50 pa ssen ger regiona l jet s over t he
plan ning period.
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TAB LE  II-M

H i s t o r i c  A i r li n e  F l e e t  M i x

F l e e t  M i x

S e a t i n g  C a p a c i t y 1 9 9 7 1 9 9 8 1 9 9 9

M a j o r  A i r l i n e s

> 350

220-350

165-219

145-164

125-144

110-124

90-109

< 90

0 .0%

0.0%

2.3%

12.2%

67.2%

18.2%

0.1%

0.0%

0.0%

0.0%

1.7%

11.3%

68.0%

18.4%

0.6%

0.0%

0.0%

0.0%

3.0%

9.9%

68.3%

18.8%

0.0%

0.0%

T ot a ls 100 .0% 100.0% 100.0%

S ea t s  p er  D ep a r t u r e

B oa r d in g  Loa d  F a ct or

E n p la n e m en t s  p er  D ep a r t u r e

13 1.3

58 .1%

76 .3

13 0.7

59 .9%

78 .2

13 1.3

60 .1%

78 .8

An n u a l E n p la n em e n ts

An n u a l D ep a r t u r es

An n u a l O per a t ion s

3 ,008 ,128

39 ,426

78 ,852

2 ,957 ,405

37 ,814

75 ,628

3 ,037 ,900

38 ,528

77 ,056

C o m m u t e r  A i r l i n e s

> 60

40-59

20-39

10-19

< 10

0 .0%

3.0%

0.0%

97.0%

0.0%

0.0%

2.8%

0.0%

97.2%

0.0%

0.0%

3.6%

0.0%

88.6%

7.8%

T ot a ls 100 .0% 100.0% 100.0%

S ea t s  p er  D ep a r t u r e

B oa r d in g  Loa d  F a ct or

E n p la n e m en t s  p er  D ep a r t u r e

19 .9

56 .5%

11 .3

19 .9

45 .7%

9.1

19 .1

43 .4%

8.3

An n u a l E n p la n em e n ts

An n u a l D ep a r t u r es

An n u a l O per a t ion s

133 ,107

11 ,810

23 ,620

112 ,224

12 ,346

24 ,692

94 ,051

11 ,347

22 ,694

The examinat ion  of t r ends in  a ir cra ft
use cont r ibut es to the a irline fleet m ix
project ions tha t  ha ve been developed for
Albuqu erque Interna t iona l Sunpor t .
The forecas ts depicted  in  Ta  bl  e  II-N
t a ke in t o a ccoun t  a  con t in u in g
t ransit ion   to  la rger   a ircra ft .  Th is is  in

line with  FAA Aerospace  Forecas ts
2000-2011 p roject ions  for  an  increas ing
sea ts -per -depar ture ra t io in t he fu ture.
The ra te of increa se a t  ABQ is projected
to be s imila r  to the na t iona l average for
domest ic flights.
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TABLE  II -N
Ai rl in e  F l e e t Mi x  a n d  Op e r at i on s  F o re c a s t
Albuqu erqu e In te rna tio na l Su np ort

F OR E CAS T

Fleet  Mix
Seat in g Capacity

Actua l
1999 2005 2010 2025

Ma jor Ai rl in es

> 350
220-350
165-219
145-164
125-144
105-124
90-105

< 90

0.0%
0.0%
3.0%
9.9%

68.3%
18.8%

0.0%
0.0%

0.0%
0.0%
6.0%

15.0%
63.0%
15.0%

1.0%
0.0%

0.0%
1.0%
8.0%

20.0%
58.0%
12.0%

1.0%
0.0%

0.0%
5.0%

16.0%
33.0%
40.0%

6.0%
0.0%
0.0%

Tota ls 100.0% 100.0% 100.0% 100.0%

Sea t s  pe r  Depa r tu re
Boa rding Load F actor
Enp lanemen t s per  Depa r tu re

131.3
60.1%
78.8

134.2
62.0%
83.2

138.2
63.0%
87.1

152.3
63.0%
96.0

Annua l Enplanemen t s
Ann ua l Depart ur es
Annual Ope ra t ion s

3,037,900
38,528
77,056

3,783,000
45,500
91,000

4,559,000
52,400

104,800

6,887,000
71,800

143,600

Com m ut er Ai rl in es

> 60
40-59
20-39
10-19
< 19

0.0%
3.6%
0.0%

88.6%
7.8%

0.0%
10.0%
15.0%
70.0%

5.0%

0.0%
20.0%
20.0%
60.0%

0.0%

0.0%
50.0%
35.0%
15.0%

0.0%

Tota ls 100.0% 100.0% 100.0% 100.0%

Sea t s  pe r  Depa r tu re
Boa rding Load F actor
Enp lanemen t s per  Depa r tu re

19.1
43.4%

8.3

23.1
45.0%
10.4

27.4
45.0%
12.3

38.4
48.0%
18.4

Annua l Enplanemen t s
Ann ua l Depart ur es
Annual Ope ra t ion s

94,051
11,347
22,694

117,000
11,300
22,600

141,000
11,400
22,800

213,000
11,600
23,200

Ch a rt er Ai rl in es

> 350
220-350
165-219
145-164
125-144
110-124
90-109

< 90

0.0%
0.0%
8.9%

14.3%
1.8%

75.0%
0.0%
0.0%

0.0%
0.0%

10.0%
20.0%
10.0%
60.0%

0.0%
0.0%

0.0%
0.0%

15.0%
30.0%
15.0%
40.0%

0.0%
0.0%

0.0%
5.0%

20.0%
40.0%
15.0%
20.0%

0.0%
0.0%

Tota ls 100.0% 100.0% 100.0% 100.0%

Sea t s  pe r  Depa r tu re
Boa rding Load F actor
Enp lanemen t s per  Depa r tu re

123.3
23.2%
31.7

128.0
25.0%
32.0

136.5
25.0%
34.1

152.7
25.0%
38.2

Annua l Enplanemen t s
Ann ua l Depart ur es
Ann ua l Opera tions (rounded)

1,775
56

112

2,000
63

100

3,000
88

200

5,000
131
300
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A separa te fleet  mix is depicted for
commuter  a ir lines, since a ircra ft  types
and sea t ing capa cities a re drama t ica lly
different  than  those of t he ma jor
airlines.  In  the long r ange, t he forecast
reflect s commuter  market s served by
tur boprops as well as commuter  jets in
the 30 to 50 pa ssen ger r ange.

Ch a r t er  a irl in e oper a t ion s wer e
projected based  upon a n  sligh t ly
increa sin g sea t s per  depar ture r a t io in
the fu tu re.  In  1999, th e B737-200
provided over  two-th irds of the char t er
op e r a t ion s ,  a n d  t h e  B 7 2 7 -2 0 0
approximately 20 percent  of th e flights.
In  the fu ture, it  is  an t icipa ted  tha t  more
la rger  a ircra ft  could be ut ilized,
par t icu lar ly if an  in terna t iona l ma rket
develops.  The cha r ter  oper a t ion
forecast s a re a  lso inclu  ded in Ta  bl  e  II-
N  .

AIR  CARGO

Air  ca rgo is ba sically compr ised of a ir
fr eight  and a ir  mail.  Air  freigh t  is
handled by both  passenger  a ir lines  and
a ll-ca rgo a ir lines.  Air  ma il is handled
pr imar ily by the passen ger a irlines, but
also by a  con t ract  ca r r ier  for  the United
St a tes P  ost  a  l S  er  vice.  Ta  bl  e  II-P
summarizes fr eigh t  and ma il t onnage
repor ted a t  ABQ since 1973.

AIR FREIGHT

Air  freigh t  tonnage bega n  a  dr amat ic
rise in 1986 t ha t  cont inued  through
1996.  Dur ing th is per iod the freigh t
handled a t  ABQ grew nine-fold  for  an
annua l average increase of 22.1 percent .
Th is growth  ra te was dr iven  by

increas ing service t o Reno by all-ca rgo
car r iers.  F reight  volum es dropped by
10 percen t  in  1997, but  have been
increa sin g since, a lthough  yet  to reach
the a ll-t ime h igh set  1996.

The ongoing growth  of t he a ir  freight
indu st ry, pa r t icu la r ly in  the ar eas of e-
commerce and just -in -t ime invent ories,
con t r ibu ted to the st rong growth  in  a ir
freigh t  na t ionwide.  Loca lly, a n
expa n din g econ om y h a s  fu r t h er
cont r ibut ed to th is growth .

Table  II-Q exam  ines  ABQ t  ota  l fre  igh  t
a s a  percen tage of the domest ic
fr eight /express  r even u e t on -m iles
(RTM’s) since 1993.  Over t his period,
ABQ a ir  freight  t ons has gr own in  pace
with  the na t iona l RTM’s .  Ext rapola t ing
the average market  share over  the
planning period resu lt s in  the pr oject ion
presen ted in t h is table.

A t ime-series a na lysis was per formed
for  the per iod of 1988-1999.  Th is per iod
was u t ilized because it r epresen ted the
per iod of growth  a ft er  t he in it ia l
increa ses experienced in 1987 and 1988.
The r 2 of the t ime ser ies was 0.876.  The
cor rela t ion  and the resu lt ing pr oject ion
are depict  ed on Ta  bl  e  II-P  for
compa rison  to other  pr oject ions. Th is
t ime ser ies  genera t ed t he lower
pr oject ion  th an  th e ma rket sha re
an alysis.

St a t ist ica l cor rela t ions  with  loca l and
na t iona l socioeconomic var iables wer e
exam ined  for  applicability to a ir  freigh t
projections.  Correla t ion  ana lyses
focused a round t he per iod from 1988 to
1999 as well.  As with  pa ssen ger
en pla n em en t s loca l a nd regiona l
var iables t est ed included th e MSA, six-
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county region , and sta te popu la t ion ,
employmen t , and inflat ion-adjust ed per
capita  persona l income (PCPI).  On a
na t iona l level, the infla t ion-adjust ed
U.S.  gr oss  domest ic product  (GDP) was

a lso tested.  Table  II-P  presents t he
resu lt s of the ana lyses for  the 1988-
1999 per iod.  This includes  the
cor rela t ion  coefficien t  a s well a s
resu lting projections.

TABLE  II-P
His to ric  Air Cargo  (Fre ig h t an d Mai l)
Albu qu e rqu e  Inte rn ati on al Su n po rt

Year
D e p la n e d

Fre ight (tons)
E n pla n e d

Fre ight (tons)
Tota l

Fre ight (tons)
E n pla n e d

Mai l (tons)

1973
1974
1975
1976
1977
1978
1979
1980
1981
1982
1983
1984
1985
1986
1987
1988
1989
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999

5,302
6,301
5,352
5,601
6,212
6,751
6,926
5,225
4,619
4,834

10,122
11,699
16,288

5,703
13,107
12,363
14,990
17,264
18,082
25,596
32,531
32,043
30,033
41,147
37,768
37,858
39,420

3,320
3,988
3,479
3,490
3,597
3,617
3,409
2,346
1,795
1,505
7,457
7,348

11,474
2,161
3,136
6,633
7,694
8,327
9,236

15,123
19,909
19,331
22,123
29,998
27,179
27,367
28,264

8,622
10,289

8,831
9,091
9,809

10,368
10,335

7,571
6,414
6,339

17,579
19,047
27,762

7,864
16,243
18,996
22,684
25,591
27,318
40,719
52,440
51,374
52,156
71,145
64,947
65,225
67,684

2,076
2,149
2,165
2,636
2,752
2,818
2,973
3,147
3,554
4,308
4,945
5,075
4,774
4,392
4,408
4,168
4,728
5,846
4,771
7,063
8,134
7,575
8,325
8,657
9,947

10,700
11,075

The New Mexico popula t ion  (r 2 = 0.949)
provided the h ighest  sin gle var iable
cor rela t ion , followed by the MSA
popula t ion  (r 2 = 0.948).  Em ploymen t ,
PCPI,  and  GDP  var iables  resu lted  in

lower  correla t ions.  Test s were a lso run
for  the multiple var iables of popula t ion ,
PCPI, combined with  GDP.  These
r esu lted  in  ju st  sligh t ly h igh er
cor rela t ion .
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TAB LE  II-Q

A i r  F r e i g h t  M a r k e t  S h a r e  A n a l y s i s

Ye a r

AB Q

F re ig h t

(t o n s )

U .S .  D o m e s t i c

F r e i g h t  R T M ’s

(Mi l l io n s )*

%

M a rk e t

S h a r e

AB Q

E n p la n e d

M a i l (t o n s )

U .S .  D o m e s t i c

M a i l  R T M ’s

(M i ll io n s )

%

M a rk e t

S h a r e

A C T U A L

1993

1994

1995

1996

1997

1998

1999

52 ,440

51 ,374

52 ,156

71 ,145

64 ,947

65 ,225

67 ,684

8,5 57 .4

9,3 34 .5

10 ,34 2.1

10 ,65 5.3

11 ,17 7.9

11 ,52 7.3

11 ,45 3.3

0 .00061

0 .00055

0 .00050

0 .00067

0 .00058

0 .00057

0 .00059

8 ,134

7 ,575

8 ,325

8 ,657

9 ,947

10 ,700

11 ,075

1,8 16 .7

1,9 88 .8

2,0 73 .6

2,1 26 .4

2,2 76 .2

2,3 00 .8

2,4 10 .2

0 .00045

0 .00038

0 .00040

0 .00041

0 .00044

0 .00047

0 .00046

FO R E C AS T

2005

2010

2025

92 ,000

121 ,000

258 ,000

15 ,67 2.2

20 ,53 3.4

43 ,70 0.0

0 .00059

0 .00059

0 .00059

15 ,300

19 ,600

36 ,600

3,0 40 .5

3,6 39 .7

5,6 80 .0

0 .00046

0 .00046

0 .00046

* Sour ce: F AA Aerospa ce  Forecas t s  2000-2011 , Ma rch  2000 .

As i s e vi d e n ce d on Ta  bl  e  II-R  , the
sin gle variable regression with  sta te
popula t ion  pr odu ced s ligh t ly lower
project ions in  the shor t  t erm than  the
mult iple regress ion , bu t  a  h igher  long
range pr oject ion .  Th is long range
pr oject ion  is compa rable to tha t  of the
market  share project ion .

Exh  ibit  II-K gr  a  ph  ica  lly dep  ict s  the
project ions as well a s the previous
mast er  plan  forecast .  The 1993 Mast er
P lan  freight  forecast  has pr oved to be
low when compared  to the resu lt s  of the
last  eight year s.  The const an t  market
share project ion  was  selected  as the
Mast er  P la n  forecast .  Th is project ion
st akes in to account  the indust ry growth
and a lso compares  favorably with  the
long range project ion  based upon  loca l
s ta te popula t ion  growth .

AIR MAIL

Enplaned a ir  ma il t onnage from 1973 to
the present  is  ou t lined  on  Ta  bl  e  II-P  .
Limit ed h istor ic da ta  was a vailable for
tot a l ma il, so enpla ned m ail was used to
eva lua te a ir m a il growth .  En planed
mail methodica lly from 1973 though
1991 a t  an  annu a l avera ge ra te of 4.7
percen t .  As  shown on  Exh  ibit  II-K, the
volume of a ir  ma il ju mped in  1992 in
response to increasing commercia l
fligh ts a s well a s a ll-mail service by the
P os t a l S er vice con t r a ct  ca r r ier .
Between  1992 and 1999, en pla ned a ir
ma il a t  ABQ in crea sed a t  an  average
annua l ra te of 6.6 percen t  to it s a ll-t ime
high  of 11,075 tons .  As  shown on  the
exh ibit , th is exceeded the long range
forecas t  of the previous  master  plan .
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TAB LE  II-R

A ir  F r e i g h t  P r o je c t i o n s  (U .S . t o n s )

C o r r e l a t i o n  A n a l y s i s r 2 r 2

Tim e-Ser ies  (1988-1999) .878

S i n g l e  V a r i a b l e  C o r r e l a t i o n s  ( 1 9 8 8 -1 9 9 9 )

vs . M S A P op u la t ion

vs . R egion  P op u la t ion

vs . N ew  M exico P op u la t ion

v s . M S A  P C P I

v s. U . S. G D P

.948

.944

.949

.890

.812

vs .  MSA E m ploym en t

vs .  Region  E m ploym en t

vs .  New  Mexico E m ploym en t

v s . N e w  M e x ico P C P I

.906

.915

.907

.921

M u l t i p l e  V a r i a b l e  C o r r e l a t i o n s

v s . M S A  P op . +  N M  P C P I

v s. M S A P op . +  N M  P C P I  &  G D P

.941

.943

v s . N M  P o p . +  N M  P C P I

v s. N M  P op . +  N M  P C P I  +  G D P

.944

.947

P r o je c t i o n s  (t o n s ) 2 0 0 5 2 0 1 0 2 0 2 5

Tim e-Ser ies 89 ,000 107 ,000 160 ,000

R eg r es sion  An a lys is

  vs . N ew  M exico P op u la t ion

  v s. N M  P op . +  N M  P C P I  +  G D P

112,000

114 ,000

138 ,000

140 ,000

257 ,000

216 ,000

C on s t a n t  M a r k et  S h a r e 92 ,000 121 ,000 258 ,000

S e l e c t e d  F o r e c a s t 9 5 ,0 0 0 1 2 5 ,0 0 0 2 5 8 ,0 0 0

1993  M a st er  P la n 72 ,000 85 ,500 N A

The time series from 1988 to 1999
offered the best  sta t ist ica l correla t ion
(r 2 = 0.947) of the year s  tes ted .  The
resu lt ing project ion is depicted on
Ta  bl  e  II-S  a  nd Ex  h  ib  it  II-K.

The ABQ enplan ed ma il was a lso
compa red to the na t iona l domest ic
revenue-tons (RTM’s) of a ir  ma il in
T  ab  le  II  -Q.  The loca l market  share
average was ext rapolated  to produce the
cons tan t ma rket  sha re pr oject ion
depict  ed on Table  II-Q a  nd Ex  h  ib  it  II-
K.

As with  air freight, severa l stat istica l
cor rela t ions   with    enpla ned   a ir    ma il

were test ed for  the per iod of 1988-1999.
The cor rela t ions  a re presented  in  Table
II-S  .  Th  e bes  t  sin  gle va  r  ia  ble
cor rela t ion  was found to be New Mexico
PCPI with  an  r 2 of 0.952.  The resu lt ing
pr  oject  ion  is depict  ed on Table  II-S  and
Exh  ibit  II-K.  M u l t i p l e cor rel a t i on s
were also test ed with  th e highest
correla t ion  (r 2 = 0.947) resu lt ing fr om
the independen t va riables of sta te
PCPI, st a te popu la t ion , and na t iona l
GDP.  The resu lts of th is ana lysis are
also presen ted on  the t able and exh ibit .
The multiple correlat ion  resu lted in  the
highest  pr oject ion, while the cons tan t
market  sh a re was t he lowest .  The
selected forecast  was der ived as a  mid-
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range in  the shor t  and in termedia te
term  moving  towa rd  t he h igh range in

the long t erm.  This forecas t  is
pr esented on the t able a nd exh ibit .

TAB LE  II-S

E n p l a n e d  M a i l  P r o je c t i o n s  (U .S . t o n s )

C o r r e l a t i o n  A n a l y s i s r 2 r 2

Tim e-Ser ies  (1988-1999) .947

S i n g l e  V a r i a b l e  C o r r e l a t i o n s  ( 1 9 8 8 -1 9 9 9 )

vs . M S A P op u la t ion

vs . R egion  P op u la t ion

vs . N ew  M exico P op u la t ion

v s . M S A  P C P I

v s. U . S. G D P

.913

.920

.916

.904

.917

vs .  MSA E m ploym en t

vs .  Region  E m ploym en t

vs .  New  Mexico E m ploym en t

v s . N e w  M e x ico P C P I

.882

.895

.902

.952

M u l t i - V a r i a b l e  C o r r e l a t i o n s  ( 1 9 8 8 -1 9 9 9 )

v s . R e gion  P op . +  N M  P C P I

vs .  Region  P op.  +  NM  P CP I  +  GD P

.961

.961

v s . N M  P o p . +  N M  P C P I

v s. N M  P op . +  N M  P C P I  +  G D P

.961

.962

P r o je c t i o n s  (t o n s ) 2 0 0 5 2 0 1 0 2 0 2 5

Tim e-Ser ies  (1988-1999) 14 ,900 18 ,000 27 ,500

R eg r es sion  An a lys is

v s . N e w  M e x ico P C P I

v s. N M  P op . +  N M  P C P I  +  G D P

18,000

20 ,100

21 ,900

24 ,700

34 ,900

38 ,900

C on s t a n t  M a r k et  S h a r e 14 ,000 16 ,700 26 ,100

S e l e c t e d  F o r e c a s t 1 5 ,0 0 0 2 0 ,0 0 0 3 5 ,0 0 0

1993  M a st er  P la n 7 ,800 8 ,650 N A

Table  II-T provides a  summary
breakdown of th e air car go forecast s.
This includes enplaned and deplaned
freigh t  and  mail as  well as  the
breakdown of freight  and ma il handled
by the a ll-cargo car r iers versus  the
cargo bins of th e passenger car riers.
Three yea rs of hist oric da ta  is also
provided for ea ch componen t.  As is
eviden t  from the table, deplaned freigh t
and ma il is h istor ica lly grea ter  than
enplaned.  This is expected to cont inue
in  the fu ture.

The share of freight  and mail ca r r ied by
the a ll-ca rgo ca r r ier s is forecast  to
increa se over  the pla nning per iod.   Th is
is expected because of two factors.  The
first  bein g tha t  a ll-ca rgo t ra ffic is
forecast  to increase a t  a  faster  r a te t han
pa ssen ger  t ra ffic.   The second factor  is
the h igher  loa d  factor s be ing
experienced by the passen ger a irlines
genera tes more baggage which  has
pr ior ity over  freigh t  and mail in  belly of
the a ircra ft .
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TAB LE  II-T

A ir  C a rg o  F o r e c a s t  S u m m a r y  (t o n s )

ACTU AL F O R E CAS T

1 9 9 7 1 9 9 8 1 9 9 9 2 0 0 5 2 0 1 0 2 0 2 5

A IR  F R E IG H T

All-Ca r go

E n pla n ed

Dep lan ed

T ot a l

25 ,209

31 ,940

57 ,149

25 ,785

32 ,785

58 ,570

26 ,294

34 ,323

60 ,617

37 ,600

48 ,700

86 ,300

49 ,100

65 ,300

114 ,400

103 ,700

138 ,000

241 ,700

B elly

E n pla n ed

Dep lan ed

T ot a l

1 ,970

5 ,828

7 ,798

1 ,582

5 ,073

6 ,655

1 ,970

5 ,097

7 ,067

2 ,400

6 ,300

8 ,700

2 ,900

7 ,700

10 ,600

4 ,300

12 ,000

16 ,300

T ot a l

E n pla n ed

Dep lan ed

T ot a l

27 ,179

37 ,768

64 ,947

27 ,367

37 ,858

65 ,225

28 ,264

39 ,420

67 ,684

40 ,000

55 ,000

95 ,000

52 ,000

73 ,000

125 ,000

108 ,000

150 ,000

258 ,000

AIR  MA IL

All-Ca r go

E n pla n ed

Dep lan ed

T ot a l

577

561

1 ,138

1 ,391

1 ,360

2 ,751

900

1 ,278

2 ,179

1 ,800

2 ,200

4 ,000

3 ,600

3 ,000

6 ,600

9 ,500

7 ,300

16 ,800

B elly

E n pla n ed

Dep lan ed

T ot a l

9 ,370

10 ,916

20 ,286

9 ,309

10 ,877

20 ,186

10 ,175

11 ,558

21 ,732

13 ,200

14 ,800

28 ,000

16 ,400

20 ,000

36 ,400

25 ,500

34 ,700

60 ,200

T ot a l

E n pla n ed

Dep lan ed

T ot a l

9 ,947

11 ,477

21 ,424

10 ,700

12 ,237

22 ,937

11 ,075

12 ,836

23 ,911

15 ,000

17 ,000

32 ,000

20 ,000

23 ,000

43 ,000

35 ,000

42 ,000

77 ,000

ALL-CARGO OP ER ATIONS

Albuqu erque In terna t iona l Su nport  is
served by m ost  of the major  a ll-ca rgo
car r iers or  their  con t ra ct car riers.
These include Air borne Express (ABX),
Emery, FedEx, and  Un ited  Parcel
Ser vice (UP S) a s well as severa l
commuter  car r iers.  These a irlines
u t ilize turboprop and commercial jet
a ircra ft .

The ca rgo a ir lines present ly car ry
nea r ly 90 percen t  of the freight  volume
a t  ABQ.  As in dicated in  Table  II-T,
th is can  be expected to increase to
nea r ly 94 percent  of the volum e over t he
long range planning period.

All-ca rgo opera t ions by the commercia l
jet  a ircra ft  tota led 5,958 in 1999.
Opera t ions by t he commuter  a ir cra ft
tot a led  5,496.   As  ca rgo volum es grow,
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par t of the growth can  be expected to be
added to exist ing fligh ts.  Addit iona l
fligh ts and la rger a ircra ft  will be
necessary t o absorb some of the long
range growth .  Thus, a ir  ca rgo
opera t ions were projected to increa se,
a lthough not as fast  as  the cargo
tonnage.

Table  II-U presen t s t he opera t iona l
forecast s for  the a ll-ca rgo ca r r iers
tak ing in to account  the a ircraft  s ize and
load  factors.   The  major   cargo car r iers

deplane more fr eight  and m ail at  ABQ
than they enpla ne, so the opera t ions
and mix forecast  was developed based
upon forecas t  dep la ned poun ds.
Conver sely, the commuter  car r iers
enplane more th an  th ey deplan e, so the
commuter  opera t ions were der ived  from
enplaned poun ds.  Th e commuter  ca rgo
car r iers enplane a pproximately six
percent  of the freigh t  and mail a t  ABQ.
Th is percent age can be expected to
decrease over t ime.

TAB LE  II-U

A ll -C a r g o  A ir li n e  O p e r a t io n s  F o r e c a s t

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

F O R E CAS T

F l e e t  M i x

P a y l o a d  C a p a c i t y  (l b s )

Ac tu a l

1 9 9 9 2 0 0 5 2 0 1 0 2 0 2 5

A L L -C A R G O  C O M M E R C I A L  J E T

> 140 ,000

100 ,000-140 ,000

70 ,000-100 ,000

50 ,000-70 ,000

35 ,000-50 ,000

25 ,000-35 ,000

< 25 ,000

0 .7%

11.2%

33.3%

17.6%

9.6%

27.6%

0.0%

1.0%

13.0%

35.0%

19.0%

9.0%

23.0%

0.0%

2.0%

15.0%

37.0%

18.0%

9.0%

19.0%

0.0%

8.0%

20.0%

39.0%

14.0%

7.0%

12.0%

0.0%

100.0% 100.0% 100.0% 100.0%

Avera ge  Capa ci ty  (lbs )

L oa d  F a ct or

L b s/D e p .

62 ,192

38 .4%

23,899

65 ,330

42 .0%

27,439

69 ,420

45 .0%

31,239

83 ,560

50 .0%

41,780

D ep la n ed  ton s

An n u a l D ep a r t u r es

An n u a l O per a t ion s

35 ,598

2 ,979

5 ,958

49 ,700

3 ,600

7 ,200

66 ,800

4 ,300

8 ,600

143 ,100

6 ,900

13 ,800

A L L -C A R G O  C O M M U T E R

E n p la n ed  ton s

L b s/D e p .

An n u a l D ep a r t u r es

An n u a l O per a t ion s

1 ,369

996

2 ,748

5 ,496

2 ,100

1 ,300

3 ,200

6 ,400

2 ,500

1 ,400

3 ,600

7 ,200

3 ,900

1 ,700

4 ,600

9 ,200
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G EN E R AL  AVIAT IO N

Genera l avia t ion is defined a s tha t
p or t ion  of civil a via t ion  wh ich
encompa sses a ll facet s of avia t ion
except  commercial opera t ions.  To
determine the t ypes and sizes of
facilit ies tha t  shou ld be planned to
accommodate genera l avia t ion  act ivity,
cer t a in  element s of th is activity mu st  be
forecast .  These ind ica tors of genera l
aviat ion  demand include:

! Based Aircra ft
! Based Aircra ft  F leet  Mix
! Annual Aircraft  Opera t ions

BASED AIRCRAFT

The number  of based  a ircraft  is  the
most  basic in dica tor  of genera l avia t ion
demand.  Based  a ircraft  a t  Albuquerque
In terna t iona l Su nport  tota led 227 in
1999.  Based a ir cra ft  a t  ABQ has
increa sed since 1991, the base year  of
the las t  master  pla n , when  based
gener a l avia t ion  aircra ft t ota led.189.  In
fact  th e based aircra ft t oday exceeds th e
long r ange forecast  of the 1993 Mast er
Plan .

The number  of a ir cra ft  based a t  an
a irpor t  is, t o some degree, dependen t
upon the na tu re and magnitude of
a ir cra ft  ownersh ip in  the loca l service
a rea .  In  addit ion , ABQ is one of severa l
a irpor t s serving the gen era l avia t ion
needs of the Albuquerque met ropolita n
a rea .  Therefore, the process of
developin g forecasts of based a ircra ft  for
ABQ begins with  a  review of h istor ica l
a ir cra ft  r egist r a t ions in  the a rea .
Table  II-V lists t  he h is tory of
r egist er ed m ot or ized  a ir cr a ft  in
Berna lillo County.  Because of the

number  of ba lloons a nd glider s
regist ered in  the coun ty, they mu st  be
discounted from the tota ls  to ga in  a
rea list ic view of demand for  the types of
a ircra ft  tha t  use ABQ.

Cou n ty  Re gis te re d  Airc ra ft

The number  of motor ized a ir cra ft  in  the
county reached a  new high  in  1999 a t
721.  This is ju st  50 more a ircra ft  t han
were regis t ered in  1980.  Du r ing the
past  two decades the regis tered  a ircraft
dipped to a  low of 591 in  1989.  Since
tha t t ime t he number  of regist ered
a ir cra ft  has been  on the r ise.  Over  the
last  t en  yea rs r egister ed a ircra ft  have
increa sed by 22 percen t  or  an  annua l
average of 2.0 percent .

Table  II-V a  lso com  pa  r  es r  egis  t  er  ed
a ir cra ft  to act ive genera l avia t ion
a ir cr a ft  in  t h e Un ited S t a t es .
Un for tuna tely, the FAA changed it s
method of compiling act ive a ir cra ft  th is
past  year , an d h istor ic da ta  was
corrected only back t o 1993.  Over  tha t
per iod of t ime, however , the Ber na lillo
County share of the U.S . market  of
gener a l avia t ion  a ir cra ft  has fluctu a ted
around a  avera ge of 0.36 percent .
Table  II-V pr  esen  ts a  project ion  of
regist ered a ircra ft  in  Ber na lillo County
based upon  ma in ta ining this percentage
as a  const an t  market  sha re in  the
fu ture.

A t ime-ser ies ext rapola t ion  of regis tered
a ir cra ft  was developed based upon the
periods of 1980 to 1999 and 1989 to
1999.  The more r ecent  per iod  had the
best cor rela t ion  with  an  r 2 of 0.891,
compa red to 0.335 for  the longer  term
period.  Th  e Ta  bl  e  II-W pr  esents  the
resu lt ing project ion  for  compar ison .
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TABLE  II-V
Be rn alillo  Cou n ty  Re gis te re d Mo to riz e d Airc ra ft
Market S ha re Analysis

Year

Be rnali l lo  Coun ty
Re gis te re d Airc ra ft

E n gi ne d U.S. Active  GA Airc ra ft Ma rk e t S h are  %

ACT UAL

1980
1983
1986
1987
1988
1989
1990
1991
1992

671
623
620
614
599
591
606
600
604

1993
1994
1995
1996
1997
1998
1999

640
647
687
714
692
690
721

177,119
172,936
188,089
191,129
192,414
204,710
206,530

0.361
0.374
0.365
0.374
0.360
0.337
0.349

FOR ECAS T

2005
2010
2025

790
825
925

219,415
229,070
256,400

0.360
0.360
0.360

Sour ces: Ba sed Air cra ft  – U .S. Census of Civil Air cra ft
 U.S. Act ive Aircra ft : FAA Aerospa ce Forecas t s, 2000-2011, Mar ch  2000.
 FAA Long Ran ge Aerospa ce Forecas t s 2015, 2020, and 2025, J une 2000.
Note: FAA changed its m ethods of est ima t ing Act ive Aircra ft , so est ima tes for  year s

pr ior  to 1993 ar e not  available.

Next , fu r ther  cor rela t ion  ana lyses  were
con du ct ed t o eva lu a t e pot en t ia l
st a t ist ica l fits  between r egistered
a ir cr a ft  a n d loca l socioecon om ic
var iables often  linked to gener a l
avia t ion  demand.  These var ia bles
include   popula t ion,   em ploymen t ,  and

per  capit a  income.  N a t iona l in fla t ion-
adjust ed GDP wa s also t ested.  County
em ploymen t  p r ovided  t h e  bes t
cor rela t ion  with  an  r 2 of 0.944.  A mult i-
var iable cor rela t ion  t est  of coun ty
employmen t , MSA PCPI, and GDP
provided  an  r2 of 0.963.
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Table  II-W p resents  the var ious
project ions for  comparison. The mult iple
regress ion  provides a  low range
pr oject ion  wh ile t h e t im e-ser ies
represen t s t h e h igh r a nge. The
regress ion with county employment  and
the  market   share  p roject ion  a re in  the

middle range.  The county popula t ion
regr ession  was selected a s t he mast er
pla n .  The market  sh a re a nd popu la t ion
regress ion  a re very simila r  in  the nea r
term, bu t  popu la t ion  regress ion  is more
opt imist ic in t he long ra nge.

TAB LE  II-W

R e g i s te r e d  Ai rc ra ft  P r o je c t io n s

B e r n a l i ll o  C o u n t y

C o r r e l a t i o n  A n a l y s i s r 2 r 2

Tim e-Ser ies  (1980-1999) .335 Tim e-Ser ies  (1989-1999) .891

S i n g l e  V a r i a b l e  C o r r e l a t i o n s  ( 1 9 8 8 -1 9 9 9 )

vs . C ou n t y P op u la t ion

v s . M S A  P C P I

.869

.891

vs .  Cou n ty  E m ploym en t

v s. U . S. G D P

.944

.852

M u l t i - V a r i a b l e  C o r r e l a t i o n s

v s . E m p loy m e n t  +  P C P I .962 v s. E m p loy m e n t  +  P C P I  + G D P .963

P r o je c t i o n s  (t o n s ) 2 0 0 5 2 0 1 0 2 0 2 5

Tim e-Ser ies  (1989-1999) 807 876 1 ,015

R eg r es sion  An a lys is

vs .  Cou n ty  E m ploym en t

v s. E m p loy m e n t  +  P C P I  + G D P

783

743

833

774

994

867

M a r k e t  S h a r e  (con s t a n t ) 790 825 925

S e l e c t e d  F o r e c a s t 7 8 3 8 3 3 9 9 4

1993  M a st er  P la n 637 654 N A

Based  Aircraft  Forecas t

Records  on  h istor ica l da ta  of gener a l
avia t ion  based a ir cra ft  a t  ABQ in  recent
year  s is lim  it  ed  .  Ta  bl  e  II-X com  pa  r  es
the cur ren t  based a ircra ft  to those in
1991, the base year  of the previous
mast er  pla n .  Based  a ircraft  has  grown
from 189 to 227 during th is  per iod .

Table  II-X a  lso com  pa  r  es t  h  e ba  sed
a ir cra ft  a t  ABQ as  a  percenta ge of the
gener a l avia t ion  a ircra ft  regist ered in

Berna lillo  County in 1991 a nd 1999.
The Sunpor t ’s sh a re of regist ered
motorized a ircraft  was  31.5 percent
each  year .

F u t u r e  growt h  a t  Albuqu er qu e
In terna t iona l Sunpor t  will be somewhat
dependent  upon growth  a reas  of the
met ropolit an a rea , a s well as th e
services and capacit ies  offered  a t  the
other  a irpor t s  in  the region .  The
met ropolit an  a rea  growth is r eflected in
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the registered  a ircraft  forecas ts.  The
direct ion  of th is growth  and the services

will a ffect  the market  share a t  the
Sunpor t .

TAB LE  II-X

G e n e r a l  Av i a t i o n  F o r e c a s t

Ye a r

S in g le

E n g i n e

M u l t i -

E n g i n e J e t

R o t o r -

c ra ft T o ta l

C o u n t y

R e g is te r e d

AB Q

M a r k e t  %

A C T U A L

1990

1991

1999

121

123

135

61

55

79

7

8

8

3

3

5

192

189

227

606

600

721

31 .68

31 .50

31 .48

FO R E C AS T

2005

2010

2025

146

153

178

83

86

98

12

16

28

6

7

9

247

262

313

783

833

994

31 .50

31 .50

31 .50

The gr owth  in  the region  is occurr ing
pr imar ily on  the west , nor th  and sou th
sides of the met ropolita n  a rea .  Double
Eagle I I Airpor t  is a designa ted reliever
a irpor t  loca ted on  the n ort hwest  side of
the city.  It  is h as been  the longstandin g
policy of t he City of Albuqu erque
Avia t ion  Depar tment  to encourage the
use of Double Ea gle II  a s an  a lt erna t ive
a irpor t  for  genera l user s.  Th is is
reflected in  the 257 a ircra ft  cu r ren t ly
based a t  the r eliever a irport .  It  is
an t icipa ted tha t  the Cit y will con t inue
to develop Double Ea gle II with
compet it ive services and improvemen ts
to be even m ore a t t ract ive gener a l
avia t ion .

Coronado is a  pr iva te a irport  loca ted in
nor th Albuquerque t ha t h as 118 base
a ircra ft .  While th ere a re no gua rantees
tha t a  pr iva te a irport  will remain  open
in  the long range, the a irpor t  does serve
a  sign ifican t  clien tele of genera l
aviat ion u sers.

To the south , Mid-Valley Airpor t  a t  Los
Lunas has 107 based a ircra ft .  Th is
a irpor t , a long with  Alexander  Airpor t
loca t ed fur ther  south  in  Belen , can  be
expect ed to a t t r act  some of t he genera l
avia t ion  act ivity to be gen era ted by t he
sou th side growth  of the met ropolita n
a rea .

For  planning pu rposes, th e Sunpor t  is
projected to ma in ta in  a  genera l avia t ion
based a ircraft  market  sh a re compa rable
to the la st  decade.  Table  II-X reflect
th is forecast  of ba  sed a ircra ft .  Exh  ibit
II-L compa  res t  hese forecast s with
th ose from the previous  master  plan .
The forecast  is s ignificant ly h igher  t han
the previous m ast er plan  forecast ,
whose long ra nge tota l ha s a lrea dy been
exceeded.

Bas ed  Aircraft  Flee t  Mix

The fleet m ix of gener a l avia t ion  based
a ir cra ft     a t     ABQ   was   compared   to
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exist ing and forecast ed U.S. fleet t ren ds
and a  pr oject ion  developed.  The overa ll
na t iona l t rend indica tes a  grea ter
percen tage of business an d corpora te jet
a ir cra ft  in  the fu ture.  This is bein g
spu rred in  la rge pa r t  by the growing
popula r ity for fract iona l owner ship.
Sim ila r  t o a  t ime-sha re, fact iona l
ownersh ip a llows many busin esses
m or e a ffor dab le  access  t o t h e
a dva n t a ges  of gen er a l a via t ion
corpora te tr avel.  While single-engin e
pr opellor a ircra ft  a re exper iencing a
comeback of sor t s, th ere percentage is
st ill expected to decline sligh t ly.  Mult i-
engine propellor  a ircraft  a re a lso
expected to decline in  percentage.
P iston-powered twins a re not  expected
to grow a t  a ll, wh ile t u rboprop a ir cra ft
a re forecast  to grow at  a  much lower
ra te th an pr eviously expected.

Albuqu erque In ter na t iona l Sunport 's
mix of based a ircraft  includes  h igher
percentages of tu rboprop an d business
jet  a ir cra ft  than  the U.S . act ive genera l
avia t ion  fleet m ix.  The U.S. tr end in
a ir cra ft  mix presented  in  FAA's
Aerospac e  Fo re cas ts  - 2000-2011,
and the FAA Aerospace Lo n g Range
Forecas t  for  2015, 2020, an d 2025
con t r ibu ted to the development  of the
ABQ genera l a via t ion  fleet  mix
project ions  in  Ta  bl  e  II-X.

GEN ER AL AVIATION
OP ER ATIONS

Gen er a l a via t ion  oper a t ion s a r e
cla ssified by a irport  t ra ffic cont rol in to
two types:  loca l and it ineran t .  A loca l
opera t ion  is  a  take-off or  landing
per formed by an  a ircra ft  tha t  opera tes
in  the loca l t ra ffic pa t tern  with in  s igh t
of the a irport  or  which  executes

simulat ed approaches or t ouch-and-go
opera t ions a t  the a irpor t .  Loca l
oper a t ion s a r e t ypically t r a in ing
opera tions.  I t ineran t  opera t ions  a re
th ose per formed by an  a ircra ft  with  a
specific or igin  or  dest ina t ion  away from
the a irpor t .

It inerant  Operat ions

Exh  ibit  II-M a  nd Table  II-Y dep ict  the
last  two decades  of annual genera l
avia t ion  it ineran t  and loca l opera t ions
a t  Albuquerque Interna t iona l Sunpor t .
The exhibit a lso compa res the previous
mast er  pla n  forecas t s wit h  the a ct ivity
since.  Gen era l avia t ion  it ineran t
opera t ions gen era lly declined through
the 1980's and ea r ly 19900's, rea ching a
low of 47,728 in  1995.  I t ineran t
opera t ions have rebounded somewha t
s ince tha t  t ime to jus t  over  62,000 in
1999.  S ta t is t ics  for  the fir st  five months
of 2000 was  up over  13 percent  from the
previous year .  Thus , it  appears tha t  the
long downt ur n h as been replaced with
posit ive growth  in  genera l avia t ion
t ra ffic a t  ABQ.

Table  II-Y a  lso pr  es  en  t  s t  h  e h  ist  ory of
gener a l avia t ion  opera t ions a t  a irpor t s
with  FAA con t rol towers.  While FAA
forecasts act ive genera l avia t ion  a ir cra ft
to increa se by 23 percent  by th e year
2025, gen er a l a via t ion  it in er a n t
opera t ions a t  the towered a irpor t s
(includin g ABQ) a re forecast  to increa se
by 48 percent  over the same t ime fra me.

Therefore, a ircra ft  opera t ions can  be
expected to increa se a t  a  faster  r a te
than based  a ircraft  in  the fu tu re.
Table  II-Y de  pict  s t  h  e p  er  cen  t  a  ge
market  sha re of the towered a irpor t
genera l avia t ion  it ineran t  opera t ions
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a t t r ibu table to ABQ since 1980.  Th is
percen tage declined t hrough the ea r ly
1990's, but  ha s seemed t o st abilize in
recent  year s.  Thu s, genera l avia t ion
it inerant     opera tions    a t     ABQ   were

forecast  to ma in ta in a  fa irly stable
market  share over t he plann ing period.
The it ineran t  opera t ions  forecas ts a re
presented in  Table  II-Y and on
Ex  h  ib  it  II-M.

TABLE  II-Y
Gene ral Aviat ion Operat ions  Forecast
Albuqu erq ue  Inte rna tio na l Su np ort

Year
Tota l

Op e ra t io n s
Local

Op e ra t io n s
It in e r an t

Op e ra t io n s

GA Local
Ops . U.S .
To w e r e d
(mill ions)

Ma rk e t
S h a re  %

GA It in .
Ops . U.S .
To w e r e d
(mill ions)

Ma rk e t
S h a re  %

ACTU AL

1980
1981
1982
1983
1984
1985
1986
1987
1988
1989
1990
1991
1992
1993
1994
1995
1996
1997
1998
1999

128,254
120,858

97,359
91,074
86,007
87,985
81,103
83,034
80,161
80,821
79,711
75,311
73,617
69,265
68,316
52,204
59,433
67,179
71,798
72,692

18,682
14,413

8,330
6,780
5,160
5,426
4,055
3,321
2,826
1,904
2,564
3,420
2,876
3,546
4,636
4,776
5,022
7,887

12,606
10,622

109,572
106,445

89,029
84,294
80,847
82,559
77,048
79,713
77,335
78,917
77,147
71,891
70,741
65,719
63,680
47,428
54,411
59,292
59,192
62,070

20.6
18.2
13.5
14.0
14.6
14.8
15.2
15.8
15.4
15.7
17.1
16.6
16.3
15.5
15.2
15.1
14.5
15.2
16.0
17.0

0.0907%
0.0792%
0.0617%
0.0484%
0.0353%
0.0367%
0.0267%
0.0210%
0.0184%
0.0121%
0.0150%
0.0206%
0.0176%
0.0229%
0.0305%
0.0317%
0.0347%
0.0520%
0.0790%
0.0625%

28.3
26.4
20.7
21.3
22.2
22.4
21.9
22.1
22.1
22.1
23.1
22.2
22.1
21.1
21.1
20.9
20.8
21.7
22.1
23.0

0.387%
0.403%
0.430%
0.396%
0.364%
0.369%
0.352%
0.361%
0.350%
0.357%
0.334%
0.324%
0.320%
0.311%
0.302%
0.227%
0.261%
0.274%
0.268%
0.269%

FO R EC AS T

2005
2010
2025

83,000
90,300

109,400

12,300
13,300
15,900

70,700
77,000
93,500

18.9
20.5
24.5

0.0650%
0.0650%
0.0650%

25.7
28.0
34.0

0.275%
0.275%
0.275%

Local  Operat ions

Loca l opera t ions  a t  Albuqu erqu e
In t er n a t ion a l Sunport  ha ve been
growing since bot toming out  in 1989 a t
1,904.  In  1998, loca l opera t ions reached
12,606, the h ighest  sin ce 1981.  Loca l
opera t ions were down 16 percen t  in
1999 to 10,622.  In  the fir st  five months
of 2000, however, loca l opera t ions were

back up by 16 percen t  from the same
per iod in1999.

Table  II-Y a  nd Exh  ibit  II-M p resent
the history of local opera tions for
compa rison  to the forecast  of the
previous mas ter  plan .  The 1993 Mast er
P lan  ha d projected local opera tions t o
rem ain  a t  a  constan t  3,000 a nnua lly.
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The table a lso compares ABQ loca l
gener a l a viat ion opera tions a s a
percen tage of loca l opera t ions a t  FAA
towered a irport s .  The market  share
declined through t he 1980's bu t  has
recovered somewha t in t he lat e 1990's.
The FAA projects loca l genera l avia t ion
opera t ions t o increa se by 44 percent  by
2025.

Becau se of the ava ilability of Double
Eagle II Air por t  a s a  reliever  a irpor t ,
loca l opera t ions a re not  expected to
gr ow sign ificant ly a t  ABQ.  Double
Eagle II Airpor t  has a  more compa t ible
mix of t r a ffic, so the genera l avia t ion
t ra in ing opera t ions do not  have to mix
with  the lar ger, fa st er  commercial jet
and milit a ry air cra ft  presen t  a t  ABQ.
Loca l opera t ions were projected to
rema in  a t  a  cons tan t  sha re of the FAA
towered loca l opera t ions th rough the
planning per iod.  This is  pr esented in
Table  II-Y.  As in  dica  t  ed on Exh  ibit
II-M the new Master  P lan  for  ecast  for
gener a l avia t ion  opera t ions   is  very
compa rable to the F AA Ter mina l Area
Forecast .

O T HER  AIR T AXI

Air  taxi act ivity has been  independen t ly
repor ted by a ir  t ra ffic con t rol t owers
s ince 1972 and was inst itu ted to include
commuter  pa ssen ger  and a ll-ca rgo
a ir lines, a s well as for -h ire genera l
avia t ion  opera tions.  Commuter  a ir line
opera t ions were forecas t  ear lier  a long
with  the ma jor a irline opera tions.
Subt ract ing the commercia l pa ssen ger
and a ll-ca rgo oper a t ions from the a ir
t axi opera t ions r eport ed by the ATCT
indica tes other  a ir  t axi opera t ions
tot a led 1,164 in  1999.  This opera t ion
level was  forecas t  to increa se a t  a  r a te

sim ila r  t o tha t  project ed for  genera l
avia t ion  it ineran t  opera t ions.  The non-
schedu led a ir  t axi opera t ions forecast s
for  Albuquerque In t erna t iona l Sunpor t
a re presen ted in t he summary ta ble at
the end  of th is  chapter .

MILITAR Y  AC T IVIT Y

Milita ry opera t ions  a re an  impor tan t
factor  in  a ir  t r a ffic a ct ivit y a t
Albuqu erque In terna t iona l Sunpor t
becau se of the join t  use agreement  with
Kir t land Air Force Base.  The 542n d

Crew Tra in in g Win g own s a n d
main t a in s h elicopt ers a nd C-130
a ircra ft .  The 150 t h  Tact ica l Fighter
Group of the New Mexico Air  Na t iona l
Guard (NMANG) opera tes F-16 figh ter
a ircra ft .  In  1999, th ere were 58
milita ry a ircraft  based  a t  Kir t land.
Th is is down from 68 in 1991, th e base
yea r  of the pr evious m ast er  pla n .

Table  II-Z present  s the annual milita ry
opera t ions sin ce 1991 a t  ABQ.  While
milita ry ba sed a ircra ft  a re down,
milita ry opera t ions have increased.  In
1999, milita ry opera t ions t ota led 43,761
compa red to 35,314 in  1991 and a  low of
24,009 in  1996. Opera t ions  du r ing the
first  five months of 1999 were up three
percent  from the previous  year . Future
act ivity is dependent  upon the fu ture
missions at  th e base.  This makes
project ing milita ry u t ilizat ion  difficu lt
since loca l missions can  change with
lit t le not ice.  There a re ind ica t ions tha t
one helicopter  group involving 11
rotorcra ft  could be leaving in  the shor t
t erm.  For  planning pu rposes, however ,
milita ry opera t ions were forecast  to
rema in  const an t  a t  a round 44,000
annua l opera t ions in  the fu ture.
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TABLE  II-Z
Mili tary  Operat ions
Albu qu e rqu e  Inte rn at ion al S u n po rt

Mili tary  Operat ions

Year It in e ra n t Local Total

ACTUAL

1991
1992
1993
1994
1995
1996
1997
1998
1999

27,831
23,570
23,775
23,048
19,480
16,466
21,436
21,879
23,413

7,483
5,928
6,540
8,066
8,416
7,543

12,278
21,001
20,348

35,314
29,498
30,315
31,114
27,896
24,009
33,714
42,880
43,761

FOR ECAS T

2005
2010
2025

24,000
24,000
24,000

20,000
20,000
20,000

44,000
44,000
44,000

P EA K IN G

CHARACTER IST ICS

Many a irpor t  fa cility needs  a re relat ed
to the levels of act ivity dur ing pea k
periods.  The per iods u sed in  developin g
facility requirem ent s for  th is s tudy are
as follows:

! Pe ak Mon th  - The ca lendar  month
when peak  a ircraft  opera t ions  occur .

! Design  Day  - The a verage da y in
the peak month .  This in dicator  is
ea sily der ived by dividing th e peak
month opera t ions  by the number  of
days  in  a  month .

! Busy  Day  - The busy day of a
typical week  in  the pea k month . 

! De sign  Hou r - The peak  hour
wit h in  the design  da y.

It  is im por tan t  to note tha t  on ly the
pea k month  is a n  absolute peak with in
a  given year .  All other  peak  periods
will be exceeded a t  var ious t imes during
the year .  However , they do represent
rea sonable p lanning s tandards tha t can
be applied without  overbuilding or
being too rest r ict ive.

AIRLINE

The peak  month  for  enplanemen t s a t
ABQ over  the past  s ix years  has
a vera ged 9.6  percen t  of annua l
en p l a n e m e n t s  wi t h  ver y  l i t t le
fluctua t ion  from year  to yea r .  Th is can
be expected  to remain  rela t ively
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cons tan t over the pla nning per iod.  The
peak month  var ies between  J u ly,
August  and October .

Idea lly, hour ly enpla nemen ts should be
used to examine changes in  peak  hour
pa ssengers as a  percent age of design
day act ivity.  Since th is da t a  is  not
rea dily ava ila ble from a ll th e airlines,
design  hour  factors ba sed upon the
a ir cra ft  seat ing capacit ies  dur ing the
peak   depar tur e   period  were  ut ilized.

The peak per iod was est ima ted at
approximately 11.8 percen t  of design
day enplanements .  S ince enplanement
and deplanement  peaks do not  occur
during the same hour , th e design  hour
percen tage of design  day for  tota l
passengers is less (10.4 percent ).  Tota l
design  hour  pa ssen gers a vera ge 1.75
t imes the design h our  enplaned
passengers. Table  II-AA out lines t he
design  per iod passenger  levels for  the
forecast  period.

TAB LE  II -AA

A ir li n e  P e a k i n g  C h a r a c t e r i s ti c s

1 9 9 9 2 0 0 5 2 0 1 0 2 0 2 5

A ir l in e  En p l a n e m e n t s

An n u a l

P e a k  M on t h

D es ign  D a y

D es ign  H ou r

3 ,131 ,951

299 ,599

9 ,987

1 ,178

3 ,900 ,000

374 ,000

12 ,500

1 ,450

4 ,700 ,000

451 ,000

15 ,000

1 ,690

7 ,100 ,000

682 ,000

22 ,700

2 ,315

T o t a l  P a s se n g e r s

D es ign  D a y

D es ign  H ou r

19 ,974

2 ,080

25 ,000

2 ,550

30 ,000

2 ,970

45 ,400

4 ,040

M a j o r  A i r l i n e  O p e r a t i o n s

An n u a l

P e a k  M on t h

D es ign  D a y

D es ign  H ou r

77 ,056

6 ,700

222

22

91 ,000

7 ,900

264

26

104 ,800

9 ,100

302

29

143 ,600

12 ,500

416

38

C om m u t er  O p er a t io n s

An n u a l

P e a k  M on t h

D es ign  D a y

D es ign  H ou r

22 ,694

2 ,022

84

12

22 ,600

2 ,010

84

12

22 ,800

2 ,030

84

12

23 ,200

2 ,060

86

12

Major  a ir line opera t ions a t  ABQ have
a ver a ged 8.7 percen t  of a n n u a l
opera t ions dur ing the peak  mon th  in
the la st  five yea rs.  Commuter  a ir line
opera t ions have ma in ta ined a  mon th ly
peak of 8.9 percent .  Accordin g to a ir line
schedu les,  t he  ma jor  a ir lines curren t ly

conduct  approximately 10 percent  of
their  da ily opera t ions  dur ing the peak
hour .  The commuter  a ir lines conduct
14 per cen t  of their  oper a t ions dur ing
the peak  hour .  Table  II-AA also
out lines the pea k  per iod a ir line
opera tions forecast s.
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GEN ER AL AVIATION

The peak month  of genera l avia t ion
opera t ions a t  Albuquerque In t er -
na t iona l Su nport  has a veraged 9.4
percent  of the year ly tota l over t he last
six year s.  The pea k m onth  for  gener a l
avia t ion  opera t ions a t  ABQ t ypically
occurs in  Sept ember  or  October .

Da ily da t a  ava ilable from the ABQ air
t r a ffic cont rol tower (ATCT) was used to
determine  a  busy day peaking factor  for

gener a l avia t ion  act ivity.  Dur ing the
peak  month  of 1999, th e peak day each
week averaged  19.0 percent  of the week.
Th is equa tes to a  bu sy day 33 percent
h igher  then  the a vera ge or design day.
Th is factor can  be expected t o decrea se
sligh t ly du r ing the plann ing period.
Based upon  ana lysis of hourly coun ts,
the des ign hour  wa s calcu la ted as 9 .6
percent  of t he design  day opera t ions.
Table  II-BB  summar izes  the genera l
aviat ion pea k a ctivity forecast s.

TABLE  II-BB
Gene ra l Aviation  Pe ak Operat ions

1999 2005 2010 2025

O P ER AT IO N S

Annua l
Peak  Month
Busy Day
Design  Day
Design  Hour

72,692
6,789

291
219

21

83,000
7,800

330
252

24

90,300
8,500

356
274

26

109,400
10,300

428
332

30

TOTAL OPER ATIONS

The tota l oper a t ions peak  per iods a re
u t ilized in  exa mining t he capacit y of t he
a irfield.  The peak  month  of t ot a l
opera t ions has  averaged 9.0 percent  of
annua l opera tions over t he last  six
year s, typically occurr ing in  October .
Accordin g to t he da ily opera t iona l logs
of the Albuquerque Air  Tra ffic Cont rol
Tower , peak  hour  opera t ions a vera ged
8.0 pe  r  cen  t  of da  ily op  er  a  t  ion  s.  Table
II-CC ou  t  lines the peak per iod forecast s
for t ota l airport  opera tions.

AN N U AL INS T R U MENT

AP P R O ACHES

F or eca s t s  of a n n u a l in st r u m en t
a ppr oa ch es pr ovide gu ida n ce in
determining a n  a irpor t 's r equ irements
for  na viga t iona l a id facilit ies.  An
ins t rument  approach as defined by F AA
is "an  approach  to an  a irpor t  with
in ten t  t o land by an  a ir cra ft  in
accordance with  an  Inst rument  F ligh t
Ru le (IFR) fligh t  p lan , when  visibilit y is
less than  three miles  and/or  when t he
ceiling is a t  or  below the m in imum
in it ia l a pproach a lt it ude."
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TABLE II-CC
P e a k  P e ri od  Ai rp ort  Op e ra ti on s

1999 2005 2010 2025

T O TAL  OP ER AT IO N S

Annua l
Peak  Month
Design  Day
Design  Hour

228,933
20,397

658
53

256,900
23,100

745
59

280,500
25,200

813
63

345,400
31,100

1,003
75

H is t or ica l  d a t a  on  in s t r u m en t
appr oaches to Albuquerque In ter -
na t iona l Air por t  was obta ined from
FAA Air Traffic  Activity  st a t istics.
For  commercia l opera t ions, AIA's have
avera ged 0.8 percent  of annua l a ir
car r ier  and  commuter  opera t ions .  The
AIA percentage for  milita ry act ivity has

avera ged 0.3 percent  of itin eran t
milita ry operat ions.  The AIA’s for
gener a l avia t ion  have been  0.6 percent
of it in er a n t  opera t ion s.  These
percentages can  be expected  to remain
rela t ively const an t .  Table  II-DD
sum ma rizes th e forecast  of AIA's.

TABLE  II-DD
Annu al Ins trument  Approaches

1999 2005 2010 2025

Air Ca r r ier
Air Taxi
Genera l Avia t ion
Milit a ry

281
151

60
59

780
240
420

70

910
250
460

70

1,260
270
560

70

Tota l 551 1,510 1,690 2,160

S U MMAR Y

This chapter  has  out lined  the var ious
a vi a t ion  dem a n d le ve ls  t o be
ant icipa ted over t he plann ing period.
The next st ep in t he m ast er plan  is to
rea ssess the capacit y of the exis t ing
facilit ies  and   determine  wha t  facilit ies

will be n ecessa ry to meet  both  exist ing
and fu ture demands.  This  will be
exam ined in  the following two cha pter s.
Table  II-EE  provides a summary of the
avia t ion  forecast s for  Albuquerque
In terna t iona l Sunpor t .  Again , 1999
was the base year  for  the Master  P lan
forecast s.



II-43

T AB L E  II-E E

A v i a t i o n  F o r e c a s t  S u m m a r y

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

1 9 9 9 2 0 0 5 2 0 1 0 2 0 2 5

A N N U A L  O P ER A T IO N S

G e n e r a l  A v i a t i o n

I t in er a n t

Loca l

62 ,070

10 ,622

70 ,700

13 ,600

77 ,000

14 ,400

93 ,500

15 ,900

T ot a l  G A 72,692 84 ,300 91 ,400 109 ,400

A i r  C a r r i e r  &  A i r  T a x i

M a jor s

R eg ion a ls

C h a r t er s

All -C a r go M a jor s

All-Ca r go R eg ion a ls

Ot h er  Air  Ta xi

77 ,056

22 ,694

112

5 ,958

5 ,496

1 ,164

91 ,000

22 ,600

100

7 ,200

6 ,400

1 ,300

104 ,800

22 ,800

200

8 ,600

7 ,200

1 ,500

143 ,600

23 ,200

300

13 ,800

9 ,200

1 ,900

Tota l  Air  C a r r ier  &  Air  Ta xi 112 ,480 128 ,600 145 ,100 192 ,000

M il i t a r y

I t in er a n t

Loca l

23 ,413

20 ,348

24 ,000

20 ,000

24 ,000

20 ,000

24 ,000

20 ,000

T ot a l M ilit a r y 43 ,761 44 ,000 44 ,000 44 ,000

T o ta l  An n u a l  O p e ra t io n s 228 ,933 256 ,900 280 ,500 345 ,400

A n n u a l  En p l a n e m e n t s

M a jor s

R eg ion a ls

Ch a r t er

3 ,037 ,900

94 ,051

1 ,775

3 ,783 ,000

117 ,000

2 ,000

4 ,559 ,000

141 ,000

3 ,000

6 ,887 ,000

213 ,000

5 ,000

T ot a l An n u a l E n p la n e m e n t s 3 ,133 ,726 3 ,902 ,000 4 ,703 ,000 7 ,105 ,000

B a se d  Ai r c r a ft

G en er a l Av ia t ion

M ilit a r y

227

58

247

58

262

58

313

58

A ir  C a r g o

F re igh t  ( t on s )

Ma i l (t ons )

Tota l  An n u a l  Ca r go

67 ,684

23 ,911

91 ,595

95 ,000

32 ,000

127 ,000

125 ,000

43 ,000

168 ,000

258 ,000

77 ,000

335 ,000





Chapter Three

Capital Implementation
Program



INTRODUCTION

This chapter presents financial
projections for ABQ based on the
Capital Development Program and
the aviation activity forecasts
presented in Chapter Two. Financial
projections were developed for the
three planning periods used for the
Capital Development Program:
short-term (Fiscal Years 2002-2005),
intermediate-term (Fiscal Years
2006-2010), and long-term (Fiscal
Years 2011- 2025). ABQ’s Fiscal Year
ends June 30.

AIRPORT FINANCIAL
STRUCTURE

The financial operations of ABQ and
its reliever, Double Eagle II Airport
(together, the Airport System) are
accounted for as an enterprise fund
of the City of Albuquerque. Audited
financial statements for the Airport
System are prepared according to
generally accepted accounting
principles for government entities
and the requirements of ABQ’s
Bond Ordinances.

BOND ORDINANCES

ABQ’s Bond Ordinances govern the
application of Airport System
revenues  including passenger
facility charge (PFC) and customer
facility charge (CFC) revenues  to
the various funds and accounts
established under the Ordinances.
The Bond Ordinances require that
airline rates and charges be
established each year to generate
Net Revenues (Gross Airport
Revenues less Operation and
Maintenance Expenses) sufficient to
make the deposits required to the
funds and accounts established in
the Bond Ordinances and
demonstrate 120% debt service
coverage for Outstanding Senior

Chapter Three
Financial Plan

III-1
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Par ity Obliga t ions and 110% debt
ser vice covera ge for  a ll Outs tanding
S en ior  a n d Su bor din a t e P a r it y
obliga t ions.  ABQ’s  Outs tanding Bonds
are backed solely by th e Net  Revenues
of the Airpor t  System.

AP P LICATION  OF REVENUES

Un der  th e Bond Ordinan ces, all Gross
Air por t  Revenues  a re depos ited  to the
Revenue Fund and used  as follows  (and
as  shown on  Ex  h  ib  it  III-A):

1. To pay Opera t ion  and Main tenance
Expenses.

2. As a  deposit  t o t he Sen ior  Debt
Ser vice Fund to pa y debt  ser vice on
Senior P ar ity Obligat ions.

3. As a  deposit  to the Debt  Ser vice
Reserve Accounts  of the Senior
Debt  Ser vice Fund to main ta in  the
Reserve Requ iremen t  ba lance, if
an y, for Sen ior P ar ity Obligat ions.

4. As a  depos it  t o t he Su bor din a te
Debt  Service Fund to pa y debt
ser vice on  Subordina te Par ity
Obligat ions.

5. As a  deposit  to t he Debt  Ser vice
R e s e r v e  Accou n t s  o f  t h e
Subordina te Debt Service Fu nd to
ma in ta in  a  ba lan ce equa l to the
Reserve Requirement , if any, for
Subordina te P ar ity Obligat ions.

6. As a  deposit  t o t he Opera t ion  and
Maintenance Reserve Account  to
ma in ta in  a  ba lance equa l to one-
sixt h   of  t he  t ot a l annua l budgeted

Ope r a t ion  a nd  Ma in t en a n ce
Expenses for  ABQ (the Opera t ion
a n d  M a i n t e n a n ce  R e s e r v e
Requirement ).

7. As a  deposit  to the Capita l Fund to
be used  for  any lawful Airpor t
System purpose.

P ASSEN GER AIRLINE LEASES

ABQ and eigh t  a ir lines  (the S igna tory
Airlines) have en tered in to lea ses  (the
Air line Leases) govern ing t he use of
Air por t  System facilit ies  and the
payment  of cost s for  such  use.  The term
of th e Airline Leases exten ds th rough
J une 30, 2006.  The Air line Leases
define t he following direct cost  cent ers:
Termina l Complex, Airfield, Ter mina l
Apron , Reliever Airport , Lan dside Area ,
and Other  Area s. Th e Airlin e Leases
also es tablish  procedures  for  the annua l
review and a djust ment  of a irline ra tes
and charges.  Airpor t  System cost s
recovered through a irline r a tes  and
charges include:

•  A l l o c a b l e  O p e r a t i o n  a n d
Maint ena nce Expenses.

•  The estima ted cost  of equ ipment
pur cha ses, cap ita l ou t lays , and
unschedu led main tenance (net  of
the amount  funded from the Air line
Coverage Accoun t  in  the Capit a l
Fun d).

•  120% of a lloca ble Debt  Service
Requirements on  Senior  Par it y
Obliga t ions and 100% of a llocable
Debt  Service Requirements on  the
Subordina te P ar ity Obligat ions.
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Exhibit III-A
SUMMARY OF THE APPLICATION

OF GROSS AIRPORT REVENUES

(a)

Source:

Amounts deposited in the Capital Fund are further applied to the Airline Coverage
Account in accordance with the Scheduled Airline Operating Agreement and Terminal
Building Lease. Remaining moneys in the Capital Fund may be used by the City
for any lawful airport purpose.

City of Albuquerque, Ordinance Authorizing the Issuance of City of Albuquerque,
New Mexico, Subordinate Lien Adjustable Rate Governmental Purpose Airport
Revenue Bonds, Series 2000A, and Subordinate Lien Adjustable Rate Taxable
Airport Revenue Bonds, Series 2000B.

GROSS AIRPORT REVENUES

Priority

1

2

3

4

5

6

7

REVENUE FUND

Pay Operation and Maintenance Expenses

Rebate Fund

Debt Service Reserve Accounts

SENIOR DEBT SERVICE FUND
Senior Parity Obligations

Debt Service Reserve Accounts

SUBORDINATE DEBT SERVICE FUND
Subordinate Parity Obligations

CAPITAL FUND (a)

OPERATION AND MAINTENANCE
RESERVE ACCOUNT

Net
Revenues
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•  Am ort iza t ion  of imp r ovemen t s
fina nced by ABQ from sources other
than th e proceeds of Bonds, federa l
gran ts-in-aid, or P FC r evenu es.

•  The Reliever  Air por t  (Double Eagle
II) Deficit , which is equa l t o tot a l
opera t ing revenues less expenses a t
Double Eagle II Air por t .

•  Fines, a ssessmen t s, judgmen ts, or
sett lemen ts.

•  Requir ed  depos i t s  t o r es er ve
accounts est ablished in  the Bond
Ordina nces.

These cost s a re recovered annua lly fr om
the a irlines t hr ough  leased spa ce
ren ta ls, a ircraft  landing fees , and  other
ra tes a nd cha rges.

OTHER LEASES

Other  t enan t s occupy space and opera te
a t  ABQ under  the terms  and condit ions
of oth er leases.  In genera l, th e business
terms of the other  leases a re based on
indust ry pract ices  and cos t -recovery
principles.  Curren t ly, ABQ ha s leases
covering the following:

•  Renta l car  activities;
•  Food a nd bever age a nd n ews a nd

gift s concessions;
•  Air por t  a d ver t is in g a n d ot h er

termina l concessions;
•  Oth er buildings an d groun ds;
•  Genera l a via t ion  services; and
•  Cargo a ir line opera t ions  (the Cargo

Air line Leases).

ABQ  CAP ITAL

D EVELO P MENT  P R O GR AM

AN D  FU N D ING  S O U R CES

Table  III-A shows gross project costs
for  the Capita l Development  Program
by cost  center  and the est ima ted sources
of fundin g.

For  pu rposes of pr oject ing the financia l
resu lt s for  the Airpor t  Sys tem, the
pr  oject  cos ts shown on  Table  III-A
include a llowances for: (1) ABQ costs
a llocable to capita l project s and the
a cqu isit ion  of la n d; (2) design,
const ruct ion , and pr ogra m managemen t
fees and cont ingencies; (3) a llowances
for  in fla t ion ; and (4) New Mexico gross
receipt s t ax.

Sources of funding for  t he Capit a l
Development  Progra m a re as follows:

•  F eder a l gr a n t s-in-aid un der  t h e
Air por t  Improvemen t  P rogram
(AIP)

•  PFC revenues

÷ Pay-as-you-go

÷ P roceeds from the sa le of
PFC-support ed bonds

•  ABQ int ern a lly genera ted fun ds

•  P roceeds from t he sa le of a irpor t
revenu e bonds

The amount  of funding ava ilable from
these sources will depend pr imar ily on
fu ture levels of aviat ion  act ivity a t  ABQ
an d fut ur e federa l reau th orizations.
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FED ER AL GRANTS-IN-AID

The Air por t  Improvemen t  Program is
au thor ized by the Airport  and Airwa y
Improvement  Act  of 1982 (the Act ).  The
Act  au thor ized funding for  the AIP from
the Air por t  and Airway Tru st  Fun d for
a irpor t  developm en t , a irpor t  pla nning,
and noise compat ibilit y pla nning and
program s.  The Airpor t  and Airway
Trust  Fund is  funded  through severa l
aviat ion  user  t axes on  a ir line far es, a ir
freight , an d a viat ion  gasoline.

Un der  the AIP , ABQ receives annua l
en t it lement  gran t s based on  numbers of
enplaned passengers and cargo tonnage
and is eligible to receive discret ionary
gran t s.  Oth er sou rces of funds u nder
the AIP  a re a lso available to ABQ;
however , en t it lemen t  and discret ionary
fun ds a re the pr imary sour ces.  In
genera l, AIP  gran t s can  be used  for  land
acqu isit ion , noise m it iga t ion , a ir field
improvemen ts, on-airport r oadwa ys,
pu blic a reas  of termina l bu ildings, and
safety a nd  secur ity sys tems and
equ ipm en t .  I n  a lloca t in g i t s
d iscret ionary funds, the FAA gives
pr ior ity to project s t ha t  enhance a irpor t
capacity wh ere capa city const ra in t s
ha ve been demonst ra ted.

On Apr il 5, 2000, th e U.S. Congress
approved pa ssage of the Wendell H .
Ford Avia t ion  Investment  and Reform
Act  for  the 21st Century (AIR-21).
Among severa l provisions, AIR-21
pr ov ided for  4  yea r s  of AI P
author iza t ion  (Federa l F isca l Years
[F F Y] 2000-2003), r a n gin g fr om
$2.475 billion  in F FY 2000 to $3.4
billion  in F FY 2003.  Under   AIR-21, if
appr opr iat ed AIP  funds equal or  exceed
$3.2 billion  in  a  sin gle yea r , resu lt ing

en t it lement  gran t s to a irpor t  opera tors
would be double the amount  tha t  would
h a ve  been  r ece ived  un der  a n
appropr ia t ion  lower  than  $3.2 billion .
Cur ren t ly, la rge- and medium-hub
a irpor t s tha t  levy a $3.00 or  $4.50 PF C
forego 50% or  75% of AIP  en t itlement
grants, r espect ively.

Ma jor  federa l gran t  pr ograms began  in
the 1940s with  successive au thor iza t ion
acts, including th e Federa l-a id  Airpor t
P rogram (FAAP) in 1946, the Airpor t
Development  Aid P rogram (ADAP) in
1970, and the AIP  in 1982.  The PFC
program was est ablished in  1990.  For
purposes of t h is ana lysis, it  was
assu med tha t  federa l programs sim ila r
to the AIP and the PFC pr ogram would
cont inue throughout  the p lanning
period.

The federa l gran ts -in-a id  shown on
Table  III-A a  n  d a  ssu  m  ed for  pu  r  poses
of th is  ana lys is  reflect t he following
assumpt ions:  (1) annual en t it lement
fun ds would be a va ilable beginning in
FY 2003 t hrough  the long-term (FY
2025), and would be used to finance
project s in  the Capita l Development
Program, and (2) ABQ wou ld r eceive
discret ionary grants for  cer ta in  eligible
project s (e.g., const ruct ion  of new
pa ssen ger aprons) up to 75% of project
costs.

P ASSEN GER FACILITY CHARGES

PFCs a re au thor ized by Tit le 14 of the
Code of Federa l Regula t ions, Par t  158,
and the PFC progra m is administ ered
by the FAA.  PF Cs a re collected from
qua lified enplaned  passengers and PFC
reven ues a re u sed  to fund eligible
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Project costs (a) Estimated sources of funding
Short Intermediate Long Total Internally Airport Total
term term term project Federal PFC generated revenue funding

2002-2005 2006-2010 2011-2025 costs grants (b) revenues (c) funds (d) bonds (e) sources

TERMINAL COMPLEX

Existing Terminal & Concourse Projects 41,244,000$ -$ -$ 41,244,000$ - $ -$ -$ 41,244,000$ 41,244,000$
Aircraft Loading Bridge Systems 1,267,000 - - 1,267,000 - - - 1,267,000 1,267,000
Second Terminal and Concourse - Phase I - 256,186,000 - 256,186,000 - 64,046,000 - 192,140,000 256,186,000
Existing Terminal/Concourse Upgrades - Phase I - 68,908,000 - 68,908,000 - 17,227,000 4,000,000 47,681,000 68,908,000
Second Terminal Loading Bridges - Phase I - 6,653,000 - 6,653,000 - 6,653,000 - - 6,653,000
SecondTerminal/Concourse - Phase II - - 112,329,000 112,329,000 - 28,082,000 80,000,000 4,247,000 112,329,000
Existing Terminal/Concourse Upgrades - Phase II - - 79,833,000 79,833,000 - 19,958,000 - 59,875,000 79,833,000
Second Terminal Loading Bridges - Phase II - - 6,387,000 6,387,000 - 6,387,000 - - 6,387,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
42,511,000$ 331,747,000$ 198,549,000$ 572,807,000$ -$ 142,353,000$ 84,000,000$ 346,454,000$ 572,807,000$

AIRFIELD

Close/Remove Runway 17-35 -$ 4,879,000$ -$ 4,879,000$ 3,659,000$ -$ 1,220,000$ -$ 4,879,000$
Connecting Taxiway between C & D - 1,191,000 - 1,191,000 893,000 298,000 - - 1,191,000
Extend Runway 3-21 1,000 feet SE - 3,295,000 - 3,295,000 2,471,000 824,000 - - 3,295,000
Taxiway Exit on Runway 3-21 - 840,000 - 840,000 630,000 210,000 - - 840,000
Eastside Partial Parallel Taxiway - - 14,476,000 14,476,000 10,857,000 3,619,000 - - 14,476,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
-$ 10,205,000$ 14,476,000$ 24,681,000$ 18,510,000$ 4,951,000$ 1,220,000$ -$ 24,681,000$

TERMINAL APRON

Terminal Apron Rehabilitation 19,817,000$ -$ -$ 19,817,000$ 5,792,000$ -$ -$ 14,025,000$ 19,817,000$
Terminal Apron Improvements 2,831,000 - - 2,831,000 2,123,000 - - 708,000 2,831,000
Second Terminal Apron - Phase I - 27,880,000 - 27,880,000 6,188,000 21,692,000 - - 27,880,000
Second Terminal Apron - Phase II - - 30,656,000 30,656,000 15,661,000 14,995,000 - - 30,656,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
22,648,000$ 27,880,000$ 30,656,000$ 81,184,000$ 29,764,000$ 36,687,000$ -$ 14,733,000$ 81,184,000$

LANDSIDE AREA

Second Terminal Parking - Phase I -$ 67,863,000$ -$ 67,863,000$ - $ -$ 67,863,000$ -$ 67,863,000$
Expand Employee Parking - 1,331,000 - 1,331,000 - - 1,331,000 - 1,331,000
Second Terminal Parking - Phase II - - 88,902,000 88,902,000 - - 88,902,000 - 88,902,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
-$ 69,194,000$ 88,902,000$ 158,096,000$ -$ -$ 158,096,000$ -$ 158,096,000$

Table III-A
ESTIMATED PROJECT COST AND SOURCES OF FUNDING

2002 THROUGH 2025
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Table III-A (continued)
ESTIMATED PROJECT COST AND SOURCES OF FUNDING

2002 THROUGH 2025

Project costs (a) Estimated sources of funding
Short Intermediate Long Total Internally Airport Total
term term term project Federal PFC generated revenue funding

2002-2005 2006-2010 2011-2025 costs grants (b) revenues (c) funds (d) bonds (e) sources
OTHER AREAS
Cargo

Remove Existing Belly Freight Facility 703,000$ -$ -$ 703,000$ 527,000$ -$ -$ 176,000$ 703,000$
Construct Belly Freight Building 3,207,000 - - 3,207,000 - - - 3,207,000 3,207,000
Construct Belly Freight Parking/Truck Court 714,000 - - 714,000 535,000 - - 179,000 714,000
Construct Belly Freight Airside Access 890,000 - - 890,000 667,000 - - 223,000 890,000
Air Cargo Apron North 3,828,000 - - 3,828,000 2,871,000 - - 957,000 3,828,000
Extend Cargo Building North 2,567,000 - - 2,567,000 - - - 2,567,000 2,567,000
Extend Cargo Truck Court North 422,000 - - 422,000 - - - 422,000 422,000
Add Cargo Building North 2,605,000 - - 2,605,000 - - - 2,605,000 2,605,000
Add Cargo Parking/Truck Court North 981,000 - - 981,000 - - - 981,000 981,000
Extend Cargo Building South - 3,158,000 - 3,158,000 - - 3,158,000 - 3,158,000
Extend Cargo Truck Court South - 1,090,000 - 1,090,000 - - 1,090,000 - 1,090,000
Construct North Belly Freight Building - - 4,850,000 4,850,000 - - 4,850,000 - 4,850,000
Construct North Belly Freight Parking/Truck Court - - 3,066,000 3,066,000 - - 3,066,000 - 3,066,000
Construct North Belly Freight Access Road - - 511,000 511,000 383,000 128,000 - - 511,000
Construct North Belly Freight Airside Access - - 2,129,000 2,129,000 1,597,000 - 532,000 - 2,129,000
Cargo Buildings South End of Ramp - - 4,850,000 4,850,000 - - 4,850,000 - 4,850,000
South Cargo Access Road/Utilities Phase I - - 852,000 852,000 639,000 213,000 - - 852,000
South Parking/Truck Court Phase I - - 3,066,000 3,066,000 - - 3,066,000 - 3,066,000
South Cargo Apron - - 8,720,000 8,720,000 6,540,000 2,180,000 - - 8,720,000
South Cargo Buildings - - 9,701,000 9,701,000 - - 9,701,000 - 9,701,000
South Cargo Access Road/Utilities Phase II - - 852,000 852,000 639,000 213,000 - - 852,000
South Parking/Truck Court Phase II - - 1,490,000 1,490,000 - - 1,490,000 - 1,490,000
Existing Cargo Apron Rehabilitation - - 383,000 383,000 287,000 96,000 - - 383,000
Existing Parking/Truck Court Rehabilitation - - 43,000 43,000 - - 43,000 - 43,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
15,917,000$ 4,248,000$ 40,513,000$ 60,678,000$ 14,685,000$ 2,830,000$ 31,846,000$ 11,317,000$ 60,678,000$

Other
Airline Fuel Farm 13,511,000$ -$ -$ 13,511,000$ - $ -$ -$ 13,511,000$ 13,511,000$
New Maintenance Area Civil and Utilities 2,426,000 - - 2,426,000 1,820,000 - 606,000 - 2,426,000
New Maintenance Area Buildings 5,685,000 - - 5,685,000 2,842,000 - 2,843,000 - 5,685,000
Relocate Existing T-Hangars 642,000 - - 642,000 481,000 - 161,000 - 642,000
South GA Apron Rehabilitation 9,233,000 - - 9,233,000 6,925,000 - 2,308,000 - 9,233,000
GA Auto Parking Rehabilitation - 634,000 - 634,000 - - 634,000 - 634,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
31,497,000$ 634,000$ -$ 32,131,000$ 12,068,000$ -$ 6,552,000$ 13,511,000$ 32,131,000$

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
47,414,000$ 4,882,000$ 40,513,000$ 92,809,000$ 26,753,000$ 2,830,000$ 38,398,000$ 24,828,000$ 92,809,000$

ROADWAYS
Connect Spirit Drive and Access Road B 1,486,000$ -$ -$ 1,486,000$ 1,115,000$ -$ 371,000$ -$ 1,486,000$
Terminal Area Property Acquisition-Phase I 14,850,000 - - 14,850,000 - - 14,850,000 - 14,850,000
Terminal Area Property Acquisition-Phase II - 16,713,000 - 16,713,000 - - 16,713,000 - 16,713,000
Second Terminal Road System - 62,096,000 - 62,096,000 - 62,096,000 - - 62,096,000
Clark Carr Road Rehabilitation - 95,000 - 95,000 - 95,000 - - 95,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
16,336,000$ 78,904,000$ -$ 95,240,000$ 1,115,000$ 62,191,000$ 31,934,000$ -$ 95,240,000$

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
Total project costs and sources of funding 128,909,000$ 522,812,000$ 373,096,000$ 1,024,817,000$ 76,142,000$ 249,012,000$ 313,648,000$ 386,015,000$ 1,024,817,000$

=========== =========== =========== =========== =========== =========== =========== =========== ===========

(a) Reflects a capital development program of $746,226,000, escalated for inflation at 3.0% per year; New Mexico Gross Receipts Tax of 5.8125%; and CIP Overhead Charge of 1.9% for construction projects and 1.4% for land acquisition.
(b) Includes AIP entitlement grants and $15 million in discretionary grants.
(c) Includes PFC pay-as-you-go and bond-funded amounts. Reflects PFC revenues available upon completion of current PFC program and collection of a $4.50 PFC.
(d) Reflects investment of 100% of year-end remaining revenues. Also includes reimbursed equity from PFC revenues associated with the second PFC application of $44.5 million from FY 2003 to FY 2007.
(e) Assuming bond issuance every 5-8 years, as needed, with a 20-year term, 2-year capitalized interest period, 15% cost of issuance, and allowances for increases in interest rates for future bonds.
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project s (as  more fu lly discussed below).
A PFC of up t o $4.50 per  eligible
enplaned pa ssenger  can  be im posed by
an a irpor t  opera tor , and more than  85%
of the n a t ion’s la rge-, medium-, and
small-hub a irport  opera tors impose a
PFC.  Once a  PFC is imposed, it  is
included a s par t of the t icket  pr ice pa id
by pa ssengers en pla n ing a t  the a irpor t ,
collected by the a irlines, an d remitt ed to
the a irpor t  opera tor , less an  a llowance
for  a irline p rocessin g expenses.  ABQ
cur ren t ly imposes a  $3.00 PFC and
foregoes 50% of its an nu al AIP
en t it lement  funds.  The amount
foregon e by ABQ is sign ificant ly less
than th e an nu al PFC r evenu es ea rned
by imposing the $3.00 P FC.  If a  $4.50
PFC were im posed, ABQ would forego
75% of it s annua l AIP en t it lement
fun ds.

Project s tha t  a re  eligible for  PFC
funding a re those tha t  (1) preserve or
enhance the capa city, sa fet y, or  secur ity
of the a ir  t ranspor ta t ion  system,
(2) redu ce noise or  mit iga te noise
effects, or (3) fur nish opport un ities for
enha nced compet it ion  between or
among a ir car r iers.  PFCs cannot  be
used for  commercial facilit ies a t
airports, such  as r est aurants a nd other
concess ion  space, ren ta l car  facilities,
pu blic parking facilit ies, or  const ruct ion
of exclusively lea sed  space or facilit ies.

ABQ has been  collect ing a  $3.00 PF C
since J uly 1996 a nd is  au thor ized  by the
FAA under  it s firs t  PFC applica t ion  to
collect  $49.6 million.  ABQ expects t ha t
the first  PFC author izat ion  will expir e
in  FY 2002.  ABQ’s second PFC
applica t ion  was approved by the FAA in
FY 2002 and a llows ABQ to increa se it s
collect ion  au thor ity by $44.5 million .

Un der  the second PFC applica t ion , PFC
revenu es a re to be used to paydown the
unamor t ized cost  of cer ta in  Airfield
projects.  Based on t he projections of
avia t ion  act ivity presented in Ch apter
Two, ABQ will reach it s $44.5 million
author ized collect ions level by FY 2007.

For  purpose of th is ana lysis, it  was
assu med tha t  PFC revenues  would  not
be ava ilable to fund the Capit a l
Development  Progra m unt il FY 2007,
when  the second P FC author izat ion  is
projected to expire.  In  FY 2007 and
beyond, it  was assumed tha t  ABQ
would (1) receive au thor iza t ion  to
increa se its  PFC to $4.50 per enplaned
passenger ; (2) is sue PFC-suppor t ed
bonds  in F Y 2008 t o finance cost s
associat ed with  the second t ermina l
building, roadways , a nd other  projects,
such  as n ew aprons ; and  (3) use any
PFC revenu es available after  paying
debt  service to fund PFC- and AIP-
eligible pr oject  cost s in  the Ca pit a l
Development  Program.  The use of PFC
revenu es as  a  major  funding source for
capit a l pr ojects t ha t  en hance capa city,
sa fet y, and a ir line compet it ion  is
consistent  with  FAA fundin g guidelines.

ABQ IN TER NALLY
GENERATED FUNDS

Th e Air por t  Sys tem ’s  fin a n cia l
opera t ions a re accoun ted for  a s an
en terprise fund  of the City.   In  t he
past , ABQ has  u sed  in t er n a lly
genera ted funds t o fina nce project s in
the Airpor t  System .  Under  the Bond
Ordina nces, int ern a lly genera ted fun ds
are deposit ed in  the Ca pit a l Fund a t  the
end of each year  (a ft er  such  funds have
been  used  for  a ll other  purposes) and
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can  be used  for  any lawful Airpor t
System purpose.

The in terna lly gener a ted funds sh own
on Ta  bl  e  III-A inclu  de (1  ) pr  oject  ed
deposit s to the Capita l Fund from FY
2003 thr ough  FY 2025 and (2) fun ds
reimbu rsed from PFC revenues to ABQ
under  the second PFC program from FY
2003 through F Y 2007.

It  was assumed tha t  the projected ABQ
in terna lly genera ted  funds and  the
reimbursements from the second PFC
applica t ion  would be ava ilable to fund a
port ion  of the p roject s in  the Ca pit a l
Development  P rogram, as  shown on
Table  III-A.

AIRP ORT R EVENUE B ONDS

ABQ has  four  ser ies  of ou ts tanding
Sen ior  Par ity Obliga t ions (the 1995
Bonds, 1997 Refunding Bonds, 1998
Refun din g Bonds, and 2001 Refundin g
Bonds) and four  series of out standing
Subordina te Par ty Obliga t ions  (the
1995 Refunding Bonds, 1996A Bonds,
2000A Bonds, a nd 2000B Bonds).

As shown on  Ta  bl  e  III-A, ABQ m  a  y
have to issue revenue bonds to fin ance
the remain ing cost s (a fter  applying the
other  funding sources discussed a bove)
for  t he p roject s in  the Capit a l
Development  P rogram with in  the three
planning periods.  Assumpt ions u sed to
determine annual pr incipa l and int erest
payments on  those fu ture revenue
bonds  a re descr ibed in  the next  sect ion .

P R O J ECT ED  FINAN CIAL

R E S U LT S

DEB T SER VICE

Table III-B  p r e s e n t s D e b t  S e r vi ce
Requirem ent s, begin ning in  FY 1999,
on  Outs tanding Bonds, including bonds
tha t may be issued by ABQ in  the
fu t u r e t o fu n d  cer t a in  Ca pit a l
Development  Progra m cost s in  the three
planning per iods (Future Bonds).

Est imated Debt  Service Requir ements
on  Fu ture Bonds issued for  t he Capit a l
Development  Progra m were based on
t h e  fol l ow i n g  a l l ow a n ce s  a n d
assu mpt ions:

•  20-yea r  m a t u r it ies (wh ich  is
cons is ten t  with  past  pract ices a t
ABQ).

•  Allowances for  increases  in  bond
inter est  ra tes  th rough the long
term.

•  Allowances for  capita lized inter est.

•  F u n din g of t h e Debt  Ser vice
Reserve Account .

•  Allowances for  cost s of is suance.

As shown on  Table  III-B  and  cons is ten t
with  ABQ’s Bond Ordinances , the
inter est  ea rn ings on cer ta in  Debt
Ser vice Accounts  and Debt  Service
Reserve Accounts a re eith er  (1) included
as Gross Airpor t  Revenues or  (2)
 applied  to  reduce  the Debt  Service 
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Table III-B-1
DEBT SERVICE REQUIREMENTS

FOR FISCAL YEARS ENDING JUNE 30

The estimates presented in this table were prepared using information from the sources indicated and assumptions provided by, or reviewed with and agreed to by, Airport management,
as described in the accompanying text. Inevitably, some of the assumptions used to develop the estimates will not be realized and unanticipated events and circumstances may occur.
Therefore, there are likely to be differences between the estimated and actual results, and those differences may be material.

Historical (a) Estimated

1999 2000 2001 2002 2003 2004 2005
Intermediate

term (b) Long term (c)

DEBT SERVICE REQUIREMENTS

1987 Tax Bonds (junior lien) 1,045,267$ -$ -$ -$ -$ -$ -$ -$ -$
1989 Bonds 539,738 - - - - - - - -
1995 Bonds (d) 5,139,322 5,049,924 5,029,000 3,561,000 3,184,000 3,842,000 4,479,000 4,994,000 -
1995 Refunding Bonds (subordinate) 6,146,069 6,149,252 6,343,000 6,382,000 6,407,000 6,418,000 6,516,000 6,787,000 -
1996A Bonds (subordinate) 1,058,308 1,162,287 883,000 1,044,000 - - - - -
1997 Refunding Bonds (1987B Bonds) 2,679,359 3,016,109 3,029,000 3,023,000 3,023,000 3,025,000 3,021,000 3,022,000 -
1998 Refunding Bonds (1989 Bonds) 1,600,794 1,980,364 2,905,000 2,920,000 3,547,000 3,547,000 3,552,000 3,568,000 -
2000A Bonds (subordinate) - 51,984 484,000 508,000 600,000 586,000 573,000 593,000 -
2000B Bonds (subordinate) - 186,278 1,195,000 2,639,000 2,639,000 2,639,000 3,041,000 4,508,000 -
Future Bonds for projects (e) - - - - - - 9,267,000 52,140,000 50,661,000

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
Total Debt Service Requirements 18,208,857$ 17,596,198$ 19,868,000$ 20,077,000$ 19,400,000$ 20,057,000$ 30,449,000$ 75,612,000$ 50,661,000$

========== ========== ========== ========== ========== ========== ========== ========== ==========

NET DEBT SERVICE REQUIREMENTS

1989 Bonds 539,738$ -$ -$ -$ -$ -$ -$ -$ -$
less: Interest on Debt Service Reserve Account (f) (64,001) - - - - - - - -

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
475,737$ -$ -$ -$ -$ -$ -$ -$ -$

1987 Tax Bonds (junior lien) 1,045,267 - - - - - - - -

1995 Bonds 5,139,322$ 5,049,924$ 5,029,000$ 3,561,000$ 3,184,000$ 3,842,000$ 4,479,000$ 4,994,000$ -$
less: Interest on Debt Service Reserve Account (647,156) (311,775) (311,775) (67,000) (67,000) (67,000) (67,000) (67,000) -

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
4,492,166$ 4,738,149$ 4,717,225$ 3,494,000$ 3,117,000$ 3,775,000$ 4,412,000$ 4,927,000$ -$

1995 Refunding Bonds (subordinate) 6,146,069$ 6,149,252$ 6,343,000$ 6,382,000$ 6,407,000$ 6,418,000$ 6,516,000$ 6,787,000$ -$
less: Interest on Debt Service Reserve Account (695,365) (335,000) (335,000) (335,000) (335,000) (335,000) (335,000) (335,000) -

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
5,450,704$ 5,814,252$ 6,008,000$ 6,047,000$ 6,072,000$ 6,083,000$ 6,181,000$ 6,452,000$ -$

1996A Bonds (subordinate) 1,058,308$ 1,162,287$ 883,000$ 1,044,000$ -$ -$ -$ -$ -$
less: Interest on Debt Service Reserve Account (322,229) (155,237) (140,000) (140,000) - - - - -

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
736,079$ 1,007,050$ 743,000$ 904,000$ -$ -$ -$ -$ -$

1997 Refunding Bonds (1987B Bonds) 2,679,359 3,016,109 3,029,000 3,023,000 3,023,000 3,025,000 3,020,000 3,022,000 -

1998 Refunding Bonds (1989 Bonds) 1,600,794 1,980,364 2,905,000 2,920,000 3,547,000 3,547,000 3,552,000 3,568,000 -
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Table III-B-1 (continued)
DEBT SERVICE REQUIREMENTS

FOR FISCAL YEARS ENDING JUNE 30

Historical (a) Estimated

1999 2000 2001 2002 2003 2004 2005
Intermediate

term (b) Long term (c)

NET DEBT SERVICE REQUIREMENTS (cont'd)

2000A Bonds (subordinate) - 51,984 484,000 508,000 600,000 586,000 573,000 593,000 -
2000B Bonds (subordinate) - 186,278 1,195,000 2,639,000 2,639,000 2,639,000 3,041,000 4,508,000 -

Future Bonds for projects (e) -$ -$ -$ -$ -$ -$ 9,267,000$ 52,140,000$ 50,661,000$
less: Interest on Debt Service Reserve Account - - - - - - (463,000) (2,607,000) (2,533,000)

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
-$ -$ -$ -$ -$ -$ 8,804,000$ 49,533,000$ 48,128,000$

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
Total Net Debt Service Requirements 16,480,106$ 16,794,186$ 19,081,225$ 19,535,000$ 18,998,000$ 19,655,000$ 29,583,000$ 72,603,000$ 48,128,000$

========== ========== ========== ========== ========== ========== ========== ========== ==========

NET DEBT SERVICE FUNDING REQUIREMENTS

120% of Annual Net Debt Service Requirements
1989 Bonds 570,884$ -$ -$ -$ -$ -$ -$ -$ -$
1995 Bonds (d) 5,390,599 5,685,779 5,661,000 4,193,000 3,740,000 4,530,000 5,294,000 5,912,000 -
1997 Refunding Bonds (1987Bs) 3,215,231 3,619,331 3,635,000 3,628,000 3,628,000 3,630,000 3,624,000 3,626,000 -
1998 Refunding Bonds (1989 Bonds) 1,920,953 2,376,437 3,486,000 3,504,000 4,256,000 4,256,000 4,262,000 4,282,000 -
Future Bonds for projects - - - - - - 10,565,000 59,440,000 57,754,000

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
11,097,667$ 11,681,547$ 12,782,000$ 11,325,000$ 11,624,000$ 12,416,000$ 23,745,000$ 73,260,000$ 57,754,000$

100% of Annual Net Debt Service Requirements
1987 Tax Bonds 1,045,267$ -$ -$ -$ -$ -$ -$ -$ -$
1995 Refunding Bonds 5,450,704 5,814,252 6,008,000 6,047,000 6,072,000 6,083,000 6,181,000 6,452,000 -
1996A Bonds 736,079 1,007,050 743,000 904,000 - - - - -
2000A Bonds - 51,984 484,000 508,000 600,000 586,000 573,000 593,000 -
2000B Bonds - 186,278 1,195,000 2,639,000 2,639,000 2,639,000 3,041,000 4,508,000 -

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
7,232,050$ 7,059,564$ 8,430,000$ 10,098,000$ 9,311,000$ 9,308,000$ 9,795,000$ 11,553,000$ -$

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
Total net debt service funding requirements 18,329,717$ 18,741,111$ 21,212,000$ 21,423,000$ 20,935,000$ 21,724,000$ 33,540,000$ 84,813,000$ 57,754,000$

========== ========== ========== ========== ========== ========== ========== ========== ==========

(a) Source: Airport management records, except as noted. The amount of interest income shown by series of bonds has been allocated to each series based on Debt Service Reserve Account balances.
(b) Assumed to be FY 2010.
(c) Assumed to be FY 2025.
(d) Includes the 2001 Refunding Bonds beginning in FY 2001.
(e) Based on capital project costs assumed to be funded with Airport Revenue Bonds. See text for more detailed assumptions.
(f) The 1989 Bonds were refunded in FY 1999. As such, interest income in FY 1999 has been prorated to reflect the refunding.

Sources: Smith Barney Inc. and Dain Rauscher, except as noted.
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Requir em en t s  fu n d ed  fr om  N et
Revenu es.  Debt  service coverage equa l
to 120% of annua l Debt  Service
Requir ements is in cluded  in  the
ca lcula t ion  of annual a ir line r a tes  and
cha rges.

Deb t  Ser v ice  Requi r em en t s  on
Outs tanding and  Future Bonds a re
a lloca ted to Air por t  Sys tem cos t  cen ters
on  the bas is  of the project  cost s fina nced
wit  h such  Bonds  as  shown on  Ta  bl  e  III-
B  .

OP ERATION  AND
MAINTENANCE EXP ENSES

Ta  b  le III-C p resents  h is tor ica l and
projected Opera t ion  a nd  Main tenance
(O&M) Expenses by object  type and cost
center  for  FY 1999 th rough the long-
term planning per iod.  The project ions
of O&M Expenses inclu de a llowances
for  addit iona l expenses associat ed with
cer t a in  projects  in  t h e Ca pit a l
Development  Program, such  as the
t ermina l expansion , roadways , and
pu blic parking project s.  O&M Expenses
were assu med to increa se with  the
assu med level of in fla t ion  of 3.0% and
the forecast  ra te of increase in  numbers
of enplan ed passengers.

O&M Expenses include direct  and
indirect  expenses of the Airpor t  System.
Direct  expenses  a re expenses  dir ectly
charged to one of the Airpor t  System
cost  cen ter s – the Termina l Complex,
Airfield, Termina l Apron , Reliever
Air por t , Landside Area , an d Other
Area s.  Indirect  expenses include
expen ses  for  r oa d wa ys , gen er a l
main tenance and  adminis t ra t ion , and
secur ity and a re a ll a lloca ted to Air por t

System cost  cen ter s according to
procedures established byABQ, agreed
to by th e Signa tory Air lines , and
applied consist ent ly each  F isca l Year .

GROSS AIRP ORT REVENUES

Table  III-D  present  s historical Gross
Air por t  Revenues from FY 1999 through
FY 2001 and projected Gross Airport
Revenu es for  the three p lanning
per iods.  Gross Airpor t  Revenu es
include revenues from a irline r at es an d
cha rges, nonair line revenues  from
concessions and park ing, nonair line
space ren ta ls, cer ta in in terest  income,
Reliever Air por t  revenues, r en ta l ca r
CFC revenues, and P FC r evenues.  The
following is a  br ief discussion  of the
assumpt ions used t o project  pa ssen ger
and cargo a ir line ra tes  and charges and
n on a ir lin e r even u es .  On ly t h e
project ions through  the in termedia te
term a re discussed below.

P a s se n g er a n d
Cargo Airl ine  Re venu es

As st a ted ea r lier, th e Airline Leases
and Car go Airline Leases p rovide th e
ba sis  for  t he annua l reca lcula t ion  of
pa ssen ger and ca rgo a irline ra tes a nd
char ges, which  a re based  on  cost -
recovery pr inciples.  Both  Leases expir e
on  J un e 30, 2006.  For pur poses of th is
ana lysis, it  wa s a ssumed t ha t  sim ila r
meth odologies for  recalcula t ing a ir line
ra tes and charges would be used by
ABQ following expira t ion  of the Leases
a t  the end of FY 2006.

In  genera l, t he project ions of passenger
and  cargo a ir line revenues  shown on
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Table  III-D  were based on the
following a ssumpt ions:

•  The ca lcula t ion  of a irline ra tes and
charges in  the fu ture would include
t h e a ddit ion a l Debt  Ser vice
Requirem ent s, O&M Expenses, a nd
a m or t i z a t i on  of  i n t e r n a l l y
genera ted cash  flow associa ted with
projects in t he Capita l Development
Program.

•  Curren t  amounts  of a ir line r en t ed
space and  ga te use would  form the
basis for  the use of exis t ing
facilities.

•  Addit ion a l spa ce leased  by t h e
pa ssen ger airlines wou ld be based
on  assumpt ions  regard ing (1)
existing ga te use, (2) the ra t io of
spa ce leased  – on  average – to the
number  of gat es leased, and  (3) the
for eca st s of a via t ion  a ct ivity
presen ted in Ch apter  Two.

•  Addit iona l ca rgo buildin g and apron
space lea sed by the cargo a irlines a t
ABQ would increa se over  t ime
based on  project ed ca rgo tonnage
an d aviat ion a ctivity levels.

As shown on  Ta  bl  e  III-D  , pas  sen  ger
and cargo a ir line ra tes  and charges a re
projected to increase from $24,002,371
in  FY 2001 (the la tes t  h is tor ica l year ) to
$66,516,000 in  the in termedia te-term
planning pe  r  iod.  Ta  bl  e  III-D  also
shows the t ota l of a ll passenger  a ir line
pa ymen t s (termina l ren ta ls , landing
fees, an d oth er cha rges) expressed on  a
per  enplaned  passenger  bas is  for  the
same per iod.  P rojected financia l resu lt s
were d iscounted to FY 2001 dollar s for
pur poses of compar ison  with  recent

h istor ica l resu lt s.  Airline paymen ts per
enplaned passenger a re pr ojected to
increa se from $7.05 in  FY 2001 to
$13.21 in  t he int erm edia t e-t erm
planning per iod (from $7.05 to $10.12 in
FY 2001 dolla rs.)

N on a irli n e  Re v e n u e s

In  FY 2001, th e three lar gest sources of
n on a i r l i n e  r e ve n u e s  a t  AB Q ,
cons t itu t ing over  75% of tota l nonair line
revenu es (excluding PFC and CFC
revenue), were (1) public par king fees,
(2) renta l ca r  pr ivilege fees, an d (3)
leased site rent a ls, which include
rent a ls a ssocia ted with  the hotel a t
ABQ.

Nonair line revenu es ar e projected to
increa se 5.9% per  year  th rough the
int ermediate-term plan ning period,
reflect ing an  increase in  the number  of
en p la n ed  pa ssenge r s  a nd  pr ice
increa ses.  In  gener a l, it wa s a ssu med
tha t ABQ would renegotia te leases th at
expir e du r ing the pla nning per iod wit h
su bst a n t ia lly sim ilar  ter ms a n d
condit ions a nd would implemen t
changes in  ra te s t ructures  and bus iness
pra ctices, a s n ecessa ry, to mainta in
posit ive fina ncial per formance.

DEB T SER VICE COVER AGE

Table  III-E  pr  ese  n  t  s d  ebt  ser  vice
coverage from FY 1999 through the
t h r ee  p la n n in g pe r iods .   Th e
ca lcula t ions of the two tes t s tha t  show
debt  service covera ge complia nce  in
a ccor d a n ce  w i t h  AB Q ’s  B on d
Ordinances a re shown in t he table.
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Table III-B-2
COST CENTER ALLOCATION OF ESTIMATED

NET DEBT SERVICE FUNDING REQUIREMENTS
FOR FISCAL YEARS ENDING JUNE 30

The estimates presented in this table were prepared using information from the sources indicated and assumptions provided by, or reviewed with and agreed to by, Airport management,
as described in the accompanying text. Inevitably, some of the assumptions used to develop the estimates will not be realized and unanticipated events and circumstances may occur.
Therefore, there are likely to be differences between the estimated and actual results, and those differences may be material.

Historical (a) Estimated

1999 2000 2001 2002 2003 2004 2005
Intermediate

term (b) Long term (c)

TERMINAL COMPLEX

Terminal building
1987 Tax Bonds (junior lien) 509,045$ -$ -$ -$ -$ -$ -$ -$ -$
1995 Refunding Bonds (subordinate) 3,789,542 4,042,000 4,177,000 4,204,000 4,221,000 4,229,000 4,297,000 4,486,000 -
1995 Bonds (d) 705,297 760,377 763,000 581,000 518,000 626,000 732,000 818,000 -
1997 Refunding Bonds 2,510,400 2,824,800 2,837,000 2,832,000 2,832,000 2,834,000 2,830,000 2,831,000 -
Future Bonds for projects - - - - - - 5,237,000 45,272,000 48,794,000

---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ----------------
7,514,284$ 7,627,177$ 7,777,000$ 7,617,000$ 7,571,000$ 7,689,000$ 13,096,000$ 53,407,000$ 48,794,000$

Loading bridges
1997 Refunding Bonds 427,200$ 481,200$ 482,000$ 482,000$ 482,000$ 482,000$ 481,000$ 481,000$ -$
Future Bonds for projects - - - - - - 163,000 163,000 -

---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ----------------
427,200$ 481,200$ 482,000$ 482,000$ 482,000$ 482,000$ 644,000$ 644,000$ -$

Bag claim devices
1997 Refunding Bonds 93,600$ 105,600$ 107,000$ 106,000$ 106,000$ 107,000$ 106,000$ 106,000$ -$
Future Bonds for projects - - - - - - 72,000 619,000 667,000

---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ----------------
93,600$ 105,600$ 107,000$ 106,000$ 106,000$ 107,000$ 178,000$ 725,000$ 667,000$

---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ----------------
Subtotal Terminal Complex 8,035,084$ 8,213,977$ 8,366,000$ 8,205,000$ 8,159,000$ 8,278,000$ 13,918,000$ 54,776,000$ 49,461,000$

AIRFIELD

1995 Bonds (d) 4,685,302$ 4,925,402$ 4,899,000$ 3,613,000$ 3,224,000$ 3,904,000$ 4,563,000$ 5,095,000$ -$
1996A Bonds (subordinate) 736,079 1,007,050 743,000 904,000 - - - - -
Future Bonds for projects - - - - - - - - -

---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ----------------
Subtotal Airfield 5,421,381$ 5,932,452$ 5,642,000$ 4,517,000$ 3,224,000$ 3,904,000$ 4,563,000$ 5,095,000$ -$

TERMINAL APRON

1997 Refunding Bonds 156,000$ 175,200$ 176,000$ 175,000$ 175,000$ 176,000$ 175,000$ 175,000$ -$
1995 Refunding Bonds (subordinate) 732,869 782,000 808,000 815,000 818,000 819,000 831,000 867,000 -
1987 Tax Bonds (junior lien) 259,226 - - - - - - - -
Future Bonds for projects - - - - - - 1,896,000 1,896,000 -

---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ----------------
Subtotal Terminal Apron 1,148,095$ 957,200$ 984,000$ 990,000$ 993,000$ 995,000$ 2,902,000$ 2,938,000$ -$
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Table III-B-2 (continued)
COST CENTER ALLOCATION OF ESTIMATED

NET DEBT SERVICE FUNDING REQUIREMENTS
FOR FISCAL YEARS ENDING JUNE 30

Historical (a) Estimated

1999 2000 2001 2002 2003 2004 2005
Intermediate

term (b) Long term (c)

LANDSIDE AREA

1987 Tax Bonds (junior lien) 4,181$ -$ -$ -$ -$ -$ -$ -$ -$
1989 Bonds 375,687 - - - - - - - -
1995 Refunding Bonds (subordinate) 118,265 126,000 130,000 131,000 132,000 132,000 134,000 140,000 -
1998 Refunding Bonds 1,263,372 1,563,885 2,294,000 2,306,000 2,801,000 2,801,000 2,805,000 2,818,000 -
Future Bonds for projects - - - - - - - - -

---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ---------------- ----------------
Subtotal Parking Area 1,761,505$ 1,689,885$ 2,424,000$ 2,437,000$ 2,933,000$ 2,933,000$ 2,939,000$ 2,958,000$ -$

OTHER AREAS

Cargo Building--Future Bonds -$ -$ -$ -$ -$ -$ 1,305,000$ 1,305,000$ -$
Cargo Apron--Future Bonds - - - - - - 152,000 152,000 -
Airline Fuel Farm--Future Bonds - - - - - - 1,739,000 1,739,000 -

Other
1987 Tax Bonds (junior lien) 236,230 - - - - - - - -
1995 Refunding Bonds (subordinate) 103,111 110,000 114,000 114,000 115,000 115,000 117,000 122,000 -
2000A Bonds (subordinate) - 18,153 169,000 177,000 210,000 205,000 200,000 207,000 -
2000B Bonds (subordinate) - 186,278 1,195,000 2,639,000 2,639,000 2,639,000 3,041,000 4,508,000 -
Future Bonds for projects - - - - - - - - -

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
Subtotal Other Areas 339,341$ 314,431$ 1,478,000$ 2,930,000$ 2,964,000$ 2,959,000$ 6,554,000$ 8,033,000$ -$

ROADWAYS (INDIRECT COST CENTER)

1987 Tax Bonds (junior lien) 36,584$ -$ -$ -$ -$ -$ -$ -$ -$
1989 Bonds 195,197 - - - - - - - -
1997 Refunding Bonds 28,800 32,400 32,000 32,000 32,000 32,000 32,000 32,000 -
1998 Refunding Bonds 656,812 812,551 1,192,000 1,198,000 1,455,000 1,455,000 1,457,000 1,464,000 -
1995 Refunding Bonds (subordinate) 706,918 754,000 779,000 784,000 787,000 789,000 802,000 837,000 -
2000A Bonds (subordinate) - 33,831 315,000 331,000 390,000 381,000 373,000 386,000 -
Future Bonds for projects - - - - - - - 8,293,000 8,293,000

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
Subtotal roadways indirect cost center 1,624,311$ 1,632,782$ 2,318,000$ 2,345,000$ 2,664,000$ 2,657,000$ 2,664,000$ 11,012,000$ 8,293,000$

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------

Total net debt service funding requirements 18,329,717$ 18,740,728$ 21,212,000$ 21,424,000$ 20,937,000$ 21,726,000$ 33,540,000$ 84,812,000$ 57,754,000$
========== ========== ========== ========== ========== ========== ========== ========== ==========

Allocation of roadway
costs to cost centers Percent
Terminal Complex 45.0% 730,940$ 734,752$ 1,043,000$ 1,055,000$ 1,199,000$ 1,196,000$ 1,199,000$ 4,955,000$ 3,732,000$
Airfield -- - - - - - - - - -
Landside Area 45.0% 730,940 734,752 1,043,000 1,055,000 1,199,000 1,196,000 1,199,000 4,955,000 3,732,000
Other Areas 10.0% 162,431 163,278 232,000 235,000 266,000 265,000 266,000 1,102,000 829,000

----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- ----------------- -----------------
100.0% 1,624,311$ 1,632,782$ 2,318,000$ 2,345,000$ 2,664,000$ 2,657,000$ 2,664,000$ 11,012,000$ 8,293,000$

========== ========== ========== ========== ========== ========== ========== ========== ==========

Note: Allocated on the basis of an analysis of project cost expenditures by bond issue by Airport cost center.

(a) Source: Airport management records, unless otherwise noted.
(b) Assumed to be FY 2010.

(c) Assumed to be FY 2025.
(d) Includes the 2001 Refunding Bonds beginning in FY 2001.
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Table III-C
OPERATION AND MAINTENANCE EXPENSES

FOR FISCAL YEARS ENDING JUNE 30

The projections presented in this table were prepared using information from the sources indicated and assumptions provided by, or reviewed with and agreed to by, Airport management, as described
in the accompanying text. Inevitably, some of the assumptions used to develop the projections will not be realized and unanticipated events and circumstances may occur. Therefore, there are likely to be
differences between the projected and actual results, and those differences may be material.

Historical (a) Budget (b) Projected

1999 2000 2001 2002 2003 2004 2005
Intermediate

term (c) Long term (d)
BY OBJECT TYPE

Salaries and benefits 8,632,511$ 9,610,099$ 10,763,281$ 11,507,000$ 12,505,000$ 13,589,000$ 14,785,000$ 22,940,000$ 56,006,000$
Professional services 320,264 142,423 171,105 250,000 272,000 296,000 322,000 452,000 1,069,000
Utilities 1,886,693 1,970,844 2,242,553 2,203,000 2,394,000 2,602,000 2,844,000 5,632,000 14,546,000
Supplies 511,603 590,122 567,481 520,000 565,000 614,000 669,000 1,211,000 3,094,000
Travel 37,823 32,119 44,646 74,000 80,000 87,000 95,000 134,000 316,000
Repairs and maintenance 2,027,278 2,152,239 2,149,524 2,298,000 2,497,000 2,713,000 2,953,000 4,421,000 10,636,000
Contractual services 967,122 1,028,319 1,902,302 3,660,000 3,977,000 4,322,000 4,699,000 6,860,000 16,427,000
Other operating expenses 1,691,724 1,509,716 1,701,879 2,073,000 2,253,000 2,448,000 2,661,000 3,892,000 9,304,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
16,075,018$ 17,035,881$ 19,542,772$ 22,585,000$ 24,543,000$ 26,671,000$ 29,028,000$ 45,542,000$ 111,398,000$

=========== =========== =========== =========== =========== =========== =========== =========== ===========

BY COST CENTER

Terminal Complex 8,899,563$ 9,837,782$ 10,578,783$ 10,969,000$ 11,920,000$ 12,953,000$ 14,116,000$ 23,824,000$ 58,465,000$
Airfield 2,769,443 2,816,832 3,195,490 3,495,000 3,798,000 4,127,000 4,486,000 6,295,000 14,823,000
Terminal Apron 419,933 439,354 487,485 531,000 577,000 627,000 682,000 956,000 2,252,000
Reliever Airport 578,397 425,384 335,290 490,000 532,000 579,000 629,000 883,000 2,078,000
Landside Area 2,929,850 3,013,915 3,008,326 3,279,000 3,563,000 3,872,000 4,210,000 6,696,000 17,552,000
Other Areas

Cargo Apron 92,472 93,929 106,823 117,000 127,000 138,000 150,000 211,000 496,000
Cargo Building 59,892 63,305 67,466 71,000 77,000 84,000 91,000 128,000 303,000
Consolidated Rental Car Facility - - 147,000 93,000 101,000 109,000 118,000 163,000 374,000
Common rental car shuttle bus - - 1,014,000 2,546,000 2,767,000 3,007,000 3,268,000 4,587,000 10,803,000
All other areas 325,466 345,380 602,110 994,000 1,081,000 1,175,000 1,278,000 1,799,000 4,252,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
16,075,018$ 17,035,881$ 19,542,772$ 22,585,000$ 24,543,000$ 26,671,000$ 29,028,000$ 45,542,000$ 111,398,000$

=========== =========== =========== =========== =========== =========== =========== =========== ===========

Average annual percent increase 8.6% 6.0% 14.7% 15.6% 8.7% 8.7% 8.8% 9.4% 6.1%

(a) Source: Aviation Department audited financial statements.
(b) Source: Aviation Department FY 2002 Budget.
(c) Assumed to be FY 2010.
(d) Assumed to be FY 2025.
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Table III-D
AIRPORT REVENUES FOR

FISCAL YEARS ENDING JUNE 30

The projections presented in this table were prepared using information from the sources indicated and assumptions provided by, or reviewed with and agreed to by, Airport management,
as described in the accompanying text. Inevitably, some of the assumptions used to develop the projections will not be realized and unanticipated events and circumstances may occur.
Therefore, there are likely to be differences between the projected and actual results, and those differences may be material.

Historical (a) Projected

1999 2000 2001 2002 2003 2004 2005
Intermediate

term (b) Long term (c)
AIRLINE REVENUES

Signatory Passenger Airlines
Terminal Complex

Rentals 8,762,708$ 10,142,293$ 9,452,427$ 9,279,000$ 10,466,000$ 11,353,000$ 17,977,000$ 43,490,000$ 63,437,000$
Loading bridge fees (d) 878,696 962,377 952,061 1,013,000 1,052,000 1,093,000 1,302,000 1,693,000 2,353,000
Baggage claim device charges (e) - 206,405 207,000 318,000 325,000 334,000 484,000 1,621,000 1,754,000

Terminal Apron fees 1,268,486 964,098 1,250,615 1,190,000 1,368,000 1,480,000 3,339,000 2,425,000 1,710,000
Landing fees 8,289,726 7,880,194 8,596,691 10,344,000 9,228,000 9,611,000 10,157,000 12,124,000 15,124,000
Commuter ramp fees - 34,647 43,486 42,000 38,000 39,000 40,000 48,000 73,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
[A] 19,199,616$ 20,190,014$ 20,502,280$ 22,186,000$ 22,477,000$ 23,910,000$ 33,299,000$ 61,401,000$ 84,451,000$

Nonsignatory Passenger Airlines
Terminal Complex rentals 61,176$ 92,179$ 110,440$ 88,000$ 89,000$ 90,000$ 90,000$ 95,000$ 112,000$
Nonpreferential gate use fees 588,998 664,156 750,320 369,000 390,000 412,000 435,000 526,000 795,000
Landing fees 708,171 741,257 737,661 344,000 292,000 288,000 289,000 285,000 235,000
Overnight aircraft parking fees 99,550 100,688 92,886 100,000 100,000 100,000 100,000 100,000 100,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
[B] 1,457,895$ 1,598,280$ 1,691,307$ 901,000$ 871,000$ 890,000$ 914,000$ 1,006,000$ 1,242,000$

Cargo Airlines
Landing fees 1,309,431$ 1,342,045$ 1,288,255$ 1,209,000$ 1,077,000$ 1,119,000$ 1,175,000$ 1,496,000$ 2,764,000$
Cargo Apron fees 254,737 167,328 254,605 219,000 229,000 251,000 311,000 329,000 539,000
Cargo Building rentals 265,532 238,984 265,924 277,000 282,000 296,000 536,000 545,000 927,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
1,829,700$ 1,748,357$ 1,808,784$ 1,705,000$ 1,588,000$ 1,666,000$ 2,022,000$ 2,370,000$ 4,230,000$

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
Total airline revenues 22,487,211$ 23,536,651$ 24,002,371$ 24,792,000$ 24,936,000$ 26,466,000$ 37,974,000$ 66,516,000$ 89,923,000$

=========== =========== =========== =========== =========== =========== =========== =========== ===========

Enplaned passengers [C] 3,092,096 3,160,245 3,149,964 3,323,000 3,506,000 3,699,000 3,903,000 4,725,000 7,141,000

Airline payments
per enplaned passenger [(A+B)/C] $6.68 $6.89 $7.05 $6.95 $6.66 $6.70 $8.77 $13.21 $12.00

Discounted to FY 2001 dollars (f) $7.05 $6.75 $6.28 $6.14 $7.79 $10.12 $5.90
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Table III-D (continued)
AIRPORT REVENUES FOR

FISCAL YEARS ENDING JUNE 30

Historical (a) Projected

1999 2000 2001 2002 2003 2004 2005
Intermediate

term (b) Long term (c)

NONAIRLINE REVENUES

Concessions
Rental cars (g) 5,784,986$ 6,532,045$ 6,678,018$ 7,614,000$ 8,152,000$ 8,731,000$ 9,352,000$ 12,196,000$ 23,042,000$
News/gifts 1,287,702 1,355,337 1,337,969 1,454,000 1,580,000 1,717,000 1,866,000 2,619,000 6,166,000
Food/beverage 1,188,019 1,280,108 1,390,295 1,511,000 1,642,000 1,784,000 1,939,000 2,721,000 6,407,000
Advertising 316,248 321,621 280,169 304,000 331,000 360,000 391,000 548,000 1,291,000
Pay telephone 199,223 201,606 205,605 224,000 243,000 264,000 287,000 402,000 947,000
Baggage lockers 2,832 2,916 2,284 3,000 3,000 3,000 3,000 3,000 3,000
Space rentals 363,104 398,000 350,544 351,000 351,000 351,000 351,000 351,000 351,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
9,142,114$ 10,091,633$ 10,244,884$ 11,461,000$ 12,302,000$ 13,210,000$ 14,189,000$ 18,840,000$ 38,207,000$

Landside Area
Public parking 7,459,222$ 7,548,681$ 7,418,152$ 7,504,000$ 7,996,000$ 8,521,000$ 9,082,000$ 15,022,000$ 34,260,000$
Employee parking 57,036 56,205 54,895 57,000 58,000 60,000 62,000 72,000 112,000
Commercial vehicle lane 441,082 532,087 393,023 380,000 392,000 403,000 415,000 482,000 750,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
7,957,340$ 8,136,973$ 7,866,070$ 7,941,000$ 8,446,000$ 8,984,000$ 9,559,000$ 15,576,000$ 35,122,000$

Airfield 328,830 361,389 376,917 386,000 396,000 406,000 416,000 471,000 696,000

Reliever Airport 39,612 57,937 47,669 49,000 51,000 52,000 54,000 62,000 97,000

Other Areas
Building and ground rentals 1,211,606$ 1,436,689$ 1,351,416$ 1,372,000$ 1,392,000$ 1,413,000$ 1,434,000$ 1,545,000$ 1,932,000$
Rental car facility rentals (h) 237,774 318,981 563,983 1,445,000 1,461,000 1,467,000 1,652,000 2,344,000 527,000
Other leased sites 332,034 284,135 272,780 271,000 271,000 271,000 271,000 271,000 271,000
General aviation 166,730 168,129 162,457 165,000 165,000 165,000 165,000 165,000 165,000
Repayment of fuel farm debt service - - - - - - 1,739,000 1,739,000 -

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
1,948,144$ 2,207,934$ 2,350,636$ 3,253,000$ 3,289,000$ 3,316,000$ 5,261,000$ 6,064,000$ 2,895,000$

Miscellaneous revenues 1,355,175 1,309,447 850,799 1,299,000 1,321,000 1,344,000 1,389,000 2,114,000 3,737,000
------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------

20,771,215$ 22,165,313$ 21,736,975$ 24,389,000$ 25,805,000$ 27,312,000$ 30,868,000$ 43,127,000$ 80,754,000$

CFC revenues - - 1,840,909 3,861,000 4,086,000 4,325,000 4,807,000 6,932,000 10,803,000
PFC revenues 8,258,458 8,289,634 8,544,558 9,014,000 9,510,000 10,034,000 10,587,000 19,401,000 29,321,000

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
Total nonairline revenues 29,029,673$ 30,454,947$ 32,122,442$ 37,264,000$ 39,401,000$ 41,671,000$ 46,262,000$ 69,460,000$ 120,878,000$

------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- ------------------- -------------------
Total revenues 51,516,884$ 53,991,598$ 56,124,813$ 62,056,000$ 64,337,000$ 68,137,000$ 84,236,000$ 135,976,000$ 210,801,000$

=========== =========== =========== =========== =========== =========== =========== =========== ===========

(a) Source: Aviation Department records, except as noted.
(b) Assumed to be FY 2010.
(c) Assumed to be FY 2025.
(d) Includes fixed and operating loading bridge fees.

(e) For FY 1999, baggage claim revenues are included in Terminal Complex rentals.
(f) Assuming annual inflation of 3.0%.
(g) Reflects the privilege fee of 9% of rental car gross revenues.
(h) Includes ready/return space rentals in the public parking structure and surface lot, and ground rentals for service facilities.
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Table III-E
DEBT SERVICE COVERAGE

FOR FISCAL YEARS ENDING JUNE 30

The projections presented in this table were prepared using information from the sources indicated and assumptions provided by, or reviewed with and agreed to by, Airport management, as described
in the accompanying text. Inevitably, some of the assumptions used to develop the projections will not be realized and unanticipated events and circumstances may occur. Therefore, there are likely to be
differences between the projected and actual results, and those differences may be material.

Historical (a) Projected
Table

reference 1999 2000 2001 2002 2003 2004 2005
Intermediate

term (b) Long term (c)

GROSS AIRPORT REVENUES

DAirline and nonairline revenues 43,258,426$ 45,701,964$ 45,739,346$ 49,181,000$ 50,741,000$ 53,778,000$ 68,842,000$ 109,643,000$ 170,677,000$
CFC revenues - - 1,840,909 3,861,000 4,086,000 4,325,000 4,807,000 6,932,000 10,803,000
PFC revenues 8,258,458 8,289,634 8,544,558 9,014,000 9,510,000 10,034,000 10,587,000 19,401,000 29,321,000

------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------
51,516,884$ 53,991,598$ 56,124,813$ 62,056,000$ 64,337,000$ 68,137,000$ 84,236,000$ 135,976,000$ 210,801,000$

Less: Operation and Maintenance Expenses C 16,075,018 17,035,881 19,542,772 22,585,000 24,543,000 26,671,000 29,028,000 45,542,000 111,398,000
------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------

Net Revenues 35,441,866$ 36,955,717$ 36,582,041$ 39,471,000$ 39,794,000$ 41,466,000$ 55,208,000$ 90,434,000$ 99,403,000$
=========== =========== =========== =========== =========== =========== =========== =========== ===========

RATE COVENANT TEST 1

Net Revenues [A] 35,441,866$ 36,955,717$ 36,582,041$ 39,471,000$ 39,794,000$ 41,466,000$ 55,208,000$ 90,434,000$ 99,403,000$
Senior Parity Debt Service Requirements [B] B-1 9,248,056 9,734,622 10,651,225 9,437,000 9,687,000 10,347,000 19,788,000 61,050,000 48,128,000

Demonstrated coverage [A/B] 3.83 3.80 3.43 4.18 4.11 4.01 2.79 1.48 2.07

Required coverage 1.20 1.20 1.20 1.20 1.20 1.20 1.20 1.20 1.20

RATE COVENANT TEST 2

Net Revenues 35,441,866$ 36,955,717$ 36,582,041$ 39,471,000$ 39,794,000$ 41,466,000$ 55,208,000$ 90,434,000$ 99,403,000$
Plus: Debt Service Reserve Account interest earnings B-1 1,728,751 802,012 802,012 557,009 401,771 401,771 865,129 3,008,787 2,533,056

------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------ ------------------
[C] 37,170,617$ 37,757,729$ 37,384,053$ 40,028,009$ 40,195,771$ 41,867,771$ 56,073,129$ 93,442,787$ 101,936,056$

Debt Service Requirements [D] B-1 18,208,857$ 17,596,198$ 19,868,000$ 20,077,000$ 19,400,000$ 20,057,000$ 30,449,000$ 75,612,000$ 50,661,000$

Demonstrated coverage [C/D] 2.04 2.15 1.88 1.99 2.07 2.09 1.84 1.24 2.01

Required coverage 1.10 1.10 1.10 1.10 1.10 1.10 1.10 1.10 1.10

(a) Source: Aviation Department records.
(b) Assumed to be FY 2010.
(c) Assumed to be FY 2025.
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As shown on  Table  III-E  , Net  Revenu  es
(Gross Revenues less Opera t ion  and
Maintenance Expenses) a re projected to
increa se from $36,582,041 in  FY 2001 to
$90,434,000 in  the in termediate-term
pla nning per iod, resu ltin g in debt
service covera ge ra t ios t ha t  exceed the
requ irements of both  tes t s in  the Bond
Ordina nces.

S U MMAR Y

Ta  b  le  III-A pr  ese  n  t  s t  h  e Ca  pit  a  l
Development  Progra m and funding
sour ces.  As pr eviously indica ted, it  was
assu med th at  project costs would be
funded with  a  combina t ion  of federa l
gran t s-in -a id, PFC reven ues, in terna lly
genera ted cash  flow, and  fu ture revenue
bonds.  Beyond t he shor t -term p lanning
period, the Airpor t  System will cont inue
to be developed as r equired t o meet  the
needs of increas ing pa ssen ger dema nd,
cons is ten t  with  fu ture funding sources
ava ilable t o ABQ a t  the t ime of project
im plem en t a t ion .  Th e fin a n cia l
fea sibilit y of fut ur e project s will be
determined by th e provisions of exist ing

or  fu ture leases, fun ding levels an d
pa r t icipa t ion  ra tes  of federa l gran t -in-
a id program s, the ava ilability of P FC
revenu es (pa y-as-you-go and leveraged),
bonding capa city, and t he a bilit y to
gener a te in terna l cash  flow from
Airport  System opera tions.

The financia l p roject ions were prepa red
on the basis of ava ilable informat ion
and assumpt ions  as set  for th  in  th is
chapter .  I t  is believed tha t  such
informat ion  and a ssu mpt ions pr ovide a
rea sonable ba sis for  the project ions to
the level of det a il appropr ia t e for  an
a irpor t  ma ster  plan.  Based on t hese
assu mpt ions, the Capita l Development
Program could be financed in  the fu ture
by ABQ and resu lt  in  key financia l
indica tors tha t  a re cons is ten t  with  the
h istor ica l resu lts of the Airport  System
and indust ry compa rables.  However,
some of the assumpt ions used to
develop t he project ions will not  be
rea lized, a nd unan t icipa ted even t s and
circumstances may occur .  Therefore,
the actua l resu lt s will va ry fr om those
projected, and su ch  var iat ions could be
mater ia l.



Chapter Four

Airport Plans



Per Federal Aviation Administration
(FAA) requirements, a set of plans,
referred to as Airport Layout Plans,
have been prepared to graphically
depict the ultimate airfield layout,
facility development, and airspace.
The airport layout plan set was
actually an update to the previous
airport layout plan that was
prepared on a computer-aided
drafting (CAD) system. The
computerized plan set provides
detailed information of existing and
future facility layouts on multiple
layers that permits the user to focus
in on any section of the airport at a
desirable scale. The plan can be
used as base information for design,
and can continue to be easily
updated in the future to reflect new
development and more detail
concerning existing conditions as
made available through design
surveys. The airport layout plan set
includes a number of technical
drawings. The following discussion
describes each drawing:

Airport Layout Drawing (Sheet 2):
The Airport Layout Drawing (ALD)
graphically presents the existing
and ultimate airport layout. For this 

drawing, all development within
the airport boundaries is depicted.
The ALD is used, in part, by the
FAA to determine funding
eligibility for future development
projects. This is one of the primary
reference documents for the FAA
and airport.

Airport Data Sheet (Sheet 1):
Provides supporting detail for the
ALD. This includes airport and
runway details, as well as the wind
rose.

Airport Airspace Drawing 
(Sheet 3): This drawing depicts the
Federal Aviation Regulation (F.A.R.)
Part 77, Objects Affecting Navigable
Airspace , plan for the airport. 
The Airport Airspace Drawing is
intended to aid local authorities 
in determining if proposed
development could present a

Chapter Four
Airport Plans

IV-1
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haza rd t o the a irpor t  and  obs t ruct  the
approach  pa th  to a  runwa y end.  Th is
pla n  should  be coordina ted with  loca l
land use planner s.

The Airport  Airspace Dr awin g ass igns
th ree-dimensiona l imaginary a reas to
each  runway.  These imaginary su r faces
emana te from the runway center line
and a re dimen sioned t o prot ect
approaching and  depar t ing a ircraft
from the haza rd of obs t ruct ions .  The
Par t  77 ima gina ry su rfaces include the
primary surface, approach  su r face,
t r ansit iona l su r face, hor izon ta l su r face,
and conica l su r face.  Par t  77 imaginary
su rfaces a re descr ibed in  the following
par agra phs.

• P rim ary  S u rfa c e : The primary
su r face is  an  imagina ry su r face
longitudin a lly centered on  the
runway.  The pr imary su r face
extends  200 feet  beyond each
runway end a nd it s width  is
determined by the type of approach
established for  tha t  runway end (i.e.,
visu a l, non-precision , precis ion).
The eleva t ion  of any poin t  on  the
primary su rface is th e sa me as  the
eleva t ion  a long t h e  n ea r es t
associat ed poin t  on  the runway
center line.

The pr ima ry sur face for  Runway 8-
26 an d Runway 3-21 is 1,000 feet
wide.  The pr ima ry sur face for
Runways 12-30 and 17-35 is 500 feet
wide.

Situa ted ad jacent  t o the runway and
taxiway syst em , the primary su r face
mu st  remain  clear  of unnecessary
object s t o a llow u n obst ruct ed
passage of a ircraft .  With in  the

primary su rface, object s a re only
permitt ed if they ar e no ta ller t han
two feet  above the ground a nd if
they a re const ructed on frangible
(breakaway) fixtures.  Th e only
except ion  to the two-foot  height
requirement  is for  objects wh ose
loca t ion  is fixed by function.  A
visua l glideslope in dicator  system is
an  exa mple of an  object  wh ich  fa lls
with in  the ca tegory of “fixed by
function.”

• Approach S u rfa c e : An approa ch
su r face is a lso established for  each
runway.  The approach  su r face
begin s a t  the same width  as the
primary surface and extends upward
and ou tward  from the primary
su r face end cen tered a long an
exten ded runway center line.  The
upward s lope and  length  of the
a p p r oa ch  s u r fa ce  a r e  a ga in
determined by the type of approa ch
(exist ing and/or  p lanned) to the
ru nwa y end.

Due to the exis t ing ins t rument
landin g systems (ILS) inst a lled a t
the Runway 8 and Run wa y 3 ends,
pr ecision  approach su rfaces have
been est ablished for  these runway
ends.  P recision  appr oach  su rfaces
exten d for  a  hor izonta l d is tance of
10,000 feet  from the end  of the
primary su rface at  an u pwar d slope
of 50 to 1, then  extend  an  addit iona l
40,000 feet  a t  a  slope of 40 to 1 to a
width  of 16,000 feet.  The approa ch
su r face for  Runways 17, 35, and 30
exten ds for  a  hor izon ta l distance of
10,000 feet from the end of the
primary su rface at  an u pwar d slope
of 34 to 1 t o a  width  of 3,500 feet .
Th e a pproach su rface for  Runwa ys
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12 and 26 exten d 5,000 feet  from the
pr imary surface end  a t  an  upward
slope of 20 to 1 to a wid th  of 1,500
feet .

• Tra n si t io n al  S u rfa c e : E a ch
runway has a  t r ansit iona l su r face
tha t begin s a t  the outs ide edge of the
pr imary surface a t  the sa me
eleva t ion  as t he runwa y.  The
t r ansit iona l su r face a lso connect s
with  the approach  su r faces of each
runway.  The su r face rises a t  a  slope
7 to 1 up t o a  height  which  is 150
feet  above the h ighes t  runway
eleva t ion .  At  tha t  poin t , the
tr an sit iona l su r face is replaced by
t h e h or izon ta l sur fa ce.  Th e
t r ansit iona l sur face defines t he
loca t ion  of the bu ildin g rest r ict ion
line.

• H o r i z o n t a l  S u r fa c e :  T h e
hor izon ta l sur face is esta blished a t
150 feet  above th e highest  eleva t ion
of the runway su r face (5,504.9 feet
mean sea l level [MSL]). Having no
slope, t h e h orizon t a l su r fa ce
con n ect s t h e t r ans it iona l a n d
a pproach  surfaces  to the conica l
su r face a t  a  dist ance of 10,000 feet
from th e prima ry sur fa ces of each
runway.

• Conical S u rfa c e : The conica l
su r face begins a t  the outer  edge of
the hor izon ta l su r face.  The con ica l
su r face then cont inu es for  an
addit iona l 4,000 feet  horizonta lly a t
a  slope of 20 to 1.  Therefore, a t
4,000 feet  from the hor izon ta l
su rface, the eleva t ion  of the conica l
su r face is 350 feet above th e highest
a irpor t  eleva t ion .

Airport  In n e r S u rfa ce s  Dra w i n g
(S h e e t 4): The inner  sur faces  drawing
pr ovides a  la rger  sca le depict ion  of the
F .A.R. Par t  77 su rfaces centered on  the
a irpor t .  Th is provides more clar ity and
det a il for t he identificat ion of th ese
sur faces on  the a irpor t .

These a re suppor ted by drawings  of the
exten ded approach surfaces and pr ofiles
for  each  ru nwa y end.  The Run way 8-26
approach  profiles  a re shown on  Sheet  6.
The extended a pproach profile for
Runway 8 is shown on  Sheet  7.  The
Runway 3-21 approach  pr ofiles a re
shown on  Sheet  8.  The extended
approach  profile for  Runway 3 is shown
on Sheet 9.  Sheet 10 depicts t he
Runway 17-35 and Runway 12-30
appr oach profiles.

In n e r Portion  o f the  Approach
Surface  Drawings  (Sh  e  e  ts  11, 12, 13,
14, 15  , 16  , a  nd 17):  The inner  por t ion
of th e approach sur face dra wings ar e
sca led depict ions of t he runway
pr otection zone (RP Z), runwa y sa fety
area  (RSA), obstacle free zone (OFZ),
and object  free a rea  (OFA) for  each
runway end.  A pla n  and profile view of
each  ru nwa y end is provided to
facilita te iden t ifica t ion  of obs t ruct ions
tha t  lie wit h in  these sa fet y a rea s.
Deta iled obst ruct ion  and facility da t a  is
p r ov i d e d  t o  i d e n t i f y  p l a n n e d
improvemen ts a nd  the d ispos it ion  of
obst ruct ions (as a ppr opr iat e).

Airline  Term in al Area Draw ing
(S h e e t 18): The Air  lin  e Ter  m  in  a  l Ar  ea
Dr a win g pr ovides grea t er  det a il
concern ing lan dside improvemen t s
wit h in  t h e exist in g com m er cia l
pa ssen ger t ermina l ar ea .



ca t egor y includes all facilit ies
associat ed with  commercia l a ir line
Ge n e ra l Av ia tio n  Dra w i n g (S he e t
19): Th  is dr  a  wing pr  ovides grea  t  er
IV-4

det a il concern ing t he recommended
improvemen ts with in  the exist ing
genera l avia t ion  a rea .

Ai  r Carg  o D  ra  w  in  g (S  h  e  e  t 20)  : This
d ra win g provides  gr ea t er  det a il
con ce r n i n g  t h e  r e com m e n d e d
improvemen t  with in  the exist ing a ir
ca rgo a rea .

On-Airport  La n d U se  D ra w i n g
(S h e e t 21):  Th  e On-Airport  Lan  d Use
Drawing is a gra phic depict ion  of the
land use recommenda t ions.  When
development  is proposed, it sh ould be
directed to the a ppropriat e land use
area  depicted  on  th is  plan .

Severa l lan d use ca tegor ies ha ve been
ident ified.  These ca t egories include
a ir field opera t ions  a rea , passenger
t ermina l a r ea , a ir  cargo opera t ions
a rea , gen era l avia t ion  a rea , a ir field
suppor t , a irpor t  commercia l suppor t ,
and open space.  These cat egories ar e
discussed in the following subsections:

• Airfield  Ope rations  Area  - The
a irfield opera t ions a rea  is the most
cr it ica l ca tegory of land u se s ince it
includes a ll a reas necessa ry for  the
sa fe opera t ion  on  the a ir side of the
a irpor t .  The included  items  are
runway an d ta xiway safety ar eas,
runway approach  su r faces, a nd
nava id cr it ica l a reas.  At  the a irpor t ,
th is includes the existing run ways,
taxiwa ys, and  areas  with in  the
bu ildin g rest r ict ion l ines an d
ru nwa y protections zones.

• Pas se n g e r Terminal  Area  - The
pa ssen ger t ermina l area  land use

a ct ivit y.  Th is  includes  th e
passenger termina l building, a ircraft
apron , au to parking, and  suppor t
facilities, su ch  as t he a ir  freight
bu ildin g, a ir  ma il facility, a nd
ca ter ing and pr ovisioning.  The
pa ssen ger t ermina l ar ea  is plan ned
to r ema in  and u lt ima tely be
expanded a s demand dicta tes in  it s
present  loca t ion .

• Air Cargo Area - This lan d use
ca tegor y consis t s of the a rea
designa ted for  the development  of
bu ildin g, apron, auto parking, and
t ruck cour t s  to serve the dedica ted
a ll cargo air lin es.  Air  ca rgo act ivity
is pla nned to remain a nd be
expanded in its exist ing loca t ion
west  of Runway 3-21.

• Ge n e ra l Av ia ti on  Are a  - The
gener a l avia t ion  land  use ca tegory
consist s of t he exist ing a rea
dedica ted for  the opera t ion  a nd
development  of fixed base opera tor
facilities, aircraft st ora ge ha ngar s,
a ir cra ft  t ie-downs, lease parcels , and
au to pa rk ing an d a ccess.  Genera l
avia t ion  act ivity and developm en t  is
planned to remain in  its  presen t
loca t ion .

• Airpo rt Com m e rcial S u pp ort  -
Th is land u se ca tegory consists of
indu st r ia l or  commercial a ct ivit ies
tha t require, or  a r e a t t r act ed to, an
a irpor t  loca t ion .  These uses  not  on ly
pr ovide a dditiona l employmen t
oppor tun it ies a t  the a irpor t , but  also
can  maximize th e lan d for  revenue
genera t ion  to suppor t  the opera t ion
of the a irpor t .
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• Airfield  Su pp ort  - This land u se
ca tegor y includes severa l land uses
tha t provide support  facilities to
a ir field opera tions. Support  facilit ies
p r i m a r i l y  i n c l u d e  a i r p o r t
main tenance a nd  a ircraft  fueling
facilities.

• Op e n Space  - This la nd u se is
provided to elimina te const ruct ion or
development  in  the approach  area s
to runways  and other  cont iguous
ar eas n ear  air opera tions.  It is a lso
provided to discour age development
adjacent  to wat erwa ys, and irregular

or  uneven terra in.  Open  spa ce uses
s h ou l d  a v oi d  b u i l d in g s  or
congrega t ions of people.  U ses such
as golf courses, roadways , and
dra inage facilit ies a re permissible in
open space designa tions.

Airp  ort  Ut  ili  ti  e  s P  la  n  (Sh  e  e  t 22)  :
Th is drawing depict s  the loca t ion  of the
primary u t ility services a t  the a irpor t .
Na tura l ga s, communica t ion , avia t ion
fuel, wa ter , elect r ica l, san ita ry sewer ,
a nd st orm wa ter  and n a tura l dr a inage
pa t terns a re depicted on t h is drawin g.
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Chapter Five

Airfield Facilities

Section One
INVENTORY



This section summarizes data on
existing airfield facilities at
Albuquerque International Sunport.
Airfield facilities include runways,
taxiways, airport lighting and
navigational aids. Within this
section is a description of the local
airspace environment, local aircraft
operating procedures, air traffic
control and regional airports. The
runway and taxiway system at
Albuquerque International Sunport
is identified on Exhibit V-1-A.

This chapter includes five sections:
Inventory, Demand/Capacity,
Facility Requirements, Alternatives
and Recommended Program.
Section One is a description of
available facilities. Section Two
compares forecast demand to the

capacity of the available facilities to
estimate when new facilities may be
needed. Section Three establishes
the type and size of facilities needed
to accommodate future demand.
Section Four evaluates alternatives
for future development which 
will form the basis for recom-
mended airfield development at
Albuquerque International Sunport.
Section Five will describe the
recommended development plan
and include the future capital
projects required to implement 
the plan.

RUNWAYS

Table V-1-A summarizes runway
data at Albuquerque International
Sunport. There are four opera-
tional runways at Albuquerque
International Sunport: Runway 8-26,
Runway 3-21, Runway 12-30 and
Runway 17-35. Primary Runway 
8-26 is 13,793 feet long, 150 
feet wide, and oriented in a 
east-west direction. The Runway 8
landing threshold is displaced 991
feet. While not available for landing,
the 991 feet of runway prior to 
the displaced landing threshold 
is available for departures to

Chapter Five
Airfield Facilities

Section One
INVENTORY

V-1-1
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TABLE  V-1-A
Airfield Faci l i ty  Data

Runw ay
8-26

Runw ay
3-21

Runw ay
12-303

Runw ay
17-35

Runway Length  (feet)
Runway Width  (feet)

13,7931

150
10,000

150
6,000
150

10,0002

150

Ru nwa y Surface
Sur face Mater ia l
Sur face Trea tment
Condit ion

Concret e
Grooved

Good

Concret e
Grooved

Good

Concret e
Grooved

Good

Aspha lt /Concrete
Grooved

Poor

Load Bea r ing St ren gth  (lbs.)
Sin gle Wheel Loadin g
Dual Wheel
Dua l Tan dem  Wheel
Double Dua l Tan dem  Wheel

100,000
210,000
360,000
720,000

100,000
210,000
360,000
720,000

65,000
120,000

N/A
N/A

100,000
210,000
360,000
700,000

Ru nwa y Pavem en t  Ma rkings
Condit ion

Precision
Good

Precision
Good

Non-Precision
Good

Non-Precision
Good

Arres t in g Device BAK-9 (26)
BAK-12/14 (8)

BAK-12/14 (3) N/A N/A

Airfield Light ing HI RL
RCL (8)
TDL (8)

HI RL
RCL (3)
TDL (3)

MIRL MIRL

Approach Aids MALSR (8)
VASI-6 (8, 26)

RVR (8)
REIL (26)

MALSR (3)
PAPI -4 (3, 21)

RVR (3)

PAPI -4 (30)
REIL (30)

VASI-4 (17, 35)
REIL (17, 35)

Traffic Pa t tern Right (8)
Left (26)

Right (3)
Left (21)

Right (12)
Left (30)

Right (17)
Left (35)

In st ru ment Appr oach  Pr ocedu res ILS (8)
VOR or TACAN

or GP S (8)

ILS (3) N/A NDB or GPS (35)

Depa rt u re P rocedu res Albuquerque One
Largo Two

Weather  Repor t ing ASOS, ATIS

Oth er F acilities Air por t  Beacon , Ligh ted Wind Cone

Air por t  Eleva t ion 5,352'

Taxiway Light ing Aids MITL, Directiona l Sign s

Ta xiwa y Ma rkings Center line, H old  Posit ion s

1 Ru nwa y 8 t h reshold d isplaced 991'.
2 Ru nwa y 17  th reshold d isplaced 890'.
3 155,000 pounds sin gle-t andem  (ST).

Source: FAA 5010 Airport  Mas ter  Record  Form , U.S. Term ina l Pr ocedures, Sout hwest  Volum e 1 of 2,
Airport  Records.
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Exhibit V-1-A
RUNWAY/TAXIWAY DESIGNATIONS
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the ea st .  Runway 8-26 is const ru cted of
concrete.  A 500-foot  pa ved overrun  is
ava ilable a t  t he Runway 8 end.  A
1,000-foot  pa ved overrun  is available at
the Runway 26 end.  These paved areas
a lso serves as blast  pa ds for  each
runway end.  Blast pa ds reduce soil
erosion near  the runwa y end by
deflect ing th e initia l exhau st blast
genera ted by tu rbojet a ircra ft  depart ing
the a irpor t .

Secondary Runwa y 3-21 was r ecent ly
upgra ded in  1995.  Runwa y 3-21 is
10,000 feet  long, 150 feet  wide, a nd
or ient ed in  a  nor theast -sout hwest
direct ion .  A paved blast  pad ext ends
750 feet  beh ind the Runway 3
thr eshold.

Cr os swin d  Ru n wa y  12-3 0  w a s
recons t ructed and exten ded in  1999.
Runway 12-30 is 6,000 feet  long, 150
feet  wide an d orient ed in a  north west-
southeas t  direct ion .

Crosswind Runwa y 17-35 is or ient ed in
a  nor th-south  direction  and is 10,000
feet  long a nd 150 feet  wide. The
Runway 17 th reshold is displaced 890
feet  to provide clear an ce over Gibson
Boulevard .  Simila r  t o the Runway 8
end, while the 890 feet  of pa vemen t
pr ior  to the landing th resh old is not
available for  lan ding, it is a vailable for
depa r tures to th e sout h .  A 9-foot  h igh
blast  fence is  loca ted  110 feet  from the
Runway 17 en d t o pr even t  a ircra ft
exhaus t and/or  propellor  blas t  from
ext ending across Gibson Boulevard.
In forma l noise aba tement  procedures a t
the a irpor t  a re des igned t o limit  the use
of Runway 17-35 to small, n on  turbine-
powered a ir cra ft  to minimize noise
exposure to adjacen t  noise sensit ive

a reas.  The pr evious Ma st er  P lan
recommended closing Run way 17-35 to
provide for t he expan sion  of the
passenger t ermina l facilities.

Each  runwa y ha s a  130-foot  wide
grooved su rface.  The grooved surface
consist s of a  ser ies of small channels
embedded in  the runway su rface wh ich
exten d la t era lly across the wid th  of the
runway.  The grooved surface reduces
ice format ion , promotes wa ter  dra inage
and r educes the r isk s of hydr oplan ing.

Each  runwa y and t axiway su rface is
equipped with  pa ved shoulders .  Pa ved
shoulders reduce the effect s of jet
exhaus t blas t  on  the a rea  sur roundin g
the pavement , st abilizing the soil and
reducing eros ion .

TAXIWAYS

The taxiway system a t  Albuquerque
In terna t iona l Su nport  is iden t ified on
Exh  ibit  V-1-A.  The t  a  xiway syst  em a t
t he a irport  is compr ised pr imar ily of
pa ra llel t axiways  for  each  runway and
a  ser ies  of conn ecting t a xiways
extendin g between the runway and
pa ra llel t axiways and between the
par allel taxiways an d apr on a rea s.

Taxiway A is a  fu ll length pa ra llel
taxiway locat ed along th e nort hern side
of Ru nwa y 8-26.  The wes t  por t ion  of
the taxiway is loca ted a long t he
southern  bounda ry of t he t ermina l
a pron , and  the eas t  por t ion  fronts
Kir t land AFB.  The western  por t ion  of
Taxiway A (from Taxiway C to the
Runway 8 threshold) is loca ted 450 feet
from Runway 8-26.  The ea st ern  port ion
of Runway 8-26 (from Ta xiwa y C to the
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Runway 26 end) is loca ted 550 feet
nor th of Runway 8-26. Ta xiwa y A is 75
feet  wide.

Ta xiwa ys A1 through  A3 a nd Taxiwa ys
A5 th rough  A12 a re connectin g
taxiwa ys exten ding between  Runway 8-
26 and Taxiwa y A.  Taxiways A5, A6,
A7 and A8 a re a cute-angled, or  “h igh
speed” connect ing taxiwa ys.  Th e design
of t hese taxiways  enables a ircra ft  to
exit  the runway a t  h igh er  speeds, which
serves to increa se a irfield capa city by
reducing the amount  of t ime an  a ir cra ft
occupies the runwa y.  Ta xiwa ys A2 and
A11 a re by-pass t axiways.  By-pass
taxiwa ys a llow a ircra ft  ready for
depar ture to pass  a ircraft  await ing
depar ture clear a nces.  This serves to
increa se a irfield capa city a s well by
reducing the amount  of t ime tha t
a ir cra ft  must  wa it  for  depar ture
clear ance.  Each  connect ing taxiway
var ies in widt h  from 100 feet  to 130
feet .

Taxiway B is a  pa r t ial pa ra llel t axiway
loca ted 267 feet  nor th  of Taxiway A.
Taxiway B ext ends from Taxiway C t o
the ma in Kirt land Air Force Base
apron .  Taxiways  B5 and B6 connect
Taxiway B with  the main  Kir t land  Air
Force Base apron .  Taxiway B is 75 feet
wide.  Taxiway B5 is 90 feet  wide, while
Taxiway B6 is 130 feet  wide.

Taxiway C is loca ted west  of Runway
17-35, ext ending t he fu ll lengt h  of the
runway.  The dista nce Ta xiway C is
loca ted from Runway 17-35 va r ies from
400 feet  (nor th  of Runwa y 8-26 and
sou th of Runway 3-21) to 480 feet
(sou th of Runway 8-26 to Runway 3-21).
Taxiway C var ies in width  from 75 feet
to 130 feet .

Along wit h  por t ions of Taxiway A, B
and E, Taxiways C1 t hrough C5 connect
Taxiway C a nd Runwa y 8-26.  Taxiway
C4 serves as a  by-pass t axiway a t  the
Ru n wa y 17 en d.  Du r in g t h e
reconst ruct ion  of Runway 3-21, t he
port ion  of Taxiway C between  Taxiway
G and Runway 3-21 was r econst ructed
to serve as  a  h igh speed exit  for  a ir cra ft
landin g Runwa y 3.  Therefore, th is
port ion  of Ta xiway C does not  exten d
pa ra llel to Runway 17-35.  However,
a ccess is st ill provided t o the Runway
35 end.  Taxiways C1 through C5 vary
in widt h  from 75 feet  to 130 feet .

Taxiway D lies pa ra llel t o Runway 17-
35, appr oxima tely 420 feet east  of th e
runway center line.   Taxiway D does not
exten d the ent ire length  of Runway 17-
35, ext ending on ly fr om the Runway 17
end to Runway 3-21.  Ta xiwa ys D1, D2
and D3 connect Taxiwa y D wit h
Runway 17-35.  Taxiways A, B and E
also connect  Runway 17-35 with
Taxiway D.  Taxiway D varies in width
fro 75 feet  to 130 feet .  Taxiways D1, D2
and D3 va ry in  width  from 75 feet  t o
100 feet .  Taxiway D (nor th  of Taxiway
B), Ta xiways D1, D2, and D3 were
closed in April 2000 due to the
deter iora ted condit ion of the pavement .

Taxiway E is t he second full-length
pa ra llel t axiway for  Runway 8-26.  The
Runway 8-26/Taxiway E separa t ion
dis tance va r ies the fu ll-lengt h  of the
taxiway.  The wes tern  por t ion  of
Ta xiway E (from Taxiway H to the
Runway 8 thr eshold) is loca ted 675 feet
sou th  of Run way 8-26 to provide
sufficient  clea rance for  the Ru nwa y 8
glideslope an tenn a .  The por t ion  of
Taxiway E from Taxiway E5 to Taxiway
E9 is loca ted 600 feet  from Runway 8-
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26.  The ea st ern  port ion of Ta xiwa y E
(from Ta xiwa y H to the Run way 26
thr eshold) is loca ted 550 feet  from
Runway 8-26.  Taxiway E var ies in
width  from 75 feet  to 100 feet .

Ta xiwa ys E1 through E 12 connect
Runway 8-26 to Ta xiwa y E.  Taxiwa ys
E5, E6, E7 a nd E 8 a re h igh speed exit
t axiwa ys.  Taxiway E11 also serves as a
by-pass  taxiway a t  the Runway 26 end.
Taxiway E1 extends t o Taxiway K,
pr oviding access to the genera l avia t ion
a rea .  These t a xiways va ry in width
from 100 feet  to 130 feet .

Taxiway F  lies par a llel to Runway 3-21,
approxima tely 450 feet  wes t  of the
runway center line.  Taxiway F  does not
run  the en t ire length  of Runway 3-21,
extendin g only from the Run way 3 end
to Ta xiwa y G.  Taxiways F1, F3 an d C
connect  Taxiway F  with  Runway 3-21.
Ta xiwa ys F2, F3, F4 and F5 connect
Taxiway F  with  the a ir  cargo apron .
Taxiway F  is 75 feet wide.  Taxiways F1
through F5 vary in  width  from 100 feet
to 130 feet .

Taxiway G is the pa rallel t axiway
serving Runway 12-30.  Extending from
the Runwa y 30 end t o Taxiwa y E,
Taxiway E1 is used to access the
Runway 12 en d.  Ta xiway G va r ies in
width  from75 feet  to 130 feet .  The
Runway 12-30/Taxiway G separa t ion
dis tance var ies from 340 feet  north west
of Runway 3-21 to 320 feet sout hwest of
Runway 3-21.

Taxiwa ys G1, G2 and G3 connect
Taxiway G to Runway 12-30 and a re 75
feet  wide.

Taxiway H ext en ds bet ween Ta xiwa y E
and Runway 12-30.  Taxiway H is
loca ted on Kirt land Air Force Base and
pr imar ily provides access t o milita ry
Hot  Pads.  Taxiway H is 175 feet wide
and is m a inta ined by Kir t land Air  Force
Base.

Taxiway J  extends between Ta xiwa y E3
and Taxiway C. Taxiway J  is loca ted
340 feet  from Runway 12-30.

Taxiwa ys M1 th rough  M8 a re milit a ry
taxiwa ys, p roviding a ccess to apron
facilit ies on  Kir t lan d Air F orce Base.
These ta xiways var y in width  from 75
feet  to 130 feet .

AIRFIELD P AVEMENT
STR ENGTH

Since a ircraft  landing gear  type and
configura t ion  dicta te how an  a ircra ft ’s
weigh t  is dist r ibut ed on  the pavemen t ,
a ir field pa vemen t  st r en gt h s a r e
expressed in  t erms of the configura t ion
of the main  landing gear  des ign  on
a ircra ft .  Aircra ft  a r e typica lly designed
wi t h  a  t r i cy cl e  l a n d i n g  g ea r
configura t ion  tha t  consist s of a  sin gle
nose wheel s t ru t and  two main  landing
gear  st ru t s loca ted under  the wing.
Some la rger  a ircra ft  have a  cen ter
landin g gea r  st ru t  to dist r ibu te weight
more even ly.

Sin gle wheel loading (SWL) refers t o
the des ign of cer ta in  a ircra ft  landin g
gear  which  have a s ingle wheel on  each
main  lan ding gear  st ru t . Dua l wheel
loadin g (DWL) refers to cer ta in  a ircraft
landin g  gear  wh ich  have two wheels on
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each  ma in  landing gea r  st ru t .  Dua l
tandem wheel (DTW) loading refers t o
cer t a in  a ircraft  landing gear  wh ich  have
four  wh eels  on each  main  landin g gea r
st ru t . Double dua l t andem wheel
loadin g (DDTWL) refers to cer t a in
a ir cra ft  landing gear  which have twin
set s of dua l tandem wheel a ssem blies
on  ea ch main  la nding gear  st ru t , or
eigh t  wheel on each  main landing gear
s  t ru t .  Tab  le  V-1-B  summar izes
pa vemen t  s t rength  ra t ings  for  the
ru nwa ys, ta xiways, an d apr on a rea s at
Albuquerque Interna t iona l Sunpor t .

AIR FIELD
LIGHTIN G

Airfield ligh t ing syst ems extend a n
a irpor t ’s usefulness into periods of
da rkness and/or poor visibilit y. A
var iety of ligh t ing syst ems a re inst a lled
a t  the a irpor t  for  t h is pur pose.  These
ligh t in g syst em s, ca t egorized by
fu n ct ion , a re su mma rized below.
Exh  ibit  V-1 -B  i d e n t i fie s t h e l oca t i on of
these ligh t ing a ids on  the a irpor t .

IDEN TIFICATION
LIGHTIN G

The loca t ion  of an  a irpor t  a t  n igh t  is
universa lly indicated by a  rota t ing
beacon. A rota t ing beacon projects two
beams of ligh t , one white a nd one green ,
180 degrees apar t . The rota t ing beacon
a t  t he a irpor t  is loca ted on  top of a  55-
foot  st eel tower  in  the center  of the
gener a l aviat ion  complex par king ar ea .

RUNWAY AND
TAXIWAY LIGHTIN G

Runway and t axiway ligh t ing u t ilizes
ligh t  fixtu res placed near  the pavemen t
edge to define the la tera l limit s  of the
pavement . Th is ligh t ing is essen t ia l for
sa fe opera t ions  dur ing n igh t  and/or
t imes of low visibility in order  to
ma in ta in  sa fe a nd efficien t  access to
and from the run wa y and a ir cra ft
par king ar eas.

Runway 8-26 and  Runway 3-21 are
equ ipped with  h igh  in t ensity runway
ligh ts (HIRL).  Runways 12-30 and 17-
35 are equipped  with  medium in tensit y
runway ligh ts (MIRL).  Each  t axiway is
equ ipped wit h  mediu m  in t en sit y
taxiway ligh t ing (MITL).

Addit iona l ligh t ing a ids a re available
for  a ircra ft  lan ding Run way 8 an d 3,
par t icu lar ly during inclement  wea ther
condit ions when visibility might  be
reduced.  For  both  Runway 8 and
Runway 3, th e designed t ouchdown
zon e and runway cen ter line a re ligh ted.

AIRF IELD
SIGNS

Lighted a irfield signs a re inst a lled at
a ll t axiwa y and r un way int ersections.
Airfield ident ifica t ion  signs a ssist  pilot s
in  ident ifying t heir  loca t ion  on  the
a ir field and d irect  them to their desired
loca t ion .
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Exhibit V-1-B
AIRFIELD FACILITIES AND

NAVIGATIONAL AIDS
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TABLE  V-1-B
Airfield Pa vem ent Characte rist ics  Data

Surface
Mater ia l

S t re n g t h  Ra t in g
(000's  lb s .) Condi t ion

Year
Co n st ru c te d

R U N W A Y S

8-26 Concret e 100(S),210(D),360(DT),720(DDT) Fa ir 1995

3-21 Concret e 100(S),210(D),360(DT),720(DDT) Good 1995

12-30 Concret e 65(S),120(D),155(ST) Excellen t 1999

17-35 Aspha lt /Concrete 100(S),210(D),360(DT),700(DDT) Poor 1/Fa ir 2 1986

T A X IW A Y S

A Asphalt  Por t ions3

Concrete Por t ion 4

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Good
Good

1993
1996

A1-A3 Concret e 100(S),210(D),360(DT),720(DDT) Good 1996

A5-A9,
A11-A12

Aspha lt  Por t ions
Concrete Por t ion s

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Good 
Good

1993
1996

A10 Aspha lt /Concrete 100(S),210(D),360(DT),720(DDT) Good 1996

B, B5 Aspha lt 100(S),210(D),360(DT),720(DDT) Good 1993

C Aspha lt  Por t ions
Concrete Por t ion s

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Poor /Fa ir
Good

1985
1994

C1, C2, C3 Aspha lt 100(S),210(D),360(DT),720(DDT) Poor 1985

C4, C5 Aspha lt 100(S),210(D),360(DT),720(DDT) Fa ir 1985

D (closed
nor th  of

Taxiway B)

Aspha lt  Por t ions
Concrete Por t ion s

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Poor
Good

Pr ior t o 1960
1994/1996

D1, D2, D3
(closed)

Aspha lt 100(S),210(D),360(DT),720(DDT) Poor 19855

E, E1 Aspha lt  Por t ions
Concrete Por t ion s

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Good
Excellen t

1991
1999

E3 Concret e 100(S),210(D),360(DT),720(DDT) Good 1996

E5-E12 Aspha lt  Por t ions
Concrete Por t ion s

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Good
Good

1993
1996

F, F1-F4, F6 Concret e 100(S),210(D),360(DT),720(DDT) Good 1994

F5 Concret e 100(S),210(D),360(DT),720(DDT) Good 1996

G Concret e 65(S),120(D),155(ST)
100(S),210(D),360(DT),720(DDT)

Good
Excellen t

19946

19997

G1 Concret e 100(S),210(D),360(DT),720(DDT) Excellen t 1999

G2, G3 Concret e 65(S),120(D),155(ST) Excellen t 1999
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TABLE V-1-B (Cont inued)
Airfie ld Pa vem ent Characte rist ics  Data

Surface
Mater ia l

S t re n g t h  Ra t in g
(000's  lb s .) Condi t ion

Year
Co n st ru c te d

T A X I W A Y S  ( C o n t i n u e d )

J C on cr e t e 100(S),210(D),360(DT),720(DDT) Good 1996

K Concret e 100(S),210(D),360(DT),720(DDT) Good 1995

M1 Aspha lt N/A Fair 19938

M2-M7 Aspha lt 100(S),210(D),360(DT),720(DDT) Good 1993

M8 Aspha lt 100(S),210(D),360(DT),720(DDT) Good 1991

A P R O N  A R E A S

Termina l Aspha lt  Por t ions
Concrete Por t ion s

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Fa ir
Fa ir

1986
1996

Air Cargo Origina l Concret e
Extended  Por t ions

100(S),210(D),360(DT),720(DDT)
100(S),210(D),360(DT),720(DDT)

Good
Fa ir

1989
1996

Genera l
Avia t ion 9

Aspha lt N/A Poor 1979

Century
Aer ospace

Or igina l Aspha lt
Exten ded Aspha lt

N/A Poor
Fa ir

1985
1992

NDI
Valida t ion

Hangar

Aspha lt N/A Fair 1971

T-Hangars Aspha lt N/A Poor 1984

1 North of Run way 8-26
2 Sout h of Run way 8-26
3 Ea st  of Run way 17-35
4 West of Run way 17-35
5 Port ions  recons tr ucted in  1985, rema inder  of pa vemen t wa s cons tr ucted pr ior t o 1960
6 Port ions  Northwest  of Run way 3-21
7 Port ions  Sout hea st  of Run way 3-21
8 Port ions  recons tr ucted in 1993, remainder  of pa vemen t wa s cons tr ucted pr ior t o 1960 
9 Inclu des apron  a t  Western  Air  and Four  Seasons

Runway 8-26, Runway 3-21 and
Runwa y 17-35 a re equ ipped with
ligh ted runwa y dist ance remain ing
signs.  P laced in 1,000 in terva ls  a long
the runway edge, runway d is tance
remain ing sign s n ot ify the pilot  of the
amount  of usa ble r unwa y length  left in
feet .

VISU AL AP P ROACH
LIGHTIN G

Two types of visua l approach slope
gu idance a ids a re u t ilized a t  the
Albuqu erque Interna t iona l Sunpor t :
visua l approach  slope indica tor  (VASI)
and  precision   approach   pa th   indica tor
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(PAPI).  While configured differ en t ly,
the VASI and PAPI have a  simila r
pur pose of pr oviding visua l approach
slope guida nce t o pilot s, bu t  va ry in
their  configura t ion .  In genera l, each
light ing a id consist s of a  system of
lights, loca ted a t  va r ious distances from
the runway th reshold, which  when
in terpreted by the pilot  give h im or  her
an  indica t ion  of being a bove, below, or
on  the des igned  descent  pa th  to t he
runway.

The VASI-6 in st a lled a t  t he Runway 8
and 26 ends consist  of  t h ree individua l
ligh t  un its  placed in a  row near  the
designed touchdown poin t  a long the
runway, each  cont a in ing two lights.
The VASI-6 is  specifica lly design ed to
provide two approach  pa ths to the
runway en d.  The first  two ligh t  un it s
provide an  appr oach  pa th  for  use by
pilot s of smaller  a ircra ft .  Combined,
the three light  un its  provide a second
approach  pa th  for  use by pilots
opera t ing lar ger a ircra ft  with  h igher
cockpit s.

The VASI-4 insta lled at  the Run way 17
and 35 ends consist s of two individua l
ligh t  un it s placed in  a  row near  the
designed touchdown poin t  a long the
runway, each cont aining two lights.  In
cont ra st  to the VASI-6, the VASI-4 only
provides a  single appr oach pa th.

In  cont ras t  to the VASI sys tem, the
PAPI consist s of a  sin gle r ow of ligh ts
equipped with  eith er  two or  four  lights.
Runway 3, 21 an d 30 a re equ ipped with
PAPI-4s.

RUNWAY END
IDEN TIFICATION LIGHTING

Runway end ident ifier light s (REILs)
provide rapid and posit ive ident ifica t ion
of the approach  end of a r un way.  REILs
are typically u sed  on  runwa ys wit h  no
other  appr oach  ligh t ing syst ems.  The
RE I L  s y st em  con s is t s  of t wo
synchr onized flash ing light s, loca ted
la t era lly on  each  side of t he runway
threshold facin g t he a pproa ch ing
a ircra ft .  REILs a re ins ta lled  a t  the
Runway 17, 35, 30 and 26 ends.

AP P ROACH
LIGHTIN G

Approach ligh t ing syst ems consist s of a
configura t ion  of sign a l lights ext endin g
in to the appr oach  a rea  from the runway
thresh old to a id pilots t rans it ion ing
from inst rumen t  fligh t  to visua l flight
and landing. A mediu m in tensit y
approach  ligh t ing syst em with  runway
a lignment  indicat or light s (MALSR) is
ins ta lled a t  t he Runway 3 and 8 ends to
assist  pilot s in  lan ding to th ese runway
ends  du r in g inclem en t  wea t h er
condit ions.  The MALSR exten ds 1,400
feet from the r un way thr eshold.

P OWER
DISTRIB UTION

All a irfield light ing system s ar e
powered through t wo int erconnected
power va u lt s.  The “nor th  vau lt”
genera lly   cont rols   light ing  the  nor th



V-1-10

side of the a ir field (Runwa y 8-26 and it s
pa ra llel t axiways, wh ile th e “sout h
vau lt” sou thern  por t ions of the a ir field
(Runway 3-21 an d relat ed ta xiways).
Emergency genera tors a t  each  vau lt  can
power a ir field ligh t ing systems should
commercia l electr ica l ser vice fail.

P AVEMENT
MARK IN GS

P a vem en t  m a rk in gs a id in  t he
movemen t  of a ircraft  a long a irpor t
su r fa ces a nd iden t ify closed or
hazardous a rea s on  the a irpor t .
P recision  runway markings ident ify th e
r u n wa y cen t er l in e ,  des ign a t ion ,
t ou ch down  p oin t , t h r es h old a n d
pavement  edge. Non pr ecision  runway
m a r k in gs  iden t i fy  th e  r u n wa y
center line, th reshold and design a t ion .
Runway 8-26 and  Runway 3-21 are
equ ipped wit h  p r ecis ion  r u n wa y
ma rk ings.  Runway 17-35 and Runway
12-30 a re equ ipped with  non  pr ecision
ru nwa y mark ings.

Taxiway and apron  t axilane center line
markings a re provided to a ssist  a ir cra ft
us ing these a irpor t  su r faces. Air cra ft
hold posit ions a re a lso marked on a ll
t axiway su rfaces.  Pavem en t  markings
also ident ify a ircraft  parking positions.

LAN DIN G
AR R ES T OR S

Regu la r  use of the a irport  by m ilita ry
a ir cra ft  a t  Kir t land Air  Force Base has
n eces s it a t ed  t h e n eed  for  t h e
insta lla t ion  of landin g a r restor  systems
a t  Albuquerque Interna t iona l Sunpor t .

A bar r ier  a r rest ing cable (BAK) 9 is
loca t ed ins ide th e Run way 26 overr un .
A BAK 12/14 is loca ted 1,000 feet  from
the Runway 3 an d 8 lan ding thr esholds.

Th e la n d in g a r r est or  equ ipmen t
consist s of a  tau t  s teel cable s t retched
across the runway between  two
con t rolled cable feed-ou t  syst ems
loca ted on  each  side of the r unwa y.  A
landin g a ircra ft  “snags” the cable with
a  “ta il hook” and is decelera ted t o a st op
by the cont rolled cable feed-ou t  system.
On the BAK 12/14, the cable remains
flush  with  the runway pavement  un t il
act iva ted by personnel in  the a ir  t ra ffic
cont rol tower .  On the BAK 9, the cable
remains above the runway pavement
support ed by “doughn ut  style” rings.

VICINITY
AIRS P ACE

To ensu re a  sa fe a nd efficien t  a irspa ce
environment  for  a ll a spects of avia t ion ,
the FAA has es tablished an  a ir space
structure tha t  regu la tes a nd es tablishes
procedures for  a ircraft  us ing the
Na t iona l Airspace System. The U.S.
a ir space s t ructure provides for  two
ba sic ca tegor ies of a irspace, cont rolled
and uncont rolled, and iden t ifies them as
Class  es A, B, C, D  , E  , a  n  d G  .  Exh  ibit
V-1 -C gr  a  ph  ica  lly d  ep  ict  s t  h  e U  .S  .
Airspace s t ructure.

Class  A a irspace is cont rolled a ir space
and includes a ll air spa ce from 18,000
feet  mea n sea  level (MSL) to Fligh t
Level 600 (appr oxima tely 60,000 feet
MSL).  Class B a irspace is cont rolled
a ir space surrounding h igh  capacity
commercia l      ser vice      a irport s     (i.e.
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 CLASSIFICATION DEFINITION

CLASS A

CLASS B

CLASS C

CLASS D

CLASS E

CLASS G

Generally airspace above 18,000 feet MSL up to and including FL 600 .

Generally multi-layered airspace from the surface up to 10,000 feet MSL
   surrounding the nation's busiest airports.

Generally airspace from the surface to 4,000 feet AGL surrounding
   towered airports with service by radar approach control.

Generally airspace from the surface to 2,500 feet AGL sourrounding 
   towered airports.

Generally controlled airspace that is not Class A, Class B, Class C, or
   Class D.

Generally uncontrolled airspace that is not Class A, Class B, Class C,
   Class D, or Class E.

CLASS GCLASS GCLASS G

Source: "Airspace Reclassification and Charting
Changes for VFR Products," National
Oceanic and Atmospheric Administration,
National Ocean Service.  Chart adapted
by Coffman Associates from AOPA Pilot,
January 1993.
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Phoen ix Sky Harbor  In t erna t iona l
Air por t , Los Angeles Interna t iona l
Air por t ). Class C a irspace is cont rolled
a ir space su rroundin g lower  act ivity
commercia l service (i.e. Albuqu erque
In t er na t iona l Sunport ) an d some
milita ry a irpor ts. Cla ss  D a irspace is
controlled a ir space surroundin g airports
with  an  a irpor t  t r a ffic con t rol tower
(Santa  Fe Mu nicipa l Airport ). All
a ir cra ft  opera t ing with in  Class A, B, C,
and D airspa ce mu st  be in  con tact  with
the a ir  t ra ffic cont rol facilit y responsible
for  tha t  pa r t icu la r  a irspace. Class  E  is
cont rolled a ir space tha t encompa sses a ll
ins t rument  approach  procedures and
low a lt itude federa l a irwa ys. On ly
a ir cra ft  conduct ing ins t rument  fligh ts
a re requ ired t o be in  contact  with  a ir
t r a ffic cont rol when  opera t ing with in
Class  E  a irspace. While aircra ft
conduct ing visua l flights in Class E
a irspace a re not  required t o be in  r adio
communica t ions with  a ir  t r a ffic cont rol
facilities, visua l fligh t  can  only be
conducted if min imum visibilit y and
clou d ceilings exist. Class G a ir space is
uncont rolled a ir space tha t  does  not
require con tact  with  an  a ir  t r a ffic
cont rol facilit y.

The a irspace in  the vicin it y of
Albuqu erque In terna t iona l Su nport  is
d e p i c t  e d  on  E x  h i b i t  V -1  -D  .
Albuqu erque In terna t iona l Su nport  is
loca ted with in Class C a irspace.  Class
C airspa ce is a  two-t ier  a irspace
s t ructure design ed to manage a ircra ft
a r r iva ls and depa r tures  a t  an  a irpor t
with  an  a irpor t  t ra ffic cont rol tower ,
wh ich  is served by r ada r  approach
con t rol and meets cer ta in passen ger
enplanement  and inst rument  depar ture
requirement s.     The    inner     Class   C

su r face for  Albuqu erque In terna t iona l
Sunpor t  exten ds for a  five-mile rad ius
from the su rface to 9,400 feet  mean sea
level (MSL).  The ou ter  su r face
genera lly extends for  a t  a  10-nau t ica l
mile radius from 6,900 feet  MSL to
9,400 feet  MSL.  A por t ion  of the Class
C a irspace to the southeast  (over t he
Sa ndia  Mounta in  Range) has a  floor
7,800 MSL.

The airspa ce out side Class C a ir space is
Class  E  a ir space tha t  exten ds from 700
feet  above ground level (AGL) to 18,000
feet  MSL.  Out side th is level of Class  E
a irspace, is Cla ss  E  a irspace wh ich
pr imar ily encompa sses the low alt itude
Federa l (Victor) airwa ys.  Victor
a irways a re cor r idors of a ir space eigh t
miles wide tha t  ext end upward from
1,200 feet  AGL to 18,000 feet  MSL, and
exten d between VOR naviga t iona l
facilities. The Victor  a irways  in  the
vicin ity of Albuqu erque In t erna t iona l
Sunpor t  emana te from the Albuquerque
VORTAC.

A number  of milit a ry t ra in ing rou tes
are loca ted with in  the vicin ity of
Albuqu erque Interna t iona l Sunpor t .
Milita ry jet s t ravel on  these routes
above 10,000 feet  MSL a t  speeds in
excess of 250 kn ots.

While not  considered pa r t  of the U.S.
Air space Str uctu re, the boun dar ies of
Na t iona l Pa rk Service Area s, an d U.S.
and Wildlife Service ar eas, a nd U.S.
Forest  Wildern ess a nd P r imit ive a reas
are noted on aeronaut ica l cha r t s. While
a ir cra ft  opera t ions a re n ot  specifica lly
rest r icted over these a reas , a ircraft  a re
requested to main ta in  a  minimum
altitu de of 2,000 feet  above the su rface.
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R EGION AL
AIRP ORTS

A r eview of t h e a ir por t s n ea r
Albuqu erque In t erna t iona l Sunpor t  has
been made to ident ify and distinguish
the type of a ir  service provided in  the
area  su r rounding the a irpor t . The
loca t ion  of t h ese a i rpor ts  fr om
Albuqu erque In terna t iona l Sunpor t  a re
depicted on Exh  ibit V-1 -D . Informat ion
on each  a irport  was der ived from the
FAA 5010-1 Airport Master Record
Form .

Double Eagle II Airpor t  is loca ted
a ppr oxima t ely 11 n a u t ica l miles
nort hwest  of Albuquerque Internat ional
Sunpor t .  As the designa ted genera l
a vi a t i on  r e l i e ve r  a i r p or t  for
Albuqu erque Interna t iona l Sunpor t ,
Double Eagle II  Airport  is expected to
relieve congest ion  and provide for
gr ea t er  capacit y a t  Albuqu erqu e
In terna t iona l Su nport  by providing an
a lterna t e facility for  genera l avia t ion
a ircra ft .

Double Eagle II Airpor t  is owned by the
City of Albuqu erque and opera ted by
the Avia t ion Depa r tmen t .  San ta  Fe
Municipal Airport  is the only other
regiona l a irpor t  pr oviding commercia l
a ir  ser vice.  However , th is is  curren t ly
limited to regiona l a ircraft  connect ing
through Albuquerque Int erna t iona l
Sunpor t .  Specific feat ur es of th e
regiona l a irport s a re su mmarized in
Tab  le  V-1-C.

N AVIGATION AL
AIDS

Naviga t iona l a ids a re elect ronic devices
tha t t r ansmit  radio frequ encies which
pr oper ly equipped air cra ft  and pilot s
t ransla te in to poin t -to-poin t  gu idance
and posit ion  informat ion . The t ype of
naviga t ion a l a ids ava ilable for  a ir
naviga t ion  include: th e ver y h igh
frequency omnidirect iona l range (VOR)
facility, nondirect iona l beacon (NDB),
t act ica l a ir  naviga t ion (TACAN), Loran-
C and globa l posit ion ing syst em (GPS).

TACAN is a  specific naviga t iona l a id for
pr oper ly equ ipped m ilita ry a ircra ft .
TACAN provides azimuth  and distance
informat ion .

The VOR, in  genera l, pr ovides azimuth
readin gs to pilot s of properly equipped
aircr a ft  by t r ansmit t ing a  r adio signa l
a t  ever y degree t o provide 360
in dividua l n a vi ga t ion a l cou r ses .
F r equ en t ly, d i s t a n ce  m ea su r in g
equipment  (DME ) is combined  with  a
VOR fa cility (VOR-DME) to pr ovide
d is t a n ce  a s  well  a s  d i r ec t ion
in format ion  to the pilot . Milita ry
TACANs and civil VORs are commonly
combined to form a  VORTAC. A
VORTAC p rovides dist a n ce a n d
direct ion  informat ion  to civil and
milita ry pilot s. The Albuquerque
VORTAC, loca ted 10 naut ica l miles
west , is prima rily used by pilots flying
to or  from Albuquerque In terna t iona l
Sunpor t .  Ex  h  ib  it  V-1-D  dep  ict  s the
loca t ion  of the Albuqu erque VORTAC in
rela t ion  to Albuquerque In terna t iona l
Sunpor t .  Regiona l VORs a re a lso
ident ified.
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Exhibit V-1-D
AREA AIRSPACE

AlbuquerqueAlbuquerque
VORTACVORTAC

Albuquerque
VORTAC

SANDIASANDIA
MOUNTAINMOUNTAIN

WILDERNESSWILDERNESS
AREAAREA

SANDIA
MOUNTAIN

WILDERNESS
AREA

Santa FeSanta Fe
VORTACVORTAC
Santa Fe
VORTAC

Otto VOROtto VOROtto VOR

Isleta
NDB

ALEXANDER

MID-VALLEY

DOUBLE EAGLE II

CORONADO

SANDIA EAST

MORIARTY

SANTA FE

VR176

V 190

V 12

V 291

V 60

V 62

V 187

V 68

V 
26

3 V 19

V 190

V 12

V 234-291

V 60

V 68

V 291

V 234

V 234

V 12

V 80

V 62

V 83

V 19-263

V 83

V 263

V 263-187

VR10
0

VR100

IR
11

1

VR1195

VR12
5 VR125

IR113-133

V 
18

7

V 
19

V 234

ALBUQUERQUE
INTERNATIONAL

SUNPORT

MANZANO
MOUNTAIN
WILDERNESS
AREA

MANZANO
MOUNTAIN
WILDERNESS
AREA

Airport with hard-surfaced runways
greater than 8069' in length, or some
multiple runways less than 8069'

Airport with hard-surfaced runways
1500' to 8069' in length

VORTAC

VOR

Non-Directional Radiobeacon (NDB)

Compass Rose

Victor Airways

Military Training Routes

Class C Airspace

Class D Airspace

Class E Airspace with floor 700'
above surface

LEGEND

Source: Albuquerque Sectional Chart, US Department of 
 Oceanic and Atmospheric Administration
 November 4, 1999

NORTH

NOT TO SCALE
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TABLE  V-1-C
Region al  Airport  Data

Airport
N a m e

(ow nership)
Airport

Type
Locat ion

From ABQ

Longest
Runw ay
(S u rfa c e )

Based  
Airc ra ft

Tota l
Annual

Op e ra t io n s IAP Services  1

Double Eagle II
(public)

Genera l
Avia t ion

11 NM
Nort hwest

7,400
(aspha lt ) 261 51,100 Y

F,M,H,T,
C,I ,R,S

Coronado
(privat e)

Genera l
Avia t ion

9 NM
Nor th

4,010
(aspha lt ) 131 86,510 N

F,H,T

Santa  Fe
(public)

Comm.
Ser vice

42 NM
Nort heast

8,342
(aspha lt ) 179 93,000 Y

F,M,H,T,
C,I ,R,S

Mor ia r ty 
(public)

Genera l
Avia t ion

29 NM
Ea st

7,700
(aspha lt ) 32 6,000 N

F,H,T,G

Mid-Valley
(privat e)

Genera l
Avia t ion

18 NM 
Sout hwest

4,340
(aspha lt ) 107 2,300 N

F,M,H,T,
C,I ,R,S

Alexan der
(public)

Genera l
Avia t ion

26 NM 
Sout hwest

6,601
(aspha lt ) 28 13,273 N

F,M,H,T,
I,R

ABQ - Albuquerque In terna t ion a l Sunpor t  
NM - Naut ical Mile
IAP - Inst rument  Approach  Procedure

 1 F- Fu el, M - Airfra me, Avionics, an d/or P owerpla nt  Main ten ance an d Repa ir, H - Ha nga r St ora ge, T-
Tiedown s, C - Ch ar ter , I  - Inst ruct ion , R - Air cra ft  Renta l, S - Air cra ft  Sa les, G - Glider s and Towin g, A -
Agr icu lt u ra l Applica t ion , AM - Air  Ambula nce

Source: FAA Form  5010-1, Airport Master R ecord

The NDB t ransm its n ondir ectiona l
ra dio signa ls whereby t he pilot  of
pr oper ly equ ipped  a ir cr a ft  ca n
determine the bear ing to or  from the
NDB facility a nd then  “home” or  t r ack
to or  from the s ta t ion .  P ilot s  flying to or
from the a irport  can  u t ilize the Isleta
NDB loca ted  approximately three
nau t ica l miles south  a s  shown on
Ex  h  ib  it  V-1-D  .

Loran-C is a  gr ound-based enrou te
naviga t iona l a id wh ich  u t ilizes a  system
of t ransmit ters loca ted  in  var ious
loca t ions across t he cont inen ta l Un ited
Sta tes. Loran-C var ies from the VOR as
pilot s a re not  r equ ired to naviga te us ing
a  specific facility (with  the VOR, pilot s

mu st  na vigate to an d from a  specific
VOR facility). With  a  pr oper ly equipped
a ircra ft , pilot s can  naviga te to any
airpor t  in  the United  Sta tes  using
Loran-C.

GPS is a n  addit iona l naviga t iona l a id
for  pilot s en route to the a irport . GPS
uses a  system of 24 sat ellit es placed in
orbit  a round the globe to t r ansmit
elect ron ic signa ls  wh ich  p roper ly
equ ipped a ircraft  use to determine
a lt it ude, speed  a n d n a viga t ion a l
informat ion . GP S is  sim ila r  to Loran-C
as pilot s can  d irect ly naviga te to any
airpor t  in  the count ry and  are not
required to navigat e using a  specific
naviga t iona l facility.
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GPS wa s developed  and deployed by t he
Un ited Sta tes Department  of Defense a s
a  du a l-u se (civil a n d m ilit a r y)
radionaviga t ion  system.  GPS provides
two levels of service: the GPS standard
posit ion in g syst em  (SP S), which
suppor t s civil GPS uses; an d the GPS
precise posit ion ing sys tem (PPS), which
is rest r icted to U.S. Armed Forces, U.S.
Federa l Agencies an d selected a llied
a rmed forces and govern ments u se.

Presen t ly, the GPS SPS, reserved for
civil avia t ion  users, does not  meet  a ll
r equ ir em en t s  for  civil a via t ion .
Addit iona l frequencies  a re needed to
meet  system  requirem ent s.  As pa r t  of
the GPS Moderniza t ion effor t , a  second
civil avia t ion  signa l is planned to be
ava ilable with  new sa tellit e launches
begin ning in  2005.  A th ird s igna l will
become ava ilable in  2007 wit h  the
fur th er lau nch of new sat ellites.

The GPS Modern izat ion effort  also
focuses on  augment ing the GPS SPS to
sat isfy requiremen t s for  accu racy,
covera ge, ava ilability and in tegr ity.  For
civil avia t ion  use, th is  includes  the
d e v e lop m e n t  of t w o s e p a r a t e
augmenta t ion  system s: t he Wide Area
Augmenta tion  System (WAAS) an d
Loca l Area  Augmenta t ion  System
(LAAS).  The WAAS uses a  system of
reference sta t ions to cor rect  the SPS
sign a l from the GPS sa tellites for
improved naviga t ion  and approach
capa bilities.  Where the presen t  GPS
provides for  enrout e naviga t ion  and
l i m i t e d  i n s t r u m e n t  a p p r oa ch
(nonprecis ion) capa bilit ies, WAAS will
provide for  Ca tegor y I  (clou d ceilin gs
200 feet  above the ground and
visibilit ies rest ricted t o one-ha lf mile)

approach  capa bility at  near ly every
r u n wa y en d equ ipped w it h  a n
inst rument  appr oach  procedure.

The LAAS va r ies from the WAAS since
the corr ected GPS signals a re broadcast
dir ectly to a ircraft  with in  line of sigh t  of
a  ground reference s ta t ion . The LAAS is
expected to su ppor t  approach  capa bility
below Ca tegory I  and be implemen ted
in  a reas  which  a re not  suppor ted  by the
WAAS upgra de.  The LAAS m ay also be
able to suppor t  runway incursion
war nings, h igh-speed  turnoffs, missed
a p pr oa ches , depar t u r es,  ver t ica l
ta keoffs an d sur face opera tions.

Once augmented, GPS will become the
primary Federa lly provided radio-
na viga t ion  system .  Du r ing the
t rans it ion , the FAA pla ns to phase-out
ex i s t i n g  n a v iga t i on a l  a i d s  a s
dependence on  these sys tems is  reduced
by the capa bilities of the GPS syst em.
Exh  ibit  V-1 -E  dep  ict  s t  h  e 1999 Federal
Aviation R ad ionav igation Plan  for  the
implemen ta t ion  of GPS augmenta t ion
a n d  p h a s e -ou t  of t r a d i t i on a l
na vigat iona l aids.

LO CAL O P ER AT IN G

P R O CED U R ES

Albuqu erque In terna t iona l Su nport  is
sit ua ted a t  5,352 feet  MSL. The t ra ffic
pa t t ern  a lt itude for  a ll a ircraft  a t  the
a irpor t  is 7,000 feet  MSL (1,645 feet
AGL). Run ways 26, 21, 30 an d 35
ut ilize a  left  t r a ffic pa t tern . In  th is
manner , mos t  a ircraft  approach  the
desired runway end following a  ser ies of
left -hand turns. Run ways 8, 3, 12 and
17 u t ilize a r ight  t ra ffic pa t tern .
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IOC

IOC

Cat I Standards

**

Cat II/III Standards

Begin Phase-down

Begin Phase-down ***

Begin Phase-down

Begin Phase-down

FOC*

FOC

 IOC - Initial Operational Capability

 FOC - Full Operational Capability

 * - Projected date based upon achieved system 
   performance

 ** - Loran-C will continue to operate in the short-term
   while the Administration continues to evaluate
   the long-term need for continuation of the system

 *** - Unless determined to be necessary for long-term
   navigational services

Note: Phase-down dates are targets and may be changed
 in subsequent editions of the FRP

Source: 1999 Federal Aviation 
  Radionavigational Plan
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NOISE
ABATEMENT

In  coopera t ion with t he Airpor t  Tra ffic
Cont rol Tower  (ATCT) and  a irpor t
user s, an  informal noise aba tement
program has  been  established for
Albuqu erque In tern a t iona l Sun por t  by
the City of Albuquerque Avia t ion
Depar tment .  The following sum marizes
the program:

% Un less  t h e  cr os swin d  (win d
flowing perpendicular  to the t ravel
of the a ircra ft ) for other  runwa ys
exceeds 15 kn ots, exceeds a ir cra ft
op er a t in g lim it s , or  u n sa fe
condit ions preclude the use of
other  runways , Runway 35 is  not
used for  tu rbojet  or  tu rboprop
depar tu res.

% Un less oth erwise directed by t he
ATCT, n on tu rbo-type a ir cr a ft
making a  left  tu rn  from Runway 8
are requ est ed t o dela y t heir  tu rn
unt il the ea st  field bounda ry.

% Between  9 p .m . a nd 7  a .m ., a ll
a ir cra ft  depar t ing Runway 8 a re
issued a  r ight  tu rn , weat her
permit t ing.

% From 7 a .m. to 9 p.m . crews of jet
a ir cra ft  depar t ing Runway 8,
turn ing left, sh ould dela y st a r t ing
the tu rn  un t il 13.5 DME from the
Albuqu erque VORTAC.  This
procedure is only used when  the
clou d ceiling is 5,000 feet  MSL and
visibility is grea ter  than  seven
miles.

INS TRU MENT APP ROACH
P ROCEDURES

Inst rumen t  appr oach  procedures a re a
ser ies of predetermined  maneuvers
est ablished by the FAA usin g electr onic
naviga t iona l aids tha t  a ssist  pilots  in
loca t ing and landing a t  an  a irpor t
during low visibility and cloud ceiling
condit ions. There a re cur ren t ly four
ins t rument  approach  procedures a t
Albuqu erque Interna t iona l Sunpor t :
Inst rument  Lan ding System  (ILS)
approach  to Runway 8, ILS Approach  to
Runway 3, VOR or  TACAN or  GPS
approach  to Runway 8 and NDB or  GPS
approach to Runwa y 35.  Deta ils of the
published ins t rument  approaches  a re
pr  ovided in Tab  le  V-1-D  .

The ILS is  an  approach  landing a id
designed to iden t ify the exact  approach
pa th  and  descent  to landing for  pr oper ly
equipped aircraft.  The ILS includes a
combina t ion  of on-a irpor t  equipment
wh ich  provides three funct ions: 1)
guida nce, pr ovided ver t ica lly by a glide
slope bea con, a nd h orizonta lly by a
loca lizer  beacon; 2) range, furn ished by
m a r ker  beacons;  an d 3) visua l
a lignment , supplied by t he approach
light ing sys tem and runwa y edge ligh ts
(descr ibed above).

The loca lizer  (LOC) an tennas for  each
approach  is loca ted beyond the fa r  end
of the runway.  The loca lizer  an tenna
for  Runway 8 is situa ted on  the
exten ded Runway 8-26 center line,
approximately 1,500 feet  east  of the
Runway 26 threshold.  The loca lizer
an tenna   for  Runway 3 is situa ted a long
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the exten ded Runway 3-21 center line,
approximately 675 feet  nor th  of the
Runway 21 thr eshold.  These an tennas
emit   very h igh  fr equency (VHF) signa ls

tha t provide the pilot  with  course
devia t ion  (left  or r igh t  of t he runway
center line and the degr ee of devia t ion)
informat ion .

T A B L E  V -1 -D

I n s t r u m e n t  A p p r o a c h  D a t a

WE AT H E R  MI N IM U M S  B Y AI R C R AF T T YP E

Ca te g o ry  A/B C a te g o r y  C C a te g o r y  D

C H VIS C H VIS C H VIS

IL S  R U N W A Y 3  AP P R O A C H

S t r a i g h t - In  I L S 200 .5 200 .5 200 .5

Loca lizer  O n ly1 300 .5 300 .5 300 .75

C ir clin g 500 1 500 1.5 600 2

IL S  R U N W A Y 8  AP P R O A C H

S t r a i g h t - In  I L S 200 .5 200 .5 200 .5

Loca lizer  O n ly2 300 .5 300 .5 300 .75

C ir clin g 500 1 500 1.5 600 2

V O R  o r  T A C A N  o r  G P S  R U N W A Y  8

S t r a i g h t - In 900 .75 900 2 900 2 .25

C ir clin g3 900 1 900 2.5 900 2 .75

D i s t a n c e  M e a s u r i n g  E q u i p m e n t  (D M E )  M i n i m a

S t r a i g h t - In 400 .5 400 .5 400 1

C ir clin g 500 1 500 1.5 600 2

N D B  o r  G P S  R U N W A Y  3 5

S t r a i g h t - In 400 1 400 1 400 1 .25

C ir clin g 500 1 500 1.5 600 2

Air cr a ft  Ca tegor i e s  a r e  e s t a blis h ed  on  t h e a p p r oa ch  sp ee d  of a ir cr a ft (1.3  t im es  t h e s t a ll sp ee d  in

la n d in g con figu r a t ion ) a s  follow s :

Ca t egor y A/B     0-12 0 k n ots  (Ces sn a  17 2, B ee ch cr a ft K in ga ir )

Ca tegor y C 121-140  kn ots  (Can a da i r  Ch a l len ger ,  Boe ing  737)

Ca tegor y D 141-165  kn ots  (Gu l fs t r eam  IV, Boeing  747)

C H  -Clou d  H eigh t  (in  feet  a bove  gr ou n d  leve l)

VIS  - V is ibi li t y  (in  s t a tu t e  m i le s )
1 F or  in oper a t ive  MALSR ,  in crea se  Ca tegory  D vis ib i li ty  .25  m i les
2 F or  in oper a t ive  MALSR,  in crea se  Ca tegory  D RVR to  5 ,000
3 F or  C a tegory  B Aircra ft ,  v is ib il ity  m inim u m s a re  1 .25  m i les

S ou r ce: U .S . T er m in a l P r oced u r es , S ou t h w es t  Volu m e 1  of 2
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The ult ra  high frequency (UH F) glide
slope (GS) t ra nsm it ter  for  Runwa y 8 is
loca ted on  the sou th  side of t he runway,
approxima tely 1,000 feet  east  of the
Runway 8 landing th resh old.  The glide
slope t ransmit ter  for  Runwa y 3 is
loca ted on  the east  side of t he runway,
approximately 1,000 feet  nor theast  of
the Runway 3 landing threshold .  The
t ransmit ters provide a  signa l indicat ing
whether  th e a ircra ft  is a bove or  below
the designed glide pat h.

The Runwa y 3 ILS approach  is
equipped with  an  ou ter  marker  beacon
to provide pilot s with  a  seconda ry
indica t ion  of their  dis tance from the
runway end.  The outer  marker  for
Runway 3 is loca ted s ix naut ica l miles
sout hwest  of the Run way 3 end.  The
Runway 8 ILS a ppr oach  is equipped
with  an  outer  marker  and inner  marker
beacon.  The outer  marker  beacon is
loca ted 6.1 naut ica l miles west  of the
Runway 8 threshold. The middle
marker  is loca ted one-ha lf mile from the
Run way 8 th resh old.

Both  the Run way 3 ILS a pproach  and
Runway 8 ILS appr oa ch  provide the
a irpor t  with  the lowest a pproa ch
visibilit y minimum s.  Ut ilizing either  of
th ese approaches, a  proper ly equipped
a ir cra ft  and pilot  can  land  a t  the a irpor t
with  clou d ceilings a s low as 200 feet
above the ground and visibility reduced
to one-ha lf mile.  The cloud ceiling
and/or  visibilit y minimums in crea se if
on ly the loca lizer  port ion  of the
approach  is u sed or  an  a ir cra ft  lands at
different  ru nwa y end (defined a s a
circling a pproach) a fter  using the
Runway 8 or  Runway 3 ILS approach.

The VOR or  TACAN or  GPS approach
to Ru n wa y 8 p rovides differen t
capa bilit ies for  a ir cra ft  not  equ ipped to
u t ilize the Runway 8 ILS  approach .  For
th is approach , a ircraft  can  u t ilize any
one of the naviga t iona l a ids descr ibed to
complete the approach .  Aircraft  a re not
required t o have capa bilit ies for  a ll the
naviga t iona l a ids to complete the
approach .  The Albuqu erque VORTAC
is used by a ircra ft  equipped with  a  VOR
or  TACAN receiver .

The NDB or GP S a ppr oach  to Runway
35 provides capa bilities for lan dings to
the nor th .  The NDB por t ion  of the
approa ch u t ilizes th e Isleta  NDB
loca ted appr oxima tely 2.6 na ut ica l
miles sou thwest  of the a irpor t .

ARRIVAL AN D
DEP ARTURE PROCEDURES

To expedite a ircra ft a rr ivals and
depa r tures t o Albuqu erque In ter-
n a t ion a l Sunpor t , t h e F AA ha s
established a  series of Standa rd
Termina l Arr iva l (STAR) and  Standard
I n s t r u m e n t  D e p a r t u r e  ( S I D )
procedures.  The STAR is a  preplanned
a ir  t r a ffic cont rol procedur e designed to
provide the t r ansit ion  from the enrou te
phase  of the flight  to an  out er  fix or
in s t r u m en t  a p pr oa ch  fix/ar r iva l
wa ypoint  in  the termina l a rea .  The SID
is a  pr epla nned  a ir  t ra ffic cont rol
procedure tha t  pr ovides the t ransit ion
from the termina l ar ea  to the en rou te
phase of the fligh t .

The Cur ly Two Arr iva l, Fr iho Three
Arr iva l, La van  Th ree Arr iva l and  Miera
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Two Arr iva l a re design a ted STARs for
Albuqu erque Interna t iona l Sunpor t .
The Albuqu erque One Depa r ture and
Largo Two Depar ture a re designa t ed
SIDs for  Albuqu erque In t erna t iona l
Sunpor t .

AIR  TR AFFIC
CONTROL

The a irpor t  t ra ffic cont rol tower (ATCT)
is loca ted nor th  of Runway 8-26 on
Kir t land Air  Force Base.  Owned and
opera ted by th e FAA, th e ATCT ha s a
st a ff of 54 personnel.  The ATCT
opera tes 24 hours da ily.  Tower
personnel pr ovide an  a r ray of cont rol
services for  a ircraft  a r r iving and
depar ting Albuquerque In t erna t iona l
Sunpor t .

Tower personn el also provide an  a irpor t
t r a ffic in format ion  ser vice (ATIS) which
is a recorded m essa ge, upda ted hour ly.
ATIS genera lly provides pilot s with  the
a irpor t ’s recent  weather  condit ions  and
any notices to airm en (NOTAM’s) filed
for  the da y tha t  a re per t inen t  to
Albuquerque Interna t iona l Sunpor t  or
its environs.

Enrou te a ir  t ra ffic cont rol services ar e
provided through the Albuquerque Air
Route Tra ffic Cont rol Facility (ARTCC),
wh ich  cont rols  a ircraft  in  a  la rge mult i-
st a t e a rea .

WEATHER
R EP O R TIN G

Albuqu erque In terna t iona l Su nport  is
equipped with  an  Automated Sur face
Observa t ion  System (ASOS).  The
ASOS provides au tomated avia t ion
weather  observa t ions  24 h our s a  da y.
T h e  s y s t e m  u p d a t e s  we a t h e r
o b s e r v a t i o n s  e v e r y  m i n u t e ,
con t inu ously r epor t in g sign ifica n t
weather  changes as t hey occur .  The
ASOS report s cloud ceiling, visibilit y,
t empera ture, dew poin t , wind direct ion
and speed, a lt imeter  set t ing (barometr ic
pressu re), den sit y a lt itude (a ir field
eleva t ion  corrected for  t empera ture),
precipita t ion  ident ificat ion, and freezing
ra in occurrence.

Runway 8 is equipped with  runway
visua l range (RVR) equ ipment .  The
RVR consist s of a  t ransmissometer
loca ted a long the runway edge to
determine, in  feet , t he hor izon ta l
d is tance a  pilot  can  see down the
runway from the Runway 8 approach
thr eshold.

The FAA Automated F light  Ser vice
Sta t ion  (AFSS) provides wea ther
in format ion  to pilot s.  The Na t iona l
Weather  Service conducts wea ther
observa t ions and forecast ing from it s
facility a t  Albuquerque In terna t iona l
Sunpor t .
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The capacity of the existing airfield
system is analyzed from the
perspectives of wind coverage and
operational capacity, as they impact
the configuration and number of
runways in airfield design. To
optimize the use of an airport it is
important to have adequate wind
coverage.  The safest operation of
aircraft during takeoff or landing is
into the wind. When landing and
taking off, aircraft are able to
maneuver on a runway as long as
the wind component perpendicular
to the direction of travel (defined as
crosswind) is not excessive.
Multiple runways can also increase
the operational capacity of the
airport. The operational capacity is
not only affected by the number of
runways, but also their
configuration. The following
subsections examine the capacity of

the airfield at Albuquerque
International Sunport, first from the
standpoint of the wind coverage,
then for operational capacity.

RUNWAY SYSTEM

As indicated earlier, the runway
system at Albuquerque
International Sunport includes four
non-parallel runways. Primary
Runway 8-26 is oriented east-west.
The other three runways are
oriented on approximately 45
degree intervals. When the airport
was initially developed in 1937, it
was not unusual for an airport to
have multiple runway orientations.
This was common because minimal
data regarding wind direction was
available. With most runways being
dirt or turf, and seldom more than
5,000 feet long, it was relatively
economical to provide runways at
45 degree intervals to account for
nearly every wind scenario.

This philosophy was carried
through World War II when
numerous airfields were developed
or expanded to meet the war effort’s
demand for trained pilots. Airfields
to serve the war cause were
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developed across the United  Sta tes , and
especially in th e west cen t ra l and
southwes tern  por t ions of the count ry
where poor  weather  condit ions  were
minimized.  Most  of these a ir fields were
developed with  runways or ien ted to the
eigh t  points of t he compa ss.  The
Albuqu erque Airpor t  was  used  by the
Army Air  Corps  dur ing the war .

After  the war , many a irpor t s  were
turned over t o loca l govern ments t o
opera te a s civilian  or  join t  use facilities.
Many communit ies found it  difficu lt  to
ma in ta in  four  ru nwa ys.  As  a  h is tory of
loca l wind da ta  became more r ea dily
a vaila ble, officia ls were a ble to
determine which r un ways were most
cr it ica l to mainta in ing a  rea sonable
level of wind covera ge.  Th is r esu lted in
the abandonment  and closing of one or
more runways  on  many a irpor t s  as the
pavement  aged and needed to be
rebu ilt .

T h e  a i r f ie l d  a t  Al b u q u e r q u e
In terna t iona l Sunpor t  t r ansit ioned to
milita ry ownersh ip t hen  ba ck to civilian
ownersh ip .  Aft er  t he war , t he a ir field
was sold to the Air F orce wh ich
improved and opera ted th e airfield as
Kir t land Air  Force Base unt il tu rn ing it
back over t o the City of Albuqu erque in
1962.

ABQ is un ique in  tha t  it  has
maint a ined a ll fou r  of it s runways
act ive for n ear ly fort y year s of civilian
opera t ion .  In  fa ct , ther e a re only a
handfu l of a irpor t s  a round the Un t ied
St a tes tha t  st ill ma int a in paved
runways in four  different  orient at ions.
These include the following (longest
ru nwa y length  in par ent hesis):

•  Fernandin a  Beach, F lorida  (5,300
ft.)

•  New Smyrna  Beach, F lorida  (5,000
ft.)

•  Ch ica go O’H a re, Illin ois (13,000
ft.)

•  Hobbs County, New Mexico (7,400
ft.)

• Port  Isa bel, Texa s (8,000 ft.)
•  San  Ma rcos, Texa s (6,600 ft.)
•  Hondo, Texas (6,059)
•  Casper , Wyoming (10,600)

In  addit ion  to ABQ, only th ree of th ese
a irpor t s cur ren t ly have a ir  service
(Hobbs County, Casper , a nd O’Hare).
ABQ and Chicago O’Hare a re the only
a irpor t s ranked in  the na t ion’s t op 100
commercia l service a irpor t s t ha t  have
runways in four  different  orient at ions.
O’Hare is one of the bu siest a irport s in
the world.

In  reviewing the top 100 busiest
commercia l a irport s in  t he Un ited
Sta t es, it a lso becomes evident  tha t
many have reduced their  a ir field from
four  runway or ien ta t ions  to three or
even less.  Exa mples include:

•  Port  Columbus In terna t iona l, Ohio
•  Houston H obby, Texa s
•  Ch icago Midwa y, Illinois
•  Grea t er  Rochest er  In t erna t iona l,

New York
•  Mi lwa u kee  Gen er a l Mit ch e l l

In terna t iona l, Wisconsin

The 1994 Master  Plan  recommended
tha t  nor th-south  Runway 17-35 be
closed a t  such  t ime tha t  it  required
m a jor  m a int en a n ce t o be kep t
oper a t ion a l, or  wh en  a ddit ion a l
pa ssen ger or  ca rgo t ermina l facilit ies
require a ddit iona l space.
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Severa l a via t ion in t eres ts  h a ve
indica ted the desir e t o mainta in
Runway 17-35 in  opera t ion  in to the
fu ture.  Because of th is  in teres t , the
Scope of Services for  t h is Master  P lan
Upda te inclu ded a  re-eva lua t ion  of
Runway 17-35's fu ture.  Th is will begin
in  th is sect ion  with  an  exa minat ion  of
the a irfield’s wind  and opera t iona l
capacity both  with  and  without  Runway
17-35.

WIN D  AN AL YS IS

FAA Advisory Circu lar  150/5300-13
recommends tha t  a  crosswind runway
sh ould be made available when  the
primary or ient at ion pr ovides less than
95 percent  wind covera ge for  any
a ir cra ft  foreca st  to use the a irpor t  on  a
regula r  ba sis .  The 95 percen t  wind
coverage is compu ted on t he basis of
crosswinds not exceeding 10.5 knots for
Air por t  Reference Codes (ARC) A-I an d
B-I; 13 knots for  ARC A-II a nd B-II; 16
knots for  ARC C-III and B-III, plus C-I
through D-I II ; and 20 knots for  ARC A-
IV through D-VI .  Defin it ion  of the ARC
is provided la ter  in  Sect ion  V-3-
Requirem ent s.

A wind r ose an alysis is utilized to
determine a irpor t  win d coverage.  F or
it s purposes , the FAA indica tes  tha t  the
most  cur ren t  ten  years  of da ta  should be
u  t  ilized in  th is an  alysis. Exh  ibit  V-2 -A
presen t s t  he a  ll-weat  her  wind r  os e for
ABQ based u pon ten  yea rs of wind da ta
from 1989 through 1998.  The win d rose
an alysis on  the table in  the exhibit
indica tes tha t  pr ima ry Run way 8-26
has the bes t  10.5 knots (12 miles per
hour) wind coverage of the four
ava ila ble runways (93.0 percen t ).
Runway 17-35 h as t he lowest  coverage
89.5 percent .  Thu s, a s ingle ru nway

does not  provide the 95 percent
s tandard for  sin gle and t win  engine
pr opellor gener a l avia t ion  a ircra ft .  The
primary runway, however, does meet
the 95 percen t  cr iter ia  for  the lar ger
ARC.

The addit iona l wind coverage pr ovided
by any one of the crosswind runwa ys
a llows the a irpor t  to meet  the 95
percent  st andard for  10.5 knots with
just  two runways.  Runway 17-35
pr ovides t h e m ost  covera ge in
combina t ion  with  the pr imary Runway
8-26 (98.94 percent ).

The combina t ion  of a ll four  runway
or ien ta t ions provides 99.96 percent
coverage a t  10.5 knots .  I f Runway 17-
35 is not  included, th e three ru nway
combina t ion  a t  10.5 knots is 98.78
percen t .  Based  upon the cur ren t  wind
rose da ta , Runway 17-35 adds 1.18
percen t  covera ge at  10.5 knots, 0.42
percent  a t  13 knots, and 0.13 percen t  a t
16 knots.

Table V-2-A presents  a  compar ison  of
wind ana lyses based  upon da ta  from
ea r lier  t ime per iods da t ing a s fa r  back
as 1941.  The older  wind ana lyses  were
der ived from wind roses on  ear lier
a irpor t  layou t  plans for  the a irpor t .  The
periods eva lua ted in clude 1941-1957,
1951-1960, 1949-1978, an d 1981-1990.
The best  sin gle r unwa y win d coverage
has fluctu a ted between Ru nway 8-26
and Runway 12-30.  Of the three
crosswind runways, Runway 17-35 has
a lwa ys provided th e most  wind coverage
in  combina t ion  with  the primary
runway.  In  fact , Runways 17-35 and 8-
26 have h istor ica lly provided  as much
or more covera ge th an  the three-runway
combina t ion  of Runways 8-26, 3-21, and
12-30.
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TABLE  V-2-A

His tor ic  Wind  Coverage

Albuqu erqu e In te rna tio na l Su np ort

Cr os s w i n d Co m p on e n t 10.5 KTS /12 MP H

Time  Per iod

1941-1957

Pct .

1951-1960

Pct .

1949-1978

Pct .

1981-1990

Pct .

1989-1998

Pct .

RU NWAYS

Sin gle

8-26

17-35

3-21

12-30

89.9

87.8

86.8

89.1

89.4

88.0

86.0

90.4

85.1

84.5

83.6

87.3

90.8

87.1

87.1

89.2

93.0

89.5

90.1

91.2

Dual

8-26/17-35

8-26/3-21

8-26/12-30

97.3

94.3

93.7

97.4

93.6

94.1

98.0

94.3

91.5

98.5

95.1

95.5

98.9

96.4

96.2

Thr ee

8-26/3-21/12-30 97.2 97.3 98.2 98.5 98.8

Four

All 99.93 99.84 99.85 99.97 99.96

Cr os s w i n d Co m p on e n t 13 KTS /15 MP H

Time  Per iod

1941-1957

Pct .

1951-1960

Pct .

1949-1978

Pct .

1981-1990

Pct .

1989-1998

Pct .

RU NWAYS

Sin gle

8-26

17-35

3-21

12-30

91.6

90.3

89.3

92.6

92.5

91.7

90.6

94.1

94.6

91.3

92.4

96.3

94.47

90.67

92.19

93.97

95.78

92.51

94.09

94.96

Dual

8-26/17-35

8-26/3-21

8-26/12-30

98.9

95.5

94.8

98.6

96.3

96.4

99.4

97.8

98.3

99.49

97.87

97.95

99.66

98.43

98.24

Thr ee

8-26/3-21/12-30 98.2 98.9 99.6 99.50 99.58

Four

All 99.98 99.94 99.99 99.97 99.99

Per cent  < 10.5 kts/12 mph 74.4 77.7 80.6 77.2 81.7

Win d Rose  Sou rces : All dat a  from NOAA Na t iona l Climat ic Cent er , Asheville, Nor th  Carolina

1941-1957 - Mas ter  Pla n of Developm en t, Albuquer que Me tr opolitan  Airp ort; Aug. 1962

1951-1960 - Airp ort L ayout  Pla n, Albuquer que S un port ; Apr il 1970

1949-1978 - Mas ter  Pla n Rep ort, Albuque rqu e In ter na tiona l Airport , Febr ua ry 1985

1981-1990 - Airp ort Ma st er  Pla n, Albuquer que I nt er na tiona l Airport , Decem ber 1993

1989-1998 - Most cur re nt  ava ilable 10 year s da ta  for ABQ; November  2000
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It  is appa rent  from the wind a na lyses
tha t the most  efficient  wind covera ge at
ABQ would be the combina t ion  of the
nor th -sou th runway with  the primary
east -west runwa y. It  should be noted,
th is is st r ict ly based  upon wind
covera ge, and does not  t ake in to
considera t ion  the opera t iona l capacity
of the a ir field which  will be a na lyzed in
a  la ter  subsect ion .

Severa l pilot s have indica t ed tha t
Runway 17-35 is  par t icu lar ly impor tan t
in  t h e spr in g, wh en  t h e a r ea
experiences s t rong winds from the
south .  This was examined in  deta il by
breaking   down  the  wind  covera ge  by

month .  Table  V-2-B pr esents a n  a ll-
weather  wind a na lysis for  each  month
of th e year.  The 10.5 knot  win d
coverage for  the four  runway system
remains a t  99.93 percen t  or a bove each
month .  The combined a ll-weather  wind
coverage without  Runwa y 17-35 is
lowest in Ma y (97.03 percent ).  Thu s,
Runway 17-35 provides an  addit iona l
2.9 percen t  coverage a t  10.5 knots in
Ma y.  The next  lowest  coverage without
Runway 17-35 98.58 percent  in  Apr il.
Dur ing th is month  Runway 17-35
provides and a ddit iona l 1.46 percen t .
Exh  ibit  V-2 -B presen  t  s t  he wind r  os  e
for  t he mon th  of May.

TABLE  V-2-B

Month ly  Wind  Coverage

Albuqu erqu e In te rna tio na l Su np ort

R u n w a y  S y s t e m

Wi n d s

(k n o t s )

JAN.

%

FEB.

%

MAR.

%

APR.

%

MAY

%

JUN

%

w/o Run way 17-35 10.5

13

16

20

98.84

99.97

100.00

100.00

98.82

99.64

99.85

99.95

98.71

99.58

99.86

99.95

98.58

99.51

99.85

99.99

97.03

98.48

99.44

99.92

98.77

99.52

99.85

99.98

Four  Runwa ys 10.5

13

16

20

99.99

100.00

100.00

100.00

99.95

99.98

99.99

100.00

99.96

100.00

100.00

100.00

99.94

99.94

100.00

100.00

99.93

99.99

100.00

100.00

99.98

100.00

100.00

100.00

R u n w a y  S y s t e m

Wi n d s

(k n o t s )

J UL.

%

AUG.

%

S EP .

%

OCT.

%

NOV.

%

DE C.

%

w/o Run way 17-35 10.5

13

16

20

99.24

99.75

99.95

99.99

99.54

99.83

99.94

99.99

99.56

99.88

99.99

100.00

98.81

99.63

99.90

99.98

98.68

99.64

99.94

100.00

98.85

99.67

99.91

100.00

Four  Runwa ys 10.5

13

16

20

99.94

99.99

100.00

100.00

99.98

100.00

100.00

100.00

99.89

100.00

100.00

100.00

99.94

99.99

100.00

100.00

99.98

100.00

100.00

100.00

99.89

99.97

100.00

100.00

Sou rce: 1989-1998 wind da ta  for Albuqu er que I nt er na tiona l Sun port ; NOAA Nat iona l Climat ic Cent er , Ash eville, NC.

The wind a na lysis does in dica t e tha t
Runway 17-35 adds more coverage in
the spr ing.  The covera ge provided by
the three other  runwa ys, however , is

st ill well over t he 95 percent  standa rd
established by th e FAA.  Since the 95
percent  st andard is met  with  th ree
ru nwa ys, any addit iona l runwa ys mu st
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be just ified for  oper a t iona l capa city.  If
the addit iona l runways cannot  be
just ified in  r ela t ion  t o ben efits
outweighing cos ts, the FAA may not
par t icipa te in  their  rehabilit a t ion
and/or  improvement .

O P E R AT IO N A L C AP A CIT Y

An  a ir fie ld  oper a t ion a l ca pa cit y
an alysis was conducted  to determine
the exist ing capa city of the a ir field  and
to iden t ify any pr esent  or  poten t ia l
deficiencies in t he a irfield system.
Airfield capa city and delay were
exam ined u t ilizing F AA Advisory
Circu la r  (AC) 150/5060-5, Airport
Capac ity and Delay .  Calcula t ions
der ived from using th is AC produces  the
following ou tput :

< Ho u rly  Capac ity of Runw ays :
The maximum number  of a ircra ft
opera t ions tha t  can  t ake place in
one hour .

< We ig h te d Hourly Capac ity :
Average of hour ly ca pacit ies for
va r ious runwa y use scenar ios
weigh ted according to percen tage
of use.

< Ann ual S e rv ic e  Vo lu m e :  The
annua l capacity or  a  maximum
level of a ir cra ft  opera t ions tha t
may be used  as a  reference in
plann ing the runway system.

< Ann ual Aircraft  Delay:  Tota l
dela y incur red by a ll a ircra ft  on
the a irfield in one year .

As in  dica  t  ed in Ex  h  ib  it  V-2-C, the
capacity of the a irfield is affected by
severa l factors includin g a ir field layou t ,

meteorologica l condit ions, a ir cra ft  mix,
runway use, percent  a r r ivals, percent
t ouch-a nd-go's, a nd exit  t a xiway
loca t ions.  These it ems a re descr ibed
below.

AIRF IELD  LAYOUT

The a ir field layou t  refers  to the loca t ion
and or ien t a tion of th e runwa ys,
taxiwa ys, and t er mina l a rea .  The
layou t  of the a ir field can  sign ifica n t ly
a ffect  it s ability t o accommodate
a ir cra ft  movemen ts.  The exist ing
a  ir  field la  you  t  is depicted  on  Exh  ibit  V-
1-A.  Th  e exist  ing a  irfield, inclu  des
primary east -west  Runway 8-26, a nd
three crosswind  runways .  Two of the
cr osswin d  r u n wa ys  (n or t h -s ou t h
Runway 17-35 and nor theast -southwest
Runway 3-21) a re 10,000 feet  long and
capa ble of accomm odat ing all types of
a ir cr a ft  t h a t  u s e t h e  a ir por t .
Nort hwest-southeast  crosswind Runway
12-30 is 6,000 feet  long a nd can
accommodate most  of t he genera l
avia t ion  aircraft a s well as the a ir  t axi
and commuter  a ircra ft .

Runways 12-30 and 3-21 a re loca ted
en t irely south  of Ru nwa y 8-26.  Runway
17-35 in t er sect s t he Runway 8-26
approximately 4,900 feet  from the nor th
end of Runway 17-35 and a pproxi-
mately 2,900 feet  east  of the west  end of
Runway 8-26.  The th ree crosswind
runways a ll in ter sect  a t  vir tua lly the
same point  sou th  of the primary
runwa y.  This is appr oxima tely 7,200
feet  south  of t he nor th  end of Runway
17-35, 3,300 feet  southeast  of the
north west en d of Runwa y 12-30, a nd
8,200 feet  nor theast  of the sou thwest
end of Runway 3-21.





Exhibit V-2-C
AIRFIELD CAPACITY

FACTORS

AIRFIELD LAYOUTAIRFIELD LAYOUT

WEATHER CONDITIONSWEATHER CONDITIONS

OPERATIONSOPERATIONS

VFR PVCIFR

AIRCRAFT MIXAIRCRAFT MIX

AIRFIELD LAYOUT

WEATHER CONDITIONS

OPERATIONS

AIRCRAFT MIX

A&B C
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A&BA&B Beechcraft Bonanza

Cessna 441Beechcraft King Air

SAAB 340

Boeing 737Gulfstream
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Runway Configuration Number of ExitsRunway Use
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Airfield capacit y is a lso a ffected  by the
type, size, and number  of ava ilable
taxiwa ys.  The purpose of t he t axiway
system is to reduce the amount  of t ime
t h a t  a ir cra ft  spend on  the runway and
t o fa cil it a t e a ircra ft  m ovemen t s
between the runwa ys a nd t ermina l
ar eas.  Each  of t he fou r  runways a t
ABQ is served by para llel and/or  exit
t axiwa ys.

The loca t ion  of the la ndside termina l
facilit ies can  indir ectly a ffect a ir field
capacity.  Termina l a reas  which  a re
remotely loca ted r edu ce overa ll a ir field
capacity by m aking it  more difficu lt  for
a ir cra ft  to expedite t heir m ovemen t  off
of the a ir field syst em .  At ABQ,  t he
a ir line pa ssen ger t ermina l is loca ted in
the nor thwest  quadrant  a s formed by
the int ersect ion  of the Run ways 8-26
and 17-35.

The genera l avia t ion  facilities ar e
loca ted sou th  of t he pr imary runway
a n d  imm edia t e ly  wes t  of t h e
in tersect ion  of the three crosswin d
runways.  The a ir  cargo facilit ies  a re
loca ted southwes t  of the genera l
avia t ion  a rea  a long th e west  side of
Runway 3-21.  Kir t land AFB is loca ted
on th e nort h a nd sout h sides of t he
primary runway eas t  of the crosswind
ru nwa ys.

METEOROLOGY

Weather  condit ions a t  ABQ can
sign ificant ly a ffect  the capa city of
a irside facilit ies .  Runway u t iliza t ion  is
norma lly dicta ted by wind conditions,
clou d ceilings an d visibility.  The
direct ion  of take-offs an d landings is
genera lly determined by the speed of
the prevailing winds.  As indica ted

ear lier , it  is genera lly sa fest  for  a ircra ft
to takeoff and land in to the wind,
a voidin g crosswind  or  t a ilwin d
components dur ing these opera tions.
The type of ins t rumenta t ion  and  the
a dequacy of the associa ted inst rumen t
appr oaches for  each r un way will also
dicta te runway use dur ing inclemen t
weather  conditions.

Besides the wind covera ge discussed
ear lier , wind conditions a re also
impor tan t  in  determining runway use
percentages in  a  capa city a na lysis.  To
maximize capa city, t he run way use
scenar io providing the h ighest  hour ly
capacity should be used u nless winds
dicta te another  use scenar io.

The pr imary effect  of cloud  ceiling and
fligh t  visibilit y condit ions  on  a irpor t
capacity is  the requ ired spa cing
between a ir cr a ft  in  a  cont rolled
environment .  As wea ther  condit ions
deter iora te, th e spacing of aircraft m ust
increa se to pr ovide a llowable margins of
sa fet y.  The increased distance between
a ir cra ft  reduces  the number  of a ircra ft
wh ich  can  opera te a t  the a irpor t  during
any given  per iod.  Th is consequen t ly
reduces overa ll a ir field capa city.

FAA Airfie ld  Capaci ty  and Delay
Advisory Circula r  (AC 150/5060-5),
recognizes three categories  of ceiling
a nd visibilit y min imums.  Vis u al
F lig h t Rule (VFR) condit ions occur
whenever the r eported ceiling is grea ter
than 1,000 feet  above gr ound level, a nd
visibilit y is grea ter  than  th ree st a tu te
miles.  Ins tru m e n t F ligh t Ru le s
(IFR) condit ions  occur  when the
repor ted ceiling is less than  1,000 feet
above ground level a nd/or  visibilit y is
less than  three sta tu te miles.  Poor
Vis ib il it y  Con dit io n s  (P VC)
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condit ions occur  when  the ceiling is  less
than 500 feet  a nd/or visibility is less
than  one st a tu te mile.

Accordin g to da ta  obta ined from the
Nat iona l Climat ic Data  Center  for  the
per iod 1989-1998, ABQ opera tes under
VFR condit ions over 99 percent  of the
t ime, whereas  IFR condit ions  occur
approximately 0.7 percent  of the t ime.
P oor  visibil it y a n d low ceilin g
condit ions (less t han 500 feet  and/or  one
mile) occur  less than  0.3 percent  of the
t ime.  The percentage of t ime tha t  the
a irpor t  is u nder  inst rumen t  condit ions
coincides with  the actua l inst rument
appr oaches a t  the a irport  wh ich  average
less than  0.8 percent  of the tot a l
it ineran t  opera t ions .

AIRCRAFT MIX

Air cra ft  mix for  the capa city ana lysis is
defined in  t erms of fou r  a ir cra ft  cla sses.
Classes A and  B cons is t  of small and
medium -sized propellor  and some jet
a ircra ft , all weighing 12,500 poun ds or
less.  These a ircra ft  a re associat ed
pr imar ily with genera l avia t ion  act ivity,
but  do include some a ir  t axi, a ir  ca rgo
and comm ut er a ircra ft.  Class C
consist s of la rge mult i-engine a ir cra ft
weigh ing between 12,500 poun ds an d
300,000 pounds.  These a ircraft  a re
associa ted pr ima r ily with  a irline and
cargo act ivity, bu t  do inclu de most
business jet s a nd la rger genera l
a via t ion  a nd commuter  pr opeller
a ircra ft .  Cla ss  D a ircra ft  consist s of
la rge a ircraft  weighing more than
300,000 pounds.  These a ircra ft  a re
associat ed with  a ir line and  a ir  cargo
act ivit ies, and include the DC-10,
Boeing 767, an d Boeing 747.

Boeing 757 aircra ft  is considered a
Class  D a ir cra ft  in  t he capacity
an alysis, even though it  fa lls  with in  the
Class  C weigh t  ca tegory.  Th e Boeing
757 gener a tes a  lar ge wake tu rbulence
typica l of Cla ss  D a ircra ft , so cont rollers
mu st  increa se a ircra ft  separa t ions in
order  to provide an  adequa te sa fety
buffer  for  smaller  a ircra ft .  Grea ter
a ir cra ft  separat ion lowers a ir field
capacity.

The cur ren t  opera t iona l an d pr ojected
fleet mix at  the a irport  is summarized
in Ta  ble  V-2-C.  The cu r ren t  a ir cra ft
mix dur ing both  VFR and IFR
condit ions includes all aircraft classes.
Based on  a ir  t ra ffic forecast s pr esen ted
in  t he previous chapt er  the percen tage
of Cla ss C and D a ircra ft  opera t ing a t
the a irpor t  is projected to increa se
thr oughout  the plann ing period.

At  present , Class C aircraft compr ise 65
percent  of annua l VFR opera t ions, a nd
69 per cen t  of a n n u a l I F R/P VC
opera tions.  Class D a ircra ft  cu r ren t ly
represent  th ree percen t  of the a ircr a ft
mix du r ing VFR condit ions a nd three
percent  under  IFR/PVC weather .

The percent age of Class C an d D
a ircra ft  is h igher  when weather
condit ions deteriora te becau se some
gener a l avia t ion  a ircraft  users a re not
subject  to the schedu ling factors of
commercia l a ir  ca rr iers; th erefore they
choose to cancel or  delay th eir  fligh t
unt il favor able wea ther  condit ions exist.
In  addit ion , not  a ll genera l avia t ion
a ir cra ft  a re equipped  for  ins t rument
fligh t , nor  a re a ll genera l avia t ion  pilot s
qu a lified for  IF R flight .
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T A B L E  V -2 -C

A i r c r a f t  O p e r a t i o n a l  M i x

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

We a th e r Ye a r T o ta l O p e ra ti o n s A & B C D

VF R 1999

S h or t  Ter m

I n t er m e dia t e

Long R a n ge

148 ,499

177 ,670

193 ,744

220 ,320

32%

32%

31%

29%

65%

64%

63%

59%

3%

4%

6%

12%

IF R /P VC 1999

S h or t  Ter m

I n t er m e dia t e

Long R a n ge

10 ,676

12 ,774

13 ,929

15 ,840

28%

25%

23%

19%

69%

70%

70%

66%

3%

5%

7%

15%

T yp ica l A ir cra ft  B y C la ss if ica t ion

Cla ss  A: sm a l l  s ing le -eng ine ,  gross  we igh t  12 ,500  pou n ds  or  l e s s

E xam ples : Cessn a  172/182 Moon ey  201

Bee ch B ona n za P ip er  C h er oke e/Wa r r ior

C la s s  B : sm a l l  tw in -eng ine ,  gross  we igh t  12 ,500  pou n ds  or  l e s s

E xam ples : B eech  B a r r on M it su bish i M U -2

Cessn a  402 P ip er  N a va jo

C essn a  C it a t ion  I R ock w ell S h r ik e

Beech cra ft  99 Lear  25

C la s s  C : la r ge  a ir cr a ft , gr oss  w eigh t  12 ,500  p ou n d s  t o 300 ,000  p ou n d s

E xam ples : Beech  King  Ai r  200 D ou g l a s  D C -9

Boeing  727 MD  80

Boeing  737 C es sn a  C it a t ion  I I , II I , X

D eH a vi lla n d  D H -7 G u lfst r ea m  I I I , IV , V

Beech  1900 Lear  35 /55

Region a l  J e ts Sa a b  F a i rch i ld  340

Globa l  E xpres s

C la s s  D : la r ge  a ir cr a ft , gr oss  w eigh t  m or e t h a n  300 ,000 p ou n d s

E xam ples : Airbu s  A-300/A-310 Douglas  D C-8-60 /70

Boeing  747 Douglas  D C-10

Boeing  757* Boeing  767

* Th e B oein g 7 57  h a s  a  gr oss  w eigh t  le s s  t h a n  300 ,000  p ou n d s  bu t  is  con s id er ed  a  C la ss  D  a ir cr a ft

for  ca p a cit y a n a l ys is  be ca u s e  t h e w a k e  vor t e x cr e a t ed  by  t h e  a ir cr a ft  r e qu ir e s gr e a t er  s ep a r a t ion

requ i r em en t s .

P ER CEN T ARRIVALS

The percentage of a r r ivals a s t hey
rela te to the t ota l opera tions of the
a irpor t  is  impor tan t  in  determining
a ir field  ca pa cit y.  U n der  m os t
cir cumstances, the lower  the percen tage

of a r r iva ls, t he h igher  the hour ly
ca p a ci t y .   E x ce p t  i n  u n i q u e
circum sta nces, the a ircra ft  a r r iva l-
depar ture split  is typ ica lly 50-50.  At
ABQ, t ra ffic inform at ion indica t ed  no
major  devia t ion  from th is  pa t tern , and
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a r r iva ls were est imated to account  for
50 percent  of design period opera tions.

TOUCH-AND -GO OP ER ATIONS

A touch-an d-go opera tion involves an
a ir cra ft  making a  landing and an
immedia te take-off without  comin g to a
fu ll st op or  exit ing t he runway.  These
opera t ions a re normally associa ted with
gener a l avia t ion  t ra in ing opera t ions
and are included  in  loca l opera t ions
da ta  recorded by t he a ir  t ra ffic con t rol
tower.

Touch-and-go act ivity is counted a s two
opera t ions s ince there is  an  a r r iva l and
a  depa r tu re in volved.  A high
percen tage of touch-and-go t ra ffic
norma lly resu lt s in  a  h igher  opera t iona l
capacity because one landin g and  one
takeoff occurs with in  a  shor ter  t ime
than individua l opera t ions.  At  ABQ,
touch-and-go opera t ions a re most ly
associat ed with  t ra in ing opera t ions
conducted by flight  schools an d the
milita ry.  Touch-and-go opera t ions  a re
recorded by t he ABQ a ir  t ra ffic con t rol
tower  and cu r ren t ly accoun t  for
approximately eight  percen t  of a ll
a irpor t  opera tions.  For  capacity
ca lcula t ion  pur poses, th is percen tage is
expected to decrease sligh t ly throughout
the planning per iod because gener a l
avia t ion  and milita ry loca l opera t ions
are increa sin g a t  a  slower  r a t es t han
it inerant  opera tions by all types of
a ircra ft .

EXIT TAXIWAYS

Exit  t axiwa ys have a  sign ifican t  impact
on  a ir field capacity sin ce t heir  loca t ions
dir ectly  determine  the occupancy t ime
of an  a ircra ft  on  the runway.  The
a ir field capa city a na lysis gives credit  to
exit s loca ted within  a  prescr ibed  range
from the runwa y's th resh old.  Th is
range is based upon the mix index of
the a ircra ft  tha t  use the runwa y.  Exit
r a t ing credit  is on ly given  to those
taxiwa ys sepa ra ted by a t  leas t  750 feet .

Ana lysis  of the runway configura t ions
and fleet  mixes u t ilizing the runwa ys
indica tes tha t  for  a ll weather  condit ions
credit  is given  to ta xiwa ys lying
between 3,500 and 6,500 feet  from the
runway th resholds.  For th e purposes of
th is an alysis, it  is a ssumed tha t
addit iona l exit  t axiways  can  be provided
to ensure tha t  each  runwa y has a n  exit
ra t ing of a t  leas t  two.

RUNWAY USE

Runway use is  expr essed in  terms of
number , loca t ion , and  or ien ta t ion  of
act ive runways .  I t  involves direct ions
and kinds of opera t ions using each
runway.  When runways  a re not
dimensioned equ a lly, their u se by
a ir cra ft  opera t ing a t  t he facilit y may
vary.  Some runways may be able t o
accommodate virtua lly the ent ire fleet
mix of a ircra ft  opera t ing a t  the facility,
whereas other  runways  may only be of
sufficien t     design     to   ha ndle   only   a
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por t ion  of th e fleet m ix.  Such is th e
case a t  ABQ, where Runway 12-30 is
limited to 6,000 feet  in  length .  This
limits the use of th is  runwa y, in most
condit ions, t o genera l avia t ion , a ir  t axi,
and commuter  a ircra ft .

The capa city of the runway system
var ies depending upon the combina t ion
of r  u  n  wa  ys in  u  se  .  Exhibit  V-2-D
depict s the hour ly capacit ies  of the
different  runway combina t ions a t  ABQ.
In  order  to maximize capa city especially
during peak opera t iona l conditions, east
flow is  used  dur ing VFR weather  a nd
accept able wind condit ions .  Under  h igh
w i n d s  du r in g  VF R con d it ion s ,
opera t ions a re condu cted a long t he
runway a lignment  providing the best
wind covera ge.

Inst rument  appr oach capa bilities of a
runway will a lso play a  key role in
d et e r m i n i n g  a i r fi e l d  ca p a ci t y .
Obviously, it would be idea l for  a ll
runways to be served by an  ins t rument
la n din g sys t em  wit h  a pp r oa ch
min imums capable of a llowing the
runway sys tem to remain  opera t iona l
during a ll wea ther  condit ions.  As was
illust ra ted previously in Ta ble V-1-D,
two runway ends  a t  Albuquerque
In terna t iona l Sunpor t  a re served by
Inst rument  Lan ding System  (ILS)
appr oaches.  The Run way 8 a nd
Runway 3 precis ion  approaches a llow
the runways  to remain  opera t iona l
during condit ions of a t  leas t  200 foot
clou d ceilin gs a nd h a lf-mile visibilit y.
Runway 35 is equipped  with  a  non-
pr ecision  approach  with  min imums of
400 foot  ceilings  and one mile visibilit y.
These a re the on ly runways with
str aight -in instr um ent  appr oaches.

HOU RLY RUNWAY CAP ACITY

The fir st  st ep in  det ermining overa ll
a i r fi e ld  ca p a cit y i n vol v es  t h e
computa t ion  of t he hour ly capacity of
each  runway use configura t ion .  Wind
direct ion , t he percentage use of each
runway configura t ion in  VFR, IFR, a nd
PVC weather  conditions, the amount  of
touch-and-go t ra in ing act ivity, and  the
number  an d locat ions of runway exit s
b e com e  i m p or t a n t  fa c t or s  i n
determining the hour ly capacit y of each
runway configura t ion .

Cons ider ing t h e exist in g a ir field
configura t ion , an  a ircra ft  mix of 65
percent  Class C an d th ree percent  Class
D opera t ions  dur ing VFR weather  and
69 percent  Class C a nd three percent
Class  D dur ing IFR weather  conditions,
eigh t  percent  touch-a nd-go opera tions,
and exit  t axiwa y r a t ings  of each
exist ing runway, the exis t ing hour ly
capacity of each poten t ia l runway use
configura t ion wa s comput ed.

The three-runway system  of Runways 8,
3, and  12 opera ted  under  VFR
condit ions resu lt s in th e highest  hour ly
capacity of the a irfield (106 opera t ions
in  1999).  The maximum IF R hour ly
capacity ava ilable is 57 opera t ions per
hour  using Run ways 3 and 8.  Cur rent
and fu ture hour ly capacit ies  a re
depicted  on  Ex  h  ib  it  V-2-D  .

Th is indica tes tha t  the maximum
opera t iona l capa city is ava ilable in ea st
flow.  In west  flow, the combina t ion  of
Runways 26, 21, a nd 30 provides  the
highest  capa city (95 opera t ions  per  hour
in  1999).  Other  runway com bina t ions
pr ovide less capa city.
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While Runways 3-21 a nd 12-30
int ersect , they do not  in ter sect  with
primary Runway 8-26.  This provides a
h igher  capacity, simila r  to tha t  of a
pa ra llel runway.  The two runway
combina t ion  of Runway 8-26 and
Runway 3-21 provides h igh er  capacity
than the combina t ion  of in tersect ing
Runways 8-26 a nd 17-35.  The
in ter sect ing runway combina t ion  does
have a  h igher  hour ly capacity than
Runway 8 and 12, because use of
Runway 12 is limited to a ircra ft  t ha t
can  opera te on  6,000 feet  of runway
len gth .

As indica  t ed  on  Tab  le  V-2-C, the
percentages of Class C and D a ircra ft
can  be expected to increase through the
long range planning h or izon .  Also, the
percen tage of touch-an d-go opera tions is
forecast  to decrea se slight ly.  These
factors cont r ibut e to an  overa ll decline
in  the hour ly capa city over t he p lanning
hor izon s.

The fu tu re hour ly VFR and IFR/PVC
capa cities of the runway configura t ion
pr oviding the h ighes t  capacity and  the
weigh ted h our ly capa city of a ll runway
configura t ions a re compared to forecast
hour ly demand in  Table  V-2-D .

TABLE  V-2-D
Hou rly Dem an d vs.  Capac ity
Albu qu e rqu e  Inte rn ati on al Su n po rt

VFR IFR

P la n n in g
Horizon

D e s ig n  Ho u r
D e m a n d

Ho u rly
Capacity

D e s ig n  Ho u r
D e m a n d

Ho u rly
Capacity

1999
Shor t  Term
In termed ia t e
Long Range

53
59
63
75

106
105
106
103

39
44
48
59

57
57
58
58

The design h our  demand will reach
nea r ly 70 percent  of the maximum VFR
hour ly capa city of the exist ing a ir field
by the end of t he planning h or izon .
Un der  IFR condit ions, h owever , the
design  hour  dem and level will reach  100
percent  of the maximum IFR hour ly
capacity in  the long range.

Weighted Hourly  Capaci ty  -
Exis t ing  Airfie ld  

The weigh ted hour ly ca pacit y reflect s
the average capa city of the a ir field
con sid er in g VF R a n d  I F R/P VC

condit ions. Th is t akes in to a ccount  the
var ious ru nwa y use scena rios and t he
percen tage of t ime each is u t ilized.
Exh  ibit  V-2 -E pr  esen  t  s t  h  e r  u  n  wa  y use
scena r ios tha t  a ffect  the weighted
hour ly capa city of the exist ing airfield.
The percen tage of use for  ea ch  a ir field
scenar io at tem pts t o ma ximize th e use
of those scenar ios with  th e highest
opera t iona l capacity as  long as  wind
an d weath er perm its.

Based upon win ds , Ru nwa ys 3,8, and 12
could be u t ilized in  combina t ion  to
maximize capacit y 68 percent  of the
t ime.  In  west  flow, runways  26, 21, and
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Exhibit V-2-D
HOURLY CAPACITY SCENARIOS

1999: 106

SHORT: 105

INTER: 106

LONG: 103

RUNWAY USE SCENARIO
(East Flow)

VFRVFR
8,3,128,3,12

HOURLY CAPACITY

1999: 102

SHORT: 100

INTER: 101

LONG: 98VFRVFR
8,38,3

1999: 61

SHORT: 60

INTER: 61

LONG: 60
VFRVFR
8,178,17

1999: 66

SHORT: 65

INTER: 66

LONG: 65VFRVFR
8,128,12

1999: 72

SHORT: 72

INTER: 71

LONG: 70VFRVFR
8,358,35

1999: 95

SHORT: 95

INTER: 89

LONG: 86

RUNWAY USE SCENARIO
(West Flow)

VFRVFR
26,21,3026,21,30

HOURLY CAPACITY

1999: 75

SHORT: 75

INTER: 76

LONG: 75VFRVFR
26,2126,21

1999: 55

SHORT: 55

INTER: 54

LONG: 53VFRVFR
26,1726,17

1999: 79

SHORT: 78

INTER: 79

LONG: 76VFRVFR
26,3026,30

1999: 55

SHORT: 55

INTER: 54

LONG: 53VFRVFR
26,3526,35
VFR

26,35

VFR
26,30

1999: 72

SHORT: 72

INTER: 71

LONG: 70

RUNWAY USE SCENARIO
(South Flow)

VFRVFR
17,2117,21

HOURLY CAPACITY

1999: 66

SHORT: 66

INTER: 65

LONG: 64VFRVFR
17,1217,12
VFR

17,12

1999: 66

SHORT: 66

INTER: 65

LONG: 64VFRVFR
21,1221,12

1999: 56

SHORT: 55

INTER: 57

LONG: 55VFRVFR
Single RunwaySingle Runway

1999: 57

SHORT: 57

INTER: 58

LONG: 58IFRIFR
8,38,3
IFR
8,3

1999: 72

SHORT: 72

INTER: 71

LONG: 70

RUNWAY USE SCENARIO
(North Flow)

VFRVFR
3,353,35

HOURLY CAPACITY

1999: 64

SHORT: 63

INTER: 64

LONG: 62VFRVFR
35,3035,30
VFR

35,30

1999: 64

SHORT: 63

INTER: 64

LONG: 62VFRVFR
3,303,30
VFR
3,30

1999: 50

SHORT: 50

INTER: 50

LONG: 49

1999: 51

SHORT: 51

INTER: 50

LONG: 50
IFRIFR
3,353,35
IFR
3,35

IFRIFR
Single RunwaySingle Runway

IFR
Single Runway

VFR
8,3,12

VFR
8,3

VFR
8,17

VFR
8,12

VFR
8,35

VFR
26,21,30

VFR
26,21

VFR
26,17

VFR
17,21

VFR
21,12

VFR
Single Runway

VFR
3,35
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Exhibit V-2-E
RUNWAY USE SCENARIOS

EXISTING AIRFIELD

1999: 106

SHORT: 105

INTER: 106

LONG: 103

% of Year: 68

RUNWAY USE SCENARIO

VFRVFR
8,3,128,3,12

HOURLY
CAPACITY

1999: 102

SHORT: 100

INTER: 101

LONG: 98

% of Year: 4VFRVFR
8,38,3

1999: 79

SHORT: 78

INTER: 79

LONG: 76

% of Year: 6

1999: 95

SHORT: 95

INTER: 89

LONG: 86

% of Year: 11

1999: 72

SHORT: 72

INTER: 71

LONG: 70

% of Year: 2

RUNWAY USE SCENARIO

VFRVFR
17,21 or 3,3517,21 or 3,35

VFR
17,21 or 3,35

HOURLY
CAPACITY

1999: 66

SHORT: 65

INTER: 66

LONG: 65

% of Year: 3

1999: 75

SHORT: 75

INTER: 76

LONG: 75

% of Year: 4

1999: 57

SHORT: 57

INTER: 58

LONG: 58

% of Year: 2

VFR
8,3,12

VFR
8,3

VFRVFR
26,21,3026,21,30

VFR
26,21,30

VFRVFR
26,3026,30
VFR

26,30

VFRVFR
8,128,12
VFR
8,12

VFRVFR
26,2126,21
VFR

26,21

IFRIFR
8,38,3
IFR
8,3
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30 could be used  11 percent  of the t ime.
The winds  would requ ire t ha t  two-
runway combina t ions be u sed th e
remain ing 21 percen t  of the t ime.  The
meth odology ca lls for  any scenar io used
less than  two percen t  of the t ime t o be
discounted or  combined with  sim ila r
scena rios.  The combina t ions tha t  would
be used  for  a  d iscernable amount  of
t ime in order  of highest  hour ly capacity
include Runways 8 and 3, Run ways 26
and 30, Runwa ys 26 a nd 21, Ru nwa ys 3
and 35, Runways 17 an d 21, Runways 8
and 12, a nd Runways 8 and 17.
Although  actua l IFR/PVC min imums
occur  less than  one percent  of the t ime,
the IFR scenar io of Runwa ys 8 an d 3
was assigned t he remaining two percent
of the t ime.

The weighted hour ly ca pacit y of t he
existing a irfield was det ermined t o be
80.7 opera t ions in  1999.  The capacity
declines sligh t ly over  t ime t o 78.1
opera tions.  Th is is  du e pr imar ily to the
increa sin g mix of Class C an d D
a ircra ft .  The weigh ted h our ly capacity
for  ea ch  of the pla nning hor izons is
inclu  ded in Tab  le  V-2-D  .  W  h  en
con sider in g t h e weigh t ed  h ou r ly
capacity, the cur ren t  VFR des ign  hour
demand equa ls 65 percent  of the
weighted hour ly capacit y.  The shor t
term VFR design  hour  demand will
equa l 73 percen t  of the weigh ted h our ly
capacity, an  the in termedia te term
dem a nd will be 79 percent  of the
capacity.  The long r ange pla nning
hor izon  will be a t  96 percent  of the long
range weighted hour ly capa city.

Weighted Hourly  Capaci ty  -
R u n w a y  17-35 Clo s ed

Exh  ibit  V-2 -F  presen t s the ru  nwa  y use
scenar ios used  to determine the
a ir field’s weigh ted h our ly capacity with
Runway 17-35 closed .  As wit h  t he
existing a ir field, t he th ree-runway
opera t iona l scena rios in east  a nd west
flow pr ovide t he bes t  hour ly capa cities.
These can  be used  up to 79 percent  of
the t ime, and do not  involve Runway
17-35.  Sim ila r ly the bes t  IF R capacity
is obta ined u t ilizing Run way 3 an d 8,
and does  not  involve Runway 17-35.
The h ighest  capa city for  the two-
runway use scenar ios a lso do not u t ilize
Runway 17-35.  As a  resu lt , for
maximiza t ion  of a ir field capa city,
Runway 17-35 is advantageous less
than th ree percen t  of th e time.  If
Runway 17-35 were n ot ava ila ble, t he
scenar ios u t ilizing it would be repla ced
by Runwa ys 12 and 21.  This would be
a t  the expense of six opera t ions per
hour  three percent  of the t ime.

As a  resu lt , the weigh ted h our ly
capa cities for  the a ir field withou t
Ru n wa y 17-35 does not  change
sign ifica nt ly.  In  fact  the change is less
t h a n  0 .8 op er a t ion s  per  h ou r ,
su ggest ing tha t  Runway 17-35 does not
sign ificant ly con t r ibu te t o the hour ly
capa city of the a irfield.

ANNUAL SERVICE VOLU ME

Once t he weigh ted h our ly capa city is
known,    the    annua l   ser vice   volume
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(ASV) can  be determined.  ASV is
ca lcula ted by t he following equa t ion:

ASV = C x D x H

C = weigh ted h our ly capa city

D = ra t io of annual demand to average
da ily demand du r ing t he peak
month

H = ra t io of avera ge da ily demand t o
average peak  hour  demand dur ing
the peak  month

Th e r a t io of annua l demand t o average
da ily demand a t  ABQ in 1999 wa s
ca lcu la ted a t  348.  This is projected to
rema in  rela t ively const an t  th rough  the
planning per iod, declin in g t o just  344
over the long range.  The ra t io of
average da ily demand to peak  hour
 dema nd  in  1999 was comput ed at  

12.4.  Th is ra t io is expected t o increa se
to 13.4 over t he long ra nge becau se
opera t ions can  be expected t o be less
concent ra ted with in  the peak  hour   This
is due to the increase in  a ir  ca r r ier
opera t ions which  t end to spread
depar tu re a nd a rr ival t imes.

The cu r ren t  ASV is ca lcu la t ed a t  a  level
of 348,000 opera t ions.  With  opera t ions
in  1999 tota ling 228,933, ABQ was
opera t ing a t  64 percen t  of it s annua l
service volume.   The ASV for  the long
range horizon wa s ca lcu lat ed to be
360,000 annua l opera t ions.  The long
r a n ge a ct ivit y leve l of 345,400
opera t ions would be 96 percent  of the
ASV.  The ASV for  each  p lanning
hor izon  for  the exist ing a ir field is
presen ted in  Table  V-2-E , and is
compa red aga inst  the planning h or izon
a ct i vi t y m i l e s t on e s on Ex  h  ib  it  V-2-G. 

T A B L E  V -2 -E

D e m a n d - C a p a c i t y  S u m m a r y

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

P l a n n i n g  H o r iz o n

Ac t iv i ty  Le v e ls

A i r fi e l d  C a p a c i t y

E x i s ti n g w /o  R u n w a y  1 7 -3 5

P l a n n in g

H o r iz o n

D e s i g n

H o u r

O p e ra t i o n s

An n u a l

O p e ra t i o n s

We i g h te d

H o u rly

C a p a c i t y

An n u a l

S e r v i c e

Vo lu m e

We i g h te d

H o u rly

C a p a c i t y

An n u a l

S e r v i c e

Vo lu m e

1999

S h or t  Ter m

I n t er m e dia t e

Long R a n ge

53

59

63

75

228 ,933

256 ,900

280 ,500

345 ,400

80 .7

80 .2

80 .1

78 .1

348 ,000

349 ,000

356 ,000

360 ,000

79 .9

79 .4

79 .3

77 .3

345 ,000

345 ,000

353 ,000

356 ,000

The annua l service volume is not
sign ificant ly a ffected if Runway 17-35
were closed. The ASV withou t  Runway
17-35 is presented  on  Table-V-2-E as
well.  In  1999, the ASV with out  Runway
17-35  is  345,000.  Over t he long ra nge,

the ASV would in crea se to 356,000 so
the long ra nge activity level of 345,400
would be a t  97 percen t  of capa city.
Runway 17-35 makes a pproxima tely a
one per cen t  difference in the opera t iona l
capacity of the a irpor t .
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Exhibit V-2-F
RUNWAY USE SCENARIOS
WITHOUT RUNWAY 17-35

RUNWAY USE SCENARIO HOURLY
CAPACITY

1999: 79

SHORT: 78

INTER: 79

LONG: 76

% of Year: 6

1999: 95

SHORT: 95

INTER: 89

LONG: 86

% of Year: 11

1999: 75

SHORT: 75

INTER: 76

LONG: 75

% of Year: 4

RUNWAY USE SCENARIO HOURLY
CAPACITY

1999: 66

SHORT: 66

INTER: 65

LONG: 64

% of Year: 2

1999: 66

SHORT: 65

INTER: 66

LONG: 65

% of Year: 3

1999: 57

SHORT: 57

INTER: 58

LONG: 58

% of Year: 2

VFRVFR
26,21,3026,21,30

VFR
26,21,30

VFRVFR
26,3026,30
VFR

26,30

VFRVFR
26,2126,21
VFR

26,21

VFRVFR
21,1221,12
VFR

21,12

VFRVFR
8,128,12
VFR
8,12

IFRIFR
8,38,3
IFR
8,3

1999: 106

SHORT: 105

INTER: 106

LONG: 103

% of Year: 68VFRVFR
8,3,128,3,12

1999: 102

SHORT: 100

INTER: 101

LONG: 98

% of Year: 4VFRVFR
8,38,3

VFR
8,3,12

VFR
8,3
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Exhibit V-2-G
DEMAND/CAPACITY

CURRENT SHORT
TERM

LONG
RANGE

INTERMEDIATECURRENT SHORT
TERM

LONG
RANGE

INTERMEDIATE

250,000

300,000

350,000

400,000

200,000

AN
NU

AL
 O

PE
RA

TI
ON

S

150,000

100,000

50,000

228,933 (64%)228,933 (64%)228,933 (64%)

348,000348,000 349,000349,000
356,000356,000 360,000360,000

348,000 349,000
356,000 360,000

256,900 (74%)256,900 (74%)256,900 (74%)

280,500 (79%)280,500 (79%)280,500 (79%)

345,400 (96%)345,400 (96%)345,400 (96%)

ANNUAL SERVICE VOLUMEANNUAL SERVICE VOLUMEANNUAL SERVICE VOLUME

OPERATIONAL DEMAND FORECASTOPERATIONAL DEMAND FORECASTOPERATIONAL DEMAND FORECAST
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AIR FIELD
S IMU LAT ION  MOD EL

To fur ther  examine the effect  of
Runway 17-35 on a irfield capacity, a
computer  s imula t ion  model was  run .
Th is was used t o determine t he
con t r ibu t ion  t h a t  Run wa y 17-35
provides wit h  rega rd t o redu cing or
increa sin g a irfield delays.  The FAA’s
Airpor t  and Airspa ce Sim ula t ion  Model,
SIMMOD, wa s em ployed for  th is
purpose.  This model uses r andom
linea r  var iables ba sed u pon user -
defined probability distr ibut ions t o
produce an  ou tpu t  tha t  r epresen t s the
da y-to-da y var ia t ions in  the a ir  t ra ffic.

SIMMOD s imula tes  movement  of
a ircra ft , st ep-by-step, wh ile monitor ing
the t ime a long each  segment  of a  fligh t
or  t axi pat h .  The movements of
individua l depa r t ing a ircra ft  a re t raced
as they t ravel from ga te, t h rough  the
taxiway system, depar ture queue,
takeoff roll, and th rough  the a ir space
st ructure.  For  an  a r r iving a ircraft , the
movemen ts a re reversed.  The model
produces qua nt ita tive mea sur es of
a ircra ft  opera t iona l delay.

Th is delay is defined as a ny adverse
devia t ion from a  pre-defined nomina l
fligh t  pa th .  This devia t ion  is t ypically
caused by conflict  with  other  a ircra ft .
Exam ples of dela y include wa it ing for
depa r ture qu eu es, or  wa it ing to ta xi
a cross an  act ive runway.  Delay in  t he
a ir  in clud es  h old ing  or  speed
res t r ict ions wh ile merging a ircra ft  in to
a  common  fligh t  pa th , such  a s the fina l
approach .

SIMMOD uses r andom var iables in  it s
opera t ion , so outpu t  changes with  each
run ,   even   wh en   the   inpu t    da ta    is

iden t ica l.  Therefore, st a t ist ica lly
sign ifica nt  tendencies  require severa l
itera t ions of the model for  each  da ta  set .
The r esu lt s  discussed  here were
developed based upon five iter at ions for
each  scena r io and  da ta  set .  A more
deta iled d iscussion  of t he SIMMOD
an alysis for  ABQ is included in
Appe  nd  ix  B  .  Th  is includes a
descr ip t ion  of t h e in pu t  da t a ,
observa tions, and a ssumpt ions a s well
a t  the output in  t erms of a ircra ft  delay.

The SIMMOD a na lysis for  ABQ
con cen t r a t ed  on  exa m in in g t h e
dominant  opera t iona l scenar ios  on  the
a ir field.  The hour ly capacity and
annua l service volume eva lua t ions
d is cu s sed  pr eviou sly ,  exa m in ed
opera t ion a l s cena r ios based u pon
m a xim izin g ca pa cit y wit h in  t he
const ra in t s of wind wea ther .  The
SIMMOD ana lys is  takes  in to account
observed opera t ing procedures  and
runway u t iliza t ion .  These were
determined though  observa t ions  from
the tower , discussion  with  ATC
per sonnel, and review of previous
studies tha t defined r unway u t iliza t ion
a t  ABQ.

Table  V-2 -F  depict  s t  h  e r  u  nway
ut iliza t ion  percentages for  the ABQ
airfield.  As might  be expected, Run way
8 is h ea vily used for  depar tures  by the
a irlines and the milit a ry because of it s
pr oximity to the a ir line t ermina l,
longest length , an d it s favorable wind
condit ions.  Ar r iva ls t ake advan tage of
the recent  upgra de of Runway 3.
Genera l avia t ion  takes adva ntage of the
pr oximity of Runway 12 for  depa r tures
and Runway 30 for  a r r iva ls .  According
to th is table, th e airport  ten ds to
opera te in  east  flow over  70 percent  of
the t ime.
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These percentages  a re a lso d ifferen t
from those used  to determine the
annua l service volume (ASV) of the
a irpor t     in     the   previous   subsect ion .

Therefore, considera tion m ust  also be
given to the runway use tha t can
maximize the a irpor t ’s  opera t iona l
capacity.

TABLE  V7-2-F
Runw ay Ut il ization

Pe rcentage  Ut il ization  for  each  Runw ay

08 26 03 21 17 35 12 30

D e p art ure s
Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

69%
70%
56%

13%
25%

1%

1%
1%
1%

14%
1%

19%

1%
1%
1%

2%
2%
2%

0%
0%

13%

0%
0%
6%

Arriva ls
Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

28%
70%
14%

25%
25%
13%

43%
1%

57%

1%
1%
1%

2%
2%
2%

2%
2%
2%

0%
0%
0%

0%
0%

13%

Simula t ion  models r epresen t ing the
cur ren t  year  and  three fu ture p lanning
hor izon  levels of act ivity were prepa red.
Table  V-2 -G su  m  m  a  r  izes t  h  e a  ver  a  ge
a nnua l delay for  ea ch  scen a r io
considered.

The fir st  scenar io modeled  was  the
ba selin e which  cons idered  the cur ren t
a ir field  and how it  is  used .  The second
scen a r io m odeled t h e a ffect  of
increas ing opera t ions on  Runway 17-35.
As sh  own in Tab  le  V-2-G, t  h  e r  esu  lt  is
an  increa se in delays.

T h e  t h i r d  s ce n a r i o con s i d e r s
elimina t ing Runway 17-35.  Th is
scenar io   reduces   delays   th rough  the

in termedia te pla nning horizon , bu t
delays increa se above those of the
baseline in  the long ra nge.

Two fina l scenar ios were modeled to
consider  runway usage more in  line
with  tha t  used to maximize the ASV.
These resu lts a r e a lso included in
Table  V-2 -G .  Again  , a m  or  e det  a  iled
breakdown of the resu lt s is  included in
Appen  dix  B .

These scenar ios in dicate t ha t  closin g
Runway 17-35 r edu ces delay, except  in
the long range, where t he ba selin e
scen a r io st ill pr ovides  a  sligh t
improvemen t .
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TABLE  V-2-G
Tota l Annu al De lays  (Hours)

Current  Operat ional  Condi t ions Maxim ize Capacity

Year
#1

B a se li ne

#2
Increase
Runw ay

17-35 Use

#3
Close

Runw ay
17-35

#4
Increase
Runw ay

17-35 Use

#5
Close

Runw ay
17-35

1999
2005
2010
2025

513
665
881

1,638

576
760
926

1,993

490
714
904

2,209

615
881

1,086
2,141

470
632
903

1,682

It  is possible th a t  t he select  use of a
fou r t h  r unwa y sligh t ly im p r oves
capacity.  I f the runwa y is u sed  only two
per cen t  or  l e s s  of t h e  t im e,
however, there is a  quest ion  as to
wh et h er  t he  cos t s  involved  in
ma in ta in ing the four th  runwa y in
perpetu ity can  be just ified.  In creased
use of t he runway wou ld be needed to
ju st ify th e tens of millions of dollars in
reconst ruct ion  cost s t ha t  will be
necessa ry to keep it  oper a t iona l.

As sh own in  the t able, in crea sin g the
use of Runway 17-35 increa ses t he
a ir field dela y.  If Run wa y 17-35 t ru ly
im pr oved a i r f ie ld  ca pa cit y, t h e
increa sed use of the runwa y wou ld
reduce delay.  Therefore, it  can  be
concluded tha t  if Runway 17-35 is used
en ough  to just ify the costs a ssocia ted
with  it s fu ture preser va t ion,  t he
ca pa city of the a ir field will be
nega t ively affected.
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The Federal Aviation Administration
(FAA) has established criteria for
use in the sizing and design of
airfield facilities.  The selection of
appropriate FAA design standards
for the development of airfield
facilities is based primarily upon the
characteristics of the aircraft which
are expected to use the airport.
Planning for future aircraft use is
particularly important because
design standards are used to plan
separation distances between
facilities that could be extremely
costly to relocate at a later date.

The most important characteristics
in airfield planning are the
approach speed and the wingspan

of the critical design aircraft
anticipated to use the airport now or
in the future.  An aircraft’s approach
speed is based upon 1.3 times its
stall speed in the landing
configuration at the particular
aircraft’s maximum certified weight.
The five approach categories used in
airport planning are as follows:

Category A: Speed less than 91
knots.

Category B: Speed 91 knots or more,
but less than 121 knots.

Category C: Speed 121 knots or
more, but less than 141 knots.

Category D: Speed 141 knots or
more, but less than 166 knots.

Category E: Speed 166 knots or
more.

The second basic design criteria
relates to the size of an airplane.
The airplane design group (ADG) is
based upon wingspan.  The six
groups are as follows:

Group I: Up to but not including 49
feet.

Chapter Five
Airfield Facilities

Section Three
REQUIREMENTS

V-3-1
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Group II:  49 feet  up to but  not
including 79 feet .

Group III:  79 feet u p to but  not
including 118 feet .

Group IV:  118 feet  up to but  not
including 171 feet .

Grou p  V:  171 feet  up  to but  not
including 214 feet .

Gro u p VI:  214 feet  up  to but  not
including 262 feet .

FAA AC 150/5300-13, Airport  Des ign ,
ident ifies a  coding system  which  is used
to rela te a irport  des ign  cr iter ia  to the
opera t iona l and physical character ist ics
of t he a irpla nes int ended t o opera te a t
the a irport .  This code, ca lled th e
Air por t  Referen ce Code, has two
componen t s: the fir st  componen t ,
depicted by let ter , is t he a ir cra ft
approach  ca tegor y defin ed above; the
second component , depicted by a  Roman
nu mera l, is the airpla ne design group.

Gen era lly, a ircra ft  appr oach  speed
applies to runwa y length , while
a irplane design  group pr ima r ily relat es
t o sep a r a t ion  cr it er ia  in volvin g
taxiwa ys and  taxilanes .  In  order  to
determine facility r equirem en ts, t he
Air por t  Reference Code (ARC) shou ld
first  be determined , and  then  the
a irpor t  des ign  cr iter ia  as  conta ined
wit h in  AC 150/5300-13, Airport
De s ign  can  be applied.  The FAA
r e com m e n d s  de s ign in g  a i r p o r t
funct iona l element s to meet  the
requ irements of the most  demanding
ARC for  tha t  a irpor t .  A minimum of
500 annua l opera tions by the a ircra ft  or
family of a ircra ft  is r equired t o be

eligible for  federa l funding to a  specific
ARC. This  is  equiva len t  to a  da ily
pa ssen ger fligh t , excluding weekends.
E x h i b i t  V - 3  - A  s u m m a r i z e s
represen ta t ive air cra ft  by ARC.

Passenger and ca rgo jet  a ir cra ft
cur ren t ly u t ilizing ABQ fall in to
approach  ca tegor ies C an d D. Business
jet  a ir cra ft  r ange in  ca tegory from the
Cessna  Cita t ion  I (ca tegor y B) t o the
Gulfst r eam V (category D).  P ropellor -
driven commuter  and genera l avia t ion
a ircra ft  fa ll with in ca tegor ies A and B.

Most  gen er a l a via t ion  (includin g
business jet s) and commuter  a ir cra ft
opera t ing a t  ABQ fit  in to a irplane
design  groups I a nd II (wingspan s less
than 79 feet ).  There a re now la rger
business jet s such  as the Gulfst ream V,
the Global Expr ess , and t he Boeing
Bu sin ess  J et  (BBJ ) t h a t  h ave
wingspan s up to 100 feet  or  more tha t
a re classified as Group III.  The
major ity of pa ssen ger a nd ca rgo jet
a ir cra ft  u t ilizing the a irpor t  fa ll with in
Group III .  The la rgest  a ircra ft
opera t ing with  da ily pa ssen ger  fligh ts
to ABQ is t he B-757 which  is in ADG
Group IV.  There a re a lso numerous
da ily cargo fligh ts by Group IV a ir cra ft
includin g the DC-8-71 a nd -73 a ircra ft
a s well a s t he A-310.  Therefore, the
present  a irport  reference code for
civilian  a ircra ft  is D-IV.

In  order  to pr ovide a dequa te facilit ies
for  the planning per iod and beyond,
det ermina t ion  of the u lt im a te (fu ture)
cr it ica l a ircraft  mus t  be made.  The
forecast s indica te tha t  the size of
a ir cra ft  will cont inu e to grow as
pa ssen ger and cargo fligh t s increase.
Th e previous chapt er , Aviat ion



Beech Baron 55
Beech Bonanza
Cessna 150
Cessna 172
Piper Archer
Piper Seneca

A-I

Lear 25, 35, 55
Israeli Westwind
HS 125

C-I, D-I
Beech Baron 58
Beech King Air 100
Cessna 402
Cessna 421
Piper Navajo
Piper Cheyenne
Swearingen Metroliner
Cessna Citation IB-I

Gulfstream II, III, IV
Canadair 600
Canadair Regional Jet
Lockheed JetStar
Super King Air 350

C-II, D-II

Super King Air 200
Cessna 441
DHC Twin Otter

Boeing Business Jet
B 727-200 
B 737-300 Series
MD-80, DC-9
Fokker 70, 100
A319, A320
Gulfstream V
Global ExpressC-III, D-III

Super King Air 300
Beech 1900 
Jetstream 31 
Falcon 10, 20, 50 
Falcon 200, 900
Citation II, III, IV, V
Saab 340 
Embraer 120

B-757 
B-767 
DC-8-70
DC-10
MD-11
L1011

C-IV, D-IV

DHC Dash 7
DHC Dash 8
DC-3
Convair 580
Fairchild F-27
ATR 72
ATP

A-III, B-III

B-747 Series
B-777

D-V

less than 12,500 lbs.

B-II
less than 12,500 lbs.

B-I, II
over 12,500 lbs.

Exhibit V-3-A
AIRPORT REFERENCE CODES

Note: Aircraft pictured is identified in bold type.
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D e ma n d Foreca sts , indica ted th a t
both  segmen ts would experience an
increase in  opera t ions of wide-body
a ir cra ft  with  sea t ing capa cities bet ween
220 a nd 350.  Typical a ircra ft  meet ing
th is sea t ing capa city include the B767-
300, A-310, and the DC-10.  These
a ir cra ft  a r e in ADG IV.  Some char ter
opera t ions by B-747 a ircra ft  can  be
expected as well.  Air  freight  can  also
expect  increa sing opera t ions by ADG IV
aircra ft .  There is a lso a poten t ia l for  B-
747 all-freight  opera tions in  the long
range.  In  addit ion , Kir t land Air  Force
Base a t t ract s opera t ions by t he milita ry
version  of the B-747.

To ensu re t ha t  the a irport  will cont inue
to suppor t  t he needs of passen ger,
cargo, and m ilita ry act ivity, it  is
recommended tha t the a irpor t  cont inue
to be planned to accommoda te a ir cra ft
up to ARC D-V.  Such design st anda rds
will provide sepa ra t ion  d is t ances
between a ir field elem en t s wh ich
accommodate ADG V a ircra ft .

T h e  fol lowin g  a i r fi e ld  fa ci l i t y
requ irements a re out lined t o descr ibe
the scope of facilities th a t  would be
necessary to accommodate the a irpor t ’s
role th roughout t he plan ning horizons.

R UN WAYS

The adequ acy of the exist ing runway
system was a na lyzed from a  number  of
p e r s p e ct i v es  in clu d i n g  r u n w a y
or ien ta t ion , runway length , runway
width  and  pavement  s t rength .  From
this inform at ion, requiremen ts for
runway improvements were determined
for  the a irpor t .

RUNWAY ORIE NTATION

One of t he pr imary considera t ions in
runway or ient a t ion  is wind covera ge.
The previous sect ion pr ovided an
ext en sive wind a na lysis extensively
discussing the win d coverage wit h  and
without  the nor th  -south  Runway 17-35.
In  review, F AA Advisory Circu la r
1 5 0 /5 3 0 0 -1 3 ,  Ai r p o r t  D e s i g n ,
recommends tha t  a  crosswind  runway
sh ould be m ade a va ilable when the
pr imary orient at ion pr ovides less than
95 percent  wind covera ge for  any
a ir cra ft  forecast  to use t he a irpor t  on  a
regu la r  ba sis.  The 95 percent  wind
coverage is  computed  on  the basis of
crosswinds not exceeding 10.5 knots for
Air por t  Reference Codes A-I an d B-I; 13
knots for  ARC A-I I and B-I I; 16 knots
for  ARC C-III and B-III, plus C-I
through D-I II ; and 20 knots for  ARC A-
IV th rough D-VI.

The wind rose ana lys is in  Sect ion  V-2
indica ted tha t  no single runway
or ien t a t ion  a t  ABQ can pr ovide
sufficien t  wind covera ge at  13 knots or
below.  The combina t ion  of the east -
west pr ima ry Runwa y 8-26 with  any
one of the other  th ree runways can
provide adequa te covera ge for  any
a ircra ft .  Since only two runway
or ien ta t ions a re necessary for  wind
coverage, any addit iona l or ien ta t ions
mu st  be just ified for  other  pu rposes to
cont inue to be eligible for  fu ture federa l
funding.

While nor th-south  Runway 17-35
provides the bes t  addit iona l coverage of
the th ree crosswinds, it  enhances
capacity the lea st .  It  is the only runway
tha t  ph ysically in ter sects wit h  the
primary   runwa y.   Both   Runwa y  3-21
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and Runway 12-30 offer  capa city
enhancements to just ify main ta in ing
them.  In  cont ras t , the capacity an alysis
in  S e ct io n  V-2 ind ica ted  tha t  the more
the nor th-south  runway is  used , the
more it  reduces a ir field capa city.  The
a lt er n a tives ana lysis will fu r ther
consider  the a ir field la yout  in  rela t ion
with  other  a irpor t  needs, bu t  st r ict ly
from a  facility requiremen ts standpoint ,
no more than  three runway or ien ta t ions
should be required.

RUNWAY LEN GTH

Runway length  requirem ents a re based
upon five prima ry element s:

! Air por t  eleva t ion
! M e a n  m a x i m u m  d a i l y

tempera ture of the hot test  month
! Runway gradient
! Crit ica l air cra ft  type expected to

use the runway
! Stage lengt h  of the longest  non-

st op t r ip dest ina t ion

Air cra ft  per form an ce declines a s
eleva t ion , t empera tu re, and runway
gr a d ien t  fa ct or s  in crea se .  F or
calcula t ing runway length requirements
a t  ABQ, th e airport  elevat ion is 5,352
fe e t above  mean  s e a le ve l (MSL) and
the mean maximum da ily tempera ture
of the hot test m ont h (J uly) is 92.5
de gre e s  Fah ren he it .  For  runways
accommodat ing Approach  Category C
and D a ircraft , a  maximum of 1.5
percent  runwa y gradient  is allowed.
The runway gradient  on  each  runway
var ies with  the pr ima ry Run way 8-26
having a  gradien t  of 0.3 percen t .

Another  factor  in  determining the
len gth  of runway required for  a ir cra ft
t akeoffs and la ndin gs is  the d is tance of
non-stop fligh ts.  Cur ren t ly, th e longest
non-stop da ily passenger  a ir line service
from ABQ is to Balt imore a t  1,665
miles. There is a lso a  non-st op fligh t  to
New York  City once a  week  tha t  is
1,820 miles.  The longest  non-stop cargo
fligh t  is to Wilmin gton, Ohio at  1,290
miles.

To en su re t ha t  ABQ is  able t o capit a lize
on  it s  u lt imate a ir line ser vice poten t ia l,
runway lengths sh ould be plan ned tha t
would accommodate non-stop a ir line
ser vice to top twent y destina tion cities,
a s well a s poten t ia l in terna t iona l
l oca t i on s in  Canada  and Me  xico.  Table
V-3 -A su  m  m  a  r  izes som  e of t  h  e key
exist ing an d poten tia l haul length s from
ABQ.

Hub and spoke service by t he a ir lines
has ten ded to inhibit n on-stop ser vice to
some of the top twenty market s.  Some
airlines, however, are gear ing t owards
individua l rou te profit ability, low
cost /high  frequency service, and  the
downsizing of their  m a jor  hubs.  Th is
t rend could resu lt  in  a  re-examina t ion
of the poten t ia l for  poin t -to-poin t  a ir line
service in t he fu ture.

Severa l des t ina t ions wit h in  the top
twenty market s could be ser ved by da ily
non-stop service from ABQ in  the
fu ture.  With  service to New York  City
a lready ava ilable on a  weekly basis,
increased ser vice is a  possibility in  the
fu ture. New York  and Bos ton  are the
most  distan t  potent ial domest ic routes
a t  1,814 an d 1,968 r espect ively.
In terna t iona lly, poten t ia l flights t o
Mont rea l would be 1,872 miles.
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T A B L E  V -3 -A

N o n -S to p  H a u l L e n g th s  Co v e r 1 ,0 0 0  m i le s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E x is t in g  D a i ly

N o n -s to p s Air  M i le s

P o t e n t i a l

N o n -s to p s Air  M i le s

B a lt im or e 1 ,665 D O ME S T IC

O r l a n d o 1 ,545 B os t on 1 ,968

T a m p a 1 ,495 N ew  Yor k 1 ,820

At la n t a 1 ,265 W a s h in g t on ,  D .C . 1 ,650

C in cin n a t i 1 ,237 I N T E R N A T I O N A L

S ea t t le 1 ,178 M on t r ea l 1 ,872

Ch ica go 1 ,118 T or on t o 1 ,565

M ex ico C it y 1 ,169

PRIMARY RUNWAY

The pr imary runway a t  a  commercia l
ser vice a irpor t  shou ld be designed to
accommoda te the runway len gth  needs
of the most  dem andin g (cr it ica l)
a ircra ft .  At  ABQ, cr it ica l a ir cra ft
pr oviding commercia l passenger  ser vice
include older a ir cra ft  such  as t he B727-
200, B737-200, and DC-9 ser ies a ir cra ft
tha t have been  modified to meet n oise
requirement s.  Newer  a ircra ft  such  a s
the B737-300, MD-80, and B757 are
used ext en sively and can  expect
increa sed use.  In  addit ion, a ll-ca rgo
a irlines cur ren t ly use of the B727-200,
DC-8-70 ser ies, and  A-310.  The
poten t ia l for  fu ture use of the B-747,
must  a lso be considered in  runwa y
length  an alyses.

As d iscussed  in  Ch apte r Tw o -
Foreca sts , ABQ can  expect  to see a n
increa se in  the average sea t s a va ilable
for  depar ture.  This  means a  grea ter
percen tage of la rger  a ircra ft  a re

expect ed to opera te a t  the a irpor t .
Air cra ft  with in  t he 220 to 350 sea t ing
capacity range a re projected t o compr ise
five percent  of the long range fleet  mix.
Aircra ft  with in  the 165 to 219 sea t ing
range a re projected to reach  16 percent
over the long range.  Representa t ive
a ir cra ft  include the B757, B767, and  the
DC-10.  Th e B737-800 (184 pa ssen ger
capacity) is a  newer aircraft t ha t a lso
fa lls with in t h is ra nge.

Even though a n  increa se in opera t ions
by la rger  a ir cra ft is expected, the
major it y of a ir  ca r r ier  oper a t ions will
st ill be condu cted by a ircra ft  with  up t o
164 sea ts .  Aircr a ft  such  as  the Airbus
320, Boeing 727-200, 737 (-200 to -700),
DC-9, and t he MD-82/88 and  -87 a re
exam ples of a ircra ft  wh ich  fa ll with in
th is sea t ing capa city r ange.

An impor tan t  factor  to consider  when
conduct ing runwa y length  ana lysis is
tha t S tage 2 a ircraft  types  a re no longer
bein g    manufactured.     The    Airport
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Noise a n d Capac ity Ac t o f 1990
essen t ia lly manda ted the complete
t ransit ion  to a  St age 3 fleet  (for  a ircra ft
weigh ing more than  75,000 pounds) by
December  31, 1999.  Thu s, the a irline’s
use of a ircra ft  with  St age 2 en gines in
the Un ited St a tes has virt ua lly been
elimina ted.  The only exceptions a re
th ose tha t  have been  ret ro-fit t ed with
hu sh k it s or  re-engined t o meet  St age 3
requirement s.

In  genera l, St age 2 a ircra ft  requ ire
more  length   for   t akeoff  t han   St age  3

a ir cra ft  for common t r ip lengths.  In
most  cases, however, the a irlines a re
ca lcu la t ing runway requ irem ents ba sed
on no ch  a  n  ge in  per  for  m  a  n  ce. Ta  b  le  V-
3 -B  p r e s en t s  r u n w a y  l e n g t h
requirements for  ta keoffs by commercia l
a ir cr a ft  cu r r en t ly op er a t in g a n d
ant icipa ted to opera te a t  Albuquerque
In terna t iona l Sunpor t . Runway takeoff
length  requ iremen ts for  commercia l jets
were determined  for  1,000, 1,500 an d
2,000 mile hau l lengths from ABQ with
typical payloads.

T A B L E  V -3 -B

R u n w a y  L e n g t h  R e q u i r e m e n t s

Ty p ic a l  Co m m e rc ia l  Ai rc ra ft

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

T a k e o f f  L e n g t h  ( F e e t )

F o r  H a u l  L e n g t h  ( Mi le s )

1 ,0 0 0 1 ,5 0 0 2 ,0 0 0

S t a g e 2  Ai r c r a ft

B737-200

B727-200

9 ,900

10 ,300

12 ,200

12 ,300

x

x

S t a g e 3  Ai r c r a ft

A320

B717-200

B737-300

B737-400

B737-500

B737-700

B737-800

B757-200

MD 82/88

MD 83

MD 87

7,100

9 ,500

7 ,500

8 ,500

8 ,100

8 ,000

7 ,900

5 ,800

8 ,700

8 ,700

6 ,700

8 ,000

12 ,100

9 ,000

10 ,200

9 ,300

8 ,700

8 ,300

6 ,800

10 ,000

9 ,500

7 ,400

8 ,700

x

11 ,000

12 ,600

x

10 ,700

9 ,500

7 ,100

x

x

9 ,200+

W i d e b o d i e s

A300

A310

B747-400

B767-200

B767-300

B767-400

B777-200

B777-300

DC-8-71

DC-8-73

DC-10-30

6 ,800

5 ,800

6 ,700

6 ,300

7 ,400

8 ,300

7 ,000

10 ,400

9 ,400

10 ,600

8 ,300

7 ,500

6 ,300

7 ,200

6 ,500

8 ,000

9 ,000

7 ,700

11 ,600

10 ,400

11 ,700

9 ,000

8 ,500

7 ,000

7 ,700

6 ,800

8 ,900

9 ,600

8 ,100

13 ,300

11 ,200

12 ,900

9 ,800
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The most  cr it ica l t akeoff runway length
for  pa ssenger  a ircra ft  curren t ly serving
ABQ is the B727-200.  This a ircra ft
requires up to 12,300 feet  for  a  1,500
mile flight .  The Boeing 737-300 is  the
most  frequen t ly used aircra ft.  It  would
requ ire a  length  of 11,000 feet  for  the
2,000 mile fligh t .  The DC-8-73 is used
by one of the a ll-cargo a ir lines  and
would require 12,900 feet  of runway for
a  2,000 mile fligh t .  The Boeing 777-200
does not  cur ren t ly serve the a irpor t , bu t
would require 13,300 feet  for  the 2,000
mile flight .

Cur ren t ly, ABQ is served by a  va r iety of
Stage 3 a ircra ft .  The la rgest  percen tage
of St age 3 a ircra ft  is represented  by the
B737 family.  The B737-300 is t he
cur ren t  workh orse, but  the B737-700
and -500 a re a lso used extensively.
Other  versions tha t  could be expected  in
the fu ture include the B737-800.

At  its exist ing lengt h  of 13,793 feet ,
Runway 8-26 will be sufficien t  for  the
takeoff requ irem en ts of exist ing and
future pa ssen ger  a ircra ft  pr oviding non-
stop service to cu r ren t  and poten t ia l
destina tions. It  will a lso a llow for
occasiona l longer h aul fligh ts by
widebody a ircraft .  In  addit ion , the
len gth  a llows  the runway to serve
vir tua lly any type of U.S . milita ry
a ir cra ft  tha t  could be associa ted with
Kirt lan d Air F orce Base in t he fu ture.

Table  V-3-C pr  esen  t s t he runway
len gth  requirements  for  var ious groups
of gen er a l a vi a t ion  a ir cr a ft  a t
Albuqu erque In ter na t iona l Sunpor t .  A
runway length  of 6,800 feet  will
su fficien t ly accommoda te a irpla nes
weigh ing less t han 12,500 pounds .  Th is
includes most  a ircraft  in  ARC B-I  and

some in ARC B-II.  Business jet  a ircra ft
a re pr imar ily included in  the category of
la rge airplanes up to 60,000 poun ds.
ABQ exper iences a ct ivity from the full
range of business jet a ircra ft.  These
a ir cra ft  can be fully accommodated on  a
runway length  of 11,400 feet .

Secon dary Run w ays

FAA recommendat ions  ca ll for  the
const ruct ion  of a  crosswind r unwa y if
the primary configura t ion  does  not
provide a t  leas t  95 percent  wind
covera ge.  Wind da ta  specific to ABQ
indica ted tha t  t he pr imary runway
configura t ion  does n ot provide 95
percent  wind coverage for  sma ll
a ircra ft .  Tab  le  V-3-C in  dica t es tha t
th ese a ircraft  require a  runway len gth
of 6,800 feet .

While it  is desirable t o ha ve a  crosswind
r u n wa y m ee t  t h e  fu l l  len gt h
requ irement , a  length  of 80 percen t  of
the full length  is acceptable.  Th is
would suggest  t ha t  a  crosswind runway
specifica lly ser ving sm all a ir cr a ft
shou ld be a t  lea st  5,500 feet  long.  By
compar ison , Runway 12-30, which
pr imar ily serves small genera l avia t ion
a ircra ft , is 6,000 feet  long.

Provid ing a  sa fe a lt erna tive for  a ir
car r ier  an d business a ir cra ft  opera t ions
during t imes wh en the pr ima ry ru nway
is not  opera t iona l is a lso essen t ia l.  The
runway a llows  the a irpor t  t o r ema in
open  wh en  n or m a l m a in t en a n ce
opera tions, runway rehabilita t ion , snow
r em oval  a ct ivit ies , a n d  ext r em e
crosswinds require t ha t  the primary
runway configura t ion  be closed.  Again ,
it  would be idea l to mainta in  the
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secondary runway a t  the same length  a s
the pr imary runway.  At  a  m in imum,
the runway should be ca pa ble of
accommodat ing   the   vast    ma jor ity  of

opera tions, a  length  tha t  wou ld
accommodate a t  leas t  90 percent  of the
commercia l jet  opera t ions sh ould be
plan ned.

TAB LE V-3-C
Gen eral  Aviation  Run w ay Leng th Re quirem en ts
Albu qu e rqu e  Inte rn at ion al S u n po rt

Runw ay Length s  Recomm end ed For  Airport Des ign

Sm all a irp lan es with  less t han  10 passen ger sea t s
75 Per cent  of these sm all a irp lan es
95 percent  of these sm all a irp lan es
100 percent  of these sm all a irp lan es

4,900 Feet
6,800 Feet
6,800 Feet

Sm all a irp lan es with  10 or  more pa ssen ger sea t s 4,400 Feet

Large airplan es of 60,000 poun ds or less
75 percen t  of these la rge a ir pla nes a t  60 percen t  usefu l load
75 percen t  of these la rge a ir pla nes a t  90 percen t  usefu l load
100 percen t  of these la rge a ir pla nes a t  60 percen t  usefu l load
100 percen t  of these la rge a ir pla nes a t  90 percen t  usefu l load

7,400 Feet
9,100 Feet

11,500 Feet
11,500 Feet

Refer en ce:  FAA Airport  Des ign  Software, Version  4.2a

Runways 3-21 and  17-35 are present ly
10,000 fe e t  l on g.  A r e vi e w of Ta  b  le  V-
3-B  would suggest t  h  a t  the cur ren t
len gth  is  adequate for  most  a ircraft  up
to the 1,500 m ile t r ip len gth .  Th is
coincides with  th e cur ren t longest
nonstop fligh t .  In  the fu ture, the
longest da ily nonstop can  be expected to
exten d to 2,000 miles.

The B737-300 aircraft is th e busiest
commercia l jet  a ircr a ft  a t  ABQ.  It  has
h igh  poten tia l for u se on flights in  t he
1,500 to 2,000 mile range, and requires
11,000 feet  for  the 2,000 m ile t r ip
len gth .  The B737-700 is expected to
used on  routes similar  to the B737-300
and requires a  length  of 10,700 feet .

Thu s, it would a ppea r  tha t  t he 10,000
foot  len gth  of the seconda ry runwa ys is
present ly adequa te.  Over  the long
range, a  length  of 11,000 feet  should be
planned to bet ter  serve the longer hauls
ant icipa ted in t he fu ture.

P AVEMEN T STRE NGTH

The most  impor tan t  fea ture of a ir field
pavement  is its a bility to withst an d
repea ted use by a ir cra ft  of sign ifica nt
weigh t .  At  Albuqu erque In t erna t iona l
Sunpor t , pavement  must  be able to
suppor t  mult iple opera t ions  of la rge
commercia l and milit a ry jet  a ircra ft  on
a da ily basis.
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The cur ren t  st rength  r a t ing on  Runway
8-26 is 100,000 pounds single wheel
loadin g (SWL), 210,000 dual wheel
loading (DWL), 360,000 poun ds dua l
tandem wheel loading (DTL), and
850,000 pounds double dua l ta ndem
(DDT).  Th e single wh eel s t ren gth
ra t ing is su fficien t  for  a ll a ircra ft  with
single wheel landing gear .  The cr it ica l
a ir cra ft  for  du a l wheel gea r  is the B727-
200 wit h  a  maximum takeoff weigh t  of
190,000 pounds.  For  the crit ica l
a ir cra ft  for  dua l-tandem wheel gear  the
B767-300, t akeoff weigh t s can  r each
360,000 pounds DTL for long st age
length s.  Th e exis t ing pa vemen t
st rength  of the runway will be adequa te
to accommoda te these a ircraft .  The
p a v e m e n t  i s  a l s o ca p a b l e  of
accommoda t ing DDT a ir cra ft , such  a s
the B747 jum bo jet, weighing up t o
850,000 pounds.  The cur ren t  st rength
of the pr imary runway should be
a dequa te for  the long range p lanning
hor izon .

Runways 17-35 and 3-21 h ave s t rength-
ra t ings iden t ica l to the primary
runway, except  the crosswin d r unwa ys
a re not  ra ted for  DDT.  Th is will s t ill
accommodate 99 percen t  of t he fu ture
t ra ffic, so the pavement  s t rength  on
these two runways is adequa te.

Runway 12-30 has a  pavement  st rength
ra t ing of 45,000 pounds  SWL and
65,000 pounds DWL.  This is adequa te
to accomm odat e all but  th e lar gest
gener a l avia t ion a ircra ft , as well as
commuter  tu rboprops an d regiona l jets.

DIMENSIONAL DE SIGN
STANDARDS

Runway dimensiona l design st anda rds
define the width s, an d clear a nces
required to opt imize safe opera t ions in
the landing and t akeoff a rea .  Theses
dimens iona l s tandards vary depending
upon  the ARC for  each  runway.  Table
V-3-D out  l ines  k  e  y d  i  m  e  n  s  i  on  a  l
s tanda rds  for  the a irpor t  reference
codes most  applicable to Albuqu erque
Interna t iona l Sunpor t  now and  in  the
fu ture.

The pr imary runwa y a t  ABQ should
cur ren t ly be design ed to a t  least  D-IV
sta nda rds, the a irport s curren t  cr it ica l
ARC.  P lan ning an d development
cons idera t ions should  take in to account
t he poten t ia l for  D-V a ircra ft  in  the
fu ture.  Runwa y 8-26 is pr esent ly
designed to D-V sta nda rds.

As secondary runwa ys, Ru nwa y 3-21
and Runway 17-35 should a lso be
designed to D-IV st anda rds.  Run way 3-
21 wa s u pgr aded in  the m id-1990's and
meets th e D-IV st anda rds.  Runway 17-
35 does  not  have adequate sa fety ar ea
beyon d the nor th  end  of the Runway
pavement .  As  a  resu lt , the Runway 17
thresh old has been  displaced 890 feet  to
a llow for  the required 1,000 foot  of
exten ded runwa y sa fety a rea .  This
limits the runway to 9,110 feet  for
landin g from the nor th  and 9,110 feet
for  takeoffs  to the nor th .
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T A B L E  V -3 -D

Ai rfi e ld  D e s i g n  S ta n d a r d s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

Ai rp o r t R e fe r e n c e  C o d e B -II I ( ft .) C -II  (f t .) D -IV  (f t .) D -V ( ft .)

R u n w a y  W id t h 100 100 150 150

Ru n wa y Sa fe ty  Area

W id t h

Len gt h  Beyon d  E n d

300

600

500

1 ,000

500

1 ,000

500

1 ,000

Ru n wa y Object  F ree  Ar ea

W id t h

Len gt h  Beyon d  E n d

600

800

800

1 ,000

800

1 ,000

800

1 ,000

R u n wa y B la s t  P a d

W id t h

L en g t h

140

200

120

150

200

200

220

400

R u n w a y C en t er lin e  t o:

H old in g  P os it ion

P a r a lle l T axiw a y

P a r a lle l R u n wa y

250

300

700

250

300

700

250

400

700

250

400

700

T a xiw a y  Wid t h 50 35 75 75

Ta xiw a y C en t er lin e  t o:

F ixed  or  M ova ble  O bject

P a r a lle l Ta xila n e

93

152

65 .5

105

12 9.5

215

160

267

Ta xi la n e C en t er lin e  t o:

F ixed  or  M ova ble  O bject

P a r a lle l Ta xila n e

81

140

57 .5

97

11 2.5

198

138

245

Ru n wa y  Pr otect ion  Zon es  -

  O n e m ile or  gr ea t er  vis ibilit y

I n n e r  w id t h

L en g t h

O u t e r  w id t h

500

1 ,000

700

500

1 ,700

1 ,010

500

1 ,700

1 ,010

500

1 ,700

1 ,010

Ca tegor y I

I n n e r  W id t h

L en g t h

O u t e r  W id t h

1 ,000

2 ,500

1 ,750

1 ,000

2 ,500

1 ,750

1 ,000

2 ,500

1 ,750

1 ,000

2 ,500

1 ,750

Crosswind Runway 12-30 has adequa te
clear a nces t o a ccomm odat e B-III
a ircra ft .  It  is lacking only in  sa fety ar ea
off th e sout heast end t o meet C-II
st anda rds.  The exten ded sout hea st
sa fety a rea  is 400 feet  wide and 800 feet
long, compa red to th e C-II sta n da rd of
500 feet  wide a nd 1,000 feet  long.

TAXIWAYS

Ta xiwa ys ar e prima rily const ructed to
facilita te a ircraft  movements  to and
from the runway system .  Pa ra llel
taxiwa ys grea t ly enha nce a ir field
capacity and  are essent ia l to a ircraft
movement  abou t  an  a ir field.  Some
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taxiwa ys a re necessa ry simply to
provide access to apron  and t ermina l
ar eas, wh ile other s a re designed to
facilita te the movement  of a ircra ft  to
and from the runway configura t ion .  As
act ivity increa ses, a ddit iona l t axiwa ys
become necessary to provide for sa fe
and efficient  use of the a ir field.  The
taxiway system a t ABQ consists of
pa ra llel t axiwa ys serving ea ch  runwa y,
exit  t axiwa ys, and a ccess t axiwa ys
serving the a ir line t ermina l, ca rgo a rea ,
genera l avia t ion  a rea , and  the milita ry
facilities.

Pr imary Runwa y 8-26 is served by three
pa ra llel t axiways.  Th ere a re a  fu ll
len gth  and a  pa r t ia l pa ra llel on  the
nor th side of the r unwa y, a s well a s
a nother  fu ll lengt h  taxiway on  t he
sou th side. Taxiways  A and B serve as
dua l pa ra llel t axiways providing two-
way t ra ffic flow in  front  of the milita ry
apron  con t inu ing to t he passen ger
t ermina l apron .  Taxiwa y E is loca ted
on the sout h side an d provides access to
the pr imary r unway fr om facilit ies on
the south side of the a irpor t .  The
runway has 13 exit s on  the n ort h side
and 12 on  the south  side.  This includes
a  series of high speed exits in t he m id-
runway a rea .

The type and frequ en cy of runway
en t rance/exit t axiways can  a ffect  t he
efficiency and capa city of a  runway
system.  Righ t -angled exits r equire a n
a ir cra ft  to be near ly stopped before it
can  sa fely exit  the runwa y.  High speed
exit s a llow a ircra ft  to slow to sa fe exit
speed (ra ther  than  s topping) before
exit ing the runway.  Runway 17-35 has
13 exit s on  the nor th  side and 12 on  the
sou th side.  This inclu des a  ser ies of
h igh  speed exit s in  the mid-runway
area .  All exit  t axiways recommended

by the previous  master  plan  have been
const ru cted.  The h igh  speed exits ar e
between 6,000 and  7,600 feet  from the
landin g thresholds.  Observa t ions  have
indica ted tha t  the h igh  speeds a re the
exits used m ost  often  by a r r iving jet
a ircra ft .

Secondary Run way 3-21 is served by a
pa r t ia l pa ra llel Taxiway F  loca ted on  it s
west side. The pa ra llel exten ds from
Taxiway C sou thwest  to the end of
Runway 3.  Access to the nor th en d of
t he runwa y is ga ined by ut ilizing
Ta xiwa ys C a nd E .  Seven  taxiwa ys
provide exit s  a long the length  of the
runway, including th ree high speed
exits.  The h igh speed exit s a re loca ted
between 5,400 and 8,000 feet  from the
Run way 3 th resh old.

There ar e no high speed exits for
landin gs on  Runway 21 because of the
minimum number  of landings  from the
nor theast .  All bu t  two of the exit
t axiwa ys recommended by the previous
mast er  plan  for  Runway 3-21 have been
const ru cted.  Those two were p lan ned
for  th e sout hwest  th ird of the runwa y.
They have not been  const ructed due to
the minimal num ber of landings on
Runway 21.  If fut ur e landside
development  is plann ed for  th e east  side
of Runway 3-21, an  east  pa ra llel
taxiway may need to be considered.

Crosswind Runwa y 17-35 had a  fu ll
len gth  pa ra llel taxiway on it s west side
and a  par t ia l parallel on  the east  side.
Ta xiwa y C serves  the wes t  side.  I t  has
n ine taxiway exit s.  Ta xiwa y D is  on  the
east  side and ext ends from the nor th
end of t he runway to Runway 3-21.
There a re n o high speed exit s  on  th is
runway and no addit iona l t axiwa ys
were plan ned.
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Runway 12-30 is  served by a  fu ll len gth
pa ra llel Taxiway G on it s sout h side
and a  pa r t ial pa ra llel Taxiway J  on  the
nor th side.  Taxiway G is placed to
serve the gen era l avia t ion  facilit ies in
the east  quadran t  of the a irpor t .
Taxiway J , while para llel to Run way
12-30, serves more a s a  connectin g
taxiway to the pa ssen ger t ermina l a r ea .
There a re six t axiway exit s between
Runway 12-30 and Ta xiway G.  The exit
t axiwa ys a re well placed for  a  genera l
avia t ion  runway.

Hold ing aprons a nd bypa ss taxiwa ys
can  a lso impr ove the efficiency of the
taxiway system.  Cur rent ly, a ll runway
ends except  for  Runway 21 ha ve either
hold ing aprons or  bypass t axiways.
S ince Runway 21 is used pr imar ily for
ta keoffs, a  bypass  taxiway should be
cons idered  in  the fu ture.

Other  t axiway impr ovemen ts will be a s
appropr ia te with  fu ture development
alt ernat ives.

AIR FIELD

IN S T R U MEN T A T IO N

Previously, instrument  approaches were
ca tegor ized as eit her  pr ecision  or
nonprecision .  Precis ion  ins t rument
a ppr oa ch  a ids pr ovide a n  exa ct
a lignment  and  descent  pa th  for  an
a ir cra ft  on  fin a l approach to a  runway
wh i le  n on -p r e ci s ion  in s t r u m en t
approach  a ids provide only runway
a lignment  informa t ion .  Most  exist ing
pr ecision  ins t rument  appr oaches in  the
Un ited S ta tes  a re inst rument  landing
system s (ILS).

Cur ren t ly, Runway 8 and Runway 3
have instr um ent  landing systems a t

Albuqu erque Interna t iona l Sunpor t .
These provide min imums down to 0.5
miles visibility a nd 200 foot  cloud
ceilin gs (200-1/2), an d a re considered
Categor y I (CAT I) minimums.  With
the minimal IFR weather  in  the a rea ,
lower  min imums to CAT II or CAT III
a re difficu lt t o just ify at  ABQ.

Airfield weather inform at ion is provided
by a  runway visua l range (RVR) and
airpor t  su r face observat ion  system
(ASOS) a ffilia ted wit h  the Ru nwa y 8
ILS.  These two inst ru ment s provide
in format ion  regar ding tem pera ture,
pr essu re, cloud ceiling and vis ibilit y.

Ru n wa y 1 7  a n d  21  a r e  n ot
r e c om m e n d e d  fo r  i n s t r u m e n t
a p pr oa ch es a s  n oise  a ba t em en t
procedures minimize lan dings on t hese
two appr oaches.  Rising t er ra in  east  of
the a irpor t  p rohibit s  an  ins t rument
approach  to Runway 26.  An ins t rument
approach  with  one-mile m inimums
could be plann ed to Ru n wa y 30 for u se
by gener a l aviat ion  and commuter
a ircra ft .

The planned t ransit ion  t o the globa l
pos i t i on in g  s y s t e m  (G P S ) for
ins t rument  appr oaches to a irpor t  in  the
United St a tes was discussed  ea r lier  in
Sect ion  One of this cha pter .  It  is
an t icipa ted tha t  GPS will event ua lly be
able to provide accura te enough posit ion
in format ion  to a llow for  even  Category
II and III  pr ecision  ins t rument
appr oaches, independent  of any exis t ing
groun d-based naviga t iona l facilit ies .  In
addit ion , GPS equipment  will be much
less cost ly t han  exist ing precis ion
inst rument  lan ding system s.  GPS
technology will provide airpor t s with
the mea ns of ga in ing addit iona l
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ins t rument  approach  capability a t  a
modera te cost .

The FAA is a lso developing CAT I
pr ecision  in st rument  capability from
the GPS.  Th is is  an t icipa ted to involve
a  different ial GP S syst em ident ified as
the wide area  augmen ta t ion  system
(WAAS).  I t  is an t icipa ted  tha t  the
exist ing ILS syst ems a t  ABQ will
u lt ima tely be replaced with  WAAS or
sim ila r  capa bilit y.

VISU AL APP ROACH AIDS

Electr onic and visua l gu idance to
ar r iving a ircraft  enhance safety and
capacit y of the a irfield.  Such  facilit ies
are vita l t o t he success of the a irpor t ,
and pr ovide addit iona l sa fety to
passengers usin g the a ir  t ranspor ta t ion
system.  While in st rumen t  approach
a ids a re especia lly h elpful dur ing poor
weather , they a re often  used by
commercia l pilots  when  visibilit y is
good.

Visua l glide slope indica tor (VGSI)
ligh t s a re a system of light s loca ted at
the side of the r un way which pr ovide
visua l descen t  guida nce in format ion
during an  a pproach to th e runwa y.
Cur ren t ly, each  runway end (except  for
Runway 12) is served by a  VGSI.  Six-
box visua l approach  s lope ind ica tors
(VASI-6) a re available on  Runway 8-26.
VASI-4 a re available on  Runways 17-
35.  Runway 3-21 and Runway 30 ar e
equipped wit h  fou r -box precision
approach  pat h indicat ors (PAPI-4).
These systems a re designed for  use by
both  jet  and piston  a ircra ft .  Runway 12
should be plan ned for  a  VGSI syst em.

Runway end ident ifier ligh ts (REIL) a re
inst a lled to provide rapid and posit ive
ident ifica t ion  of t he approach  end  of the
runway especia lly a t  n igh t  or  in  low
visibilit y condit ions.  REIL's consist  of
h igh  in tensit y flash ing st robe ligh t s on
each  side of the runway threshold  and
sh ould be considered for  a ll runways  not
served by an  appr oach  ligh t ing syst em.
Runways 26, 30, 17 and 35 have REIL’s.
In st a lla t ion  of REIL’s on Runwa ys 12
and 21 would get m inim al use and could
be confusin g because of the pr oximity of
th e th resholds to oth er run ways.

AIRF IELD  LIGHTIN G

To complemen t  the exist ing ILS
ins t rument  appr oaches, Runways 8-26
and 3-21 ar e equipped with  h igh
in tensit y runway edge ligh t ing (H IRL).
H I R L  p r ov i d e s  a  p i l o t  w i t h
ident ifica t ion  of the runway edge limits
a t  n ight  or  in  per iods of low visibility,
and is  therefore typica lly used for
commercia l service runwa ys.  Runways
8 a nd 3 a re a lso served by touchdown
zon e (TDZ) and center line ligh t ing (CL).
Th is is a dequa te for  the pla nning
period.

Both  ILS a ppr oaches a re equ ipped with
a  medium approach  ligh t  sys tem and
runwa y a lignment  indica tor  ligh t s
(MALSR).  These a re adequate for  the
CAT I  approaches  both  now and  in  t he
fu ture.

An approach  with  h igher  min imums is
ava ilable to Runway 35.  The 400-1
min imums a re available from an  NDB
approach  and a  GPS over lay a pproach.
It  is recommended t h is appr oach  be
maint a ined as long a s the runway is
maint a ined.
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An approach  light  system is not  needed
for  an  approach  of th is type, a lthough a
lead-in system such a  omni-direct iona l
approach  ligh ts (ODALS ) cou ld assist
in t he fina l approach  to Runway 30.

Runways 17-35 and  12-30 are equipped
with  medium in tensit y runway ligh t ing
(MIRL).  Th is level of light ing is
su itable for  runways with  min imums
above ½ m ile.  Medium in tensit y
taxiway ligh ts (MITL) a re in  place on
a ll a ir field ta xiways an d should also be
plann ed for a ny new ta xiways.

The a irpor t  beacon loca ted  in  the
gener a l avia t ion  a rea , is a lso adequa te
for  the p lanning per iod .

AIRF IELD  MARKING

Air field m a r k in g includes visua l
in format ion  for  pilot s such  a s signage,
p a vem en t  m a r k i n g s , a n d win d
indicat ors.  Airfield signa ge provides
loca t ion  in form at ion by ident ifying
runway a nd t axiway int ersections.
ABQ u t ilizes curren t  FAA sign age
sta nda rds.

Runway pavement  ma rkings  vary
d ep en d in g u pon  t h e inst r u m en t
cla ssifica t ion  of t he runway.  Runways
8-26  a n d  3-21  h a ve  pr ecision
ins t rument  markings because of their
CAT I a pproaches .  Runway 17-35 has
nonpr ecision  mark ings to coincide with
it s NDB/GPS approach .  Runway 12-30
cur ren t ly has ba sic markings because it
has no ins t rumen t  approach .  I f a  GPS
approach  is added  in  the fu ture, the
markings will need to be upgra ded to
nonprecis ion .  Taxiway are marked with
ba sic ta xiway ma rk ings.  Holdlin e
markings a re set  on each  exit  t axiwa y,

a t  leas t  250 feet  from the runwa y
center line.

AIR  T R AFFIC  CO N T R O L

Albuqu erque In terna t iona l Su nport  is
also served by a 24-hour  a irpor t  t ra ffic
cont rol tower (ATCT).  Loca l r ada r
approach  cont rol is also provided for  the
area  from the base of the tower .

An a irport  su rveillance r ada r  (ASR) is
a va ilable on  the a irport  a s well.  The
ASR-9 is u t ilized by a ir  t ra ffic cont rol.
As rada r  t racking system  technology
con t inues to improve, equ ipment
upgra des can  be expected a t  ABQ.

S U MMAR Y

The fin dings  and recommenda t ions
presen ted in  the previous sect ions can
be summ ar ized as follows:

! The a irpor t  has adequa te a ir field
capacity for  the p lanning per iod.  No
addit iona l runways need to be
planned at  th is time.  In  fact , the
three ru nway system  of Runways 8-
26, 3-21, and 12-30 would be
adequa te.

! A three ru nway system provides
more than  adequa te wind covera ge.

! An a lysis  of r u n wa y len gt h
requ irements ind ica ted  tha t  the
len gth  of primary Runway 8-26 was
a dequ a t e t o a ccom m oda t e a ll
commercia l jet  a ircra ft  cu r ren t ly
opera t ing an d forecast  to u t ilize the
a irport  in t he fu ture.
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! The secondary runway length  of
10,000 feet  is cur ren t ly a dequa te,
but  should be plan ned to be exten ded
to 11,000 feet  in  the long range to
meet  the requ irements of longer
ha uls.

! The taxiwa y system  is in  rela t ively
good sh ape.  Fu tu re ta xiway needs
will depend upon other  a irpor t
development  tha t  may requ ire
addit iona l t axiways.  Cons t ruct ion  of
addit iona l exit t axiways, including
high  speed exits , will fur ther
enhance a ir field capa city.  Also, fu ll
len gth  para llel t axiways  should be
provided to each  runway to fur ther
en h a n ce a nd impr ove a ir cr a ft
movemen ts a nd oper a t iona l sa fet y.

! Improving the ins t rument  approach
capa bilit ies will depend upon the
t ransit ion  to GPS.  The CAT I
a pproaches to Runways 8 and 3 a re
adequa te, bu t  an approach  with  one
mile visibility should be considered
for  Runway 30.

As indicated in  th is section, exist ing
a ir field fa cilit ies a t  Albuqu erque
In terna t iona l Sunport  will not  need
ma jor  improvements  to meet  the
forecast  demand through the p lanning
period.  Requ iremen ts det ermined in
th is sect  ion  a  r  e su  mmarized  on  Exh  ibit
V-3 -B .  Th  e n  ext st  ep in t  h  e m  a  st  er
p lanning process is  to put  for th  and
a n a lyze  a l t e r n a t ive s  t h a t  ca n
accommodate th ese requirem ent s.  The
next  sect ion  will pr ovide t h is a na lysis
and recommend the best  a lter na t ive for
the fut ur e development  of the a irfield.
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Exhibit V-3-B
AIRFIELD FACILITY REQUIREMENTS

CATEGORY EXISTING LONG RANGESHORT TERM

RUNWAYS

TAXIWAYS

LIGHTING AND MARKING

NAVIGATIONAL AIDS

Primary Runway
13,793' x 150' • 210,000# DWL

Secondary Runway
10,000' x 150' • 210,000# DWL

General Aviation Runway
6,000' x 100' • 65,000# DWL

Primary Runway
Same

Secondary Runway
11,000' x 150' • 210,000# DWL

General Aviation Runway
Same

Primary Runway
Full Parallel (both sides)

Parial Dual Parallel
High Speed Exits/Bypasses

Secondary Runway
Parallel, High Speed Exits

Holding Apron/Bypass

General Aviation Runway
Full Parallel, Partial Parallel

Right Angle Exits
Holding Apron/Bypass

Primary Runway
Same

Secondary Runway
Add Parallel

General Aviation Runway
Same

ASOS, RVR, ASR-9, ATCT

Primary Runway
ILS
GPS

VASI-6

Secondary Runway
ILS

PAPI-4

General Aviation Runway
GPS

PAPI-4

ASOS, RVR, ASR-9, ATCT

Primary Runway
CAT I GPS

VASI-6

Secondary Runway
CAT I GPS

PAPI-4

General Aviation Runway
GPS

PAPI-4

Rotating Beacon, MITL

Primary Runway
HIRL, CL, TDZ
MALSR/REIL

Precision Marking

Secondary Runway
HIRL, CL, TDZ, MALSR

Precision Marking

General Aviation Runway
MIRL

Nonprecision Marking

Rotating Beacon, MITL

Primary Runway
Same

Secondary Runway
Same

General Aviation Runway
Same

Runway 8-26
13,793' x 150' • 210,000# DWL

Runway 3-21
10,000' x 150' • 210,000# DWL

Runway 12-30
6,000' x 150' • 65,000# DWL

Runway 17-35
10,000' x 150' • 210,000# DWL

Runway 8-26
Full Parallel (both sides)

Partial Dual Parallel
High Speed Exits/Bypasses

Runway 3-21
Parallel, High Speed Exits

Holding Apron - South

Runway 12-30
Full Parallel, Partial Parallel

Right Angle Exits
Holding Apron/Bypasses

Runway 17-35
Full Parallel, Partial Parallel
Right Angle Exits/Bypasses

ASOS, RVR, ASR-9, ATCT

Runway 8-26
ILS (8)

VORTAC/GPS (8)
VASI-6

Runway 3-21
ILS-3

PAPI-4

Runway 12-30
PAPI-4

Runway 17-35
NDB/GPS (35)

VASI-4

Rotating Beacon, MITL

Runway 8-26
HIRL, CL, TDZ

MALSR (8)/REIL (26)
Precision Marking

Runway 3-21
HIRL, CL, TDZ, MALSR

Precision Marking

 Runway 12-30
MIRL

Basic Marking

Runway 17-35
MIRL

Nonprecision Marking
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The previous sections of this chapter
identified present and future needs
for the components of the airfield.
One of the first issues typically
considered is the airfield’s
operational capacity. As determined
earlier, the airfield has adequate
operational capacity to carry the
facility through the long range
planning horizon activity milestone.

Another issue to consider is the fact
that three of the four existing
runways have been reconstructed.
At some point in the near term, the
pavement of the fourth runway will

need to be rebuilt if it is to be
maintained into the future. There is
a significant expense to this
reconstruction that will need to be
justified. As indicated in the
previous sections, the other three
runways can be and have been
previously justified for capacity
purposes. The costs associated with
maintaining a fourth, non-parallel
runway must be justified by the
benefits it provides to the airport
operation.

The following subsections will
discuss rational airfield alternatives
from the standpoint of their ability
to meet the planning horizon
activity milestones in a functional,
efficient, economic, and environ-
mentally acceptable manner. The
alternatives are not limited to those
that would develop the existing
airfield. The alternatives of no
action or “doing nothing” as well as
relocating services to another
airport or a new site must also be
addressed. Through this process, a
basic airfield concept can be
transformed into a realistic
development plan.

Chapter Five
Airfield Facilities

Section Four
ALTERNATIVES

V-4-1

RENTAL CAR
FACILITY

EXTEND TAXIWAY B

CONSTRUCT
CONNECTING

TAXIWAY

CONSTRUCT
PARTIAL PARALLEL
TAXIWAY

EXTEND
RUNWAY 3-21
1,000 FEET
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R EVIEW OF 1993

MAST ER  P LAN

The 1993 Airport Master  Plan
examined the a lterna t ives  for  fu ture
expa nsion of  the a ir field.  At  tha t  t ime,
a  major  concern  wa s t he r ehabilit a t ion
of the a ir field’s pavemen t  without
s ign ifica n t  d is r u pt ion  or  e ve n
in ter rupt ion  of a ir  ser vice.  The only
r u n wa ys  des igned  for  u se  b y
commercia l service jets  were Runwa ys
8-26 and 17-35.  If Runway 8-26 were
sh u t down  for  a n y r ea son , t h e
commercia l jet s were limited to Runway
17-35.  The displa ced t hresh old on  the
nor th end of Runwa y 17-35 limits it s
effective length  to 9,110 feet  for  t akeoffs
to the nor th , fu r ther  rest r ict ing the
a irpor t ’s ca pa bility.  To work on  the
in tersect ion  of t he two runways , the
commercia l jet s would be limited to
approximately 9,000 feet  of Runway 8-
26 loca ted east  of the in tersect ion .
Becau se of th e exten sive reconst ruct ion
tha t  wa s n ecessa ry a t  the in ter sect ion ,
an  independen t  seconda ry ru nway
became a  pr iorit y.

Another  factor  was the capacit y of the
a ir field.  Airfield opera t ions t ota led
210,000 in 1991, or  88 percent  of the
a irpor t ’s an nu al service volume (ASV).
The a irpor t  needed t o pla n  for
addit iona l capacity in  the near  term
before delays  became sign ifica nt .

A major  recommenda t ion  of the 1993
pla n  included upgra ding Run way 3-21
to 10,000 feet long a nd 150 feet wide
a nd ins ta lling a Ca tegory (CAT) I
ins t rument  approach  on  Runway 3 from
the southwest .  The en t ire runwa y is
loca ted    sou th    of   Runway   8-26.    It

provided the independent  seconda ry
runway as well as increa sed th e
a irfield’s annua l service volum e by
nea r ly 47 percent . With  233,500
opera t ions in  2000, the a ir field is
opera t ing a t  67 percent  of it s  ASV and
will r ema in  below fu ll ASV through the
long r ange planning h or izon .

Runway 12-30 was a lso improved to
6,000 feet  by 150 feet  pr imar ily to
enhance it s  use by genera l avia t ion
a ircra ft .  As  shown in  the ear lier
sections, it  enhances capa city as well as
enhances wind covera ge for  gener a l
avia t ion  a ircra ft .

Besides the runway improvements
d iscu ssed  a bove, ot h er  a ir fie ld
improvemen ts r ecommen ded by the
Mast er  P lan  and completed  include the
reconst ruct ion  of Runways 8-26 and 12-
30 an d associat ed ta xiways.  Also
included wa s t he const ruct ion  of
Ta xiwa ys G a nd D a s well a s other
pa ra llel and exit  t axiways a ssociat ed
with  the runways tha t  were upgraded.

Another  recommenda t ion  of the pla n
was to close Runway 17-35.  The
reasons cited by t he previous mast er
plan  included:

C Limit ed need  as a  crosswind
runway.

C Min imal impa ct  on capa city.
C Runway closest  to residen t ia l

ar eas.
C Opens up two addit iona l ar eas

f o r  l a n d s i d e  a v i a t i o n
development .

To da te, th is  recommendat ion  has  not
been implemented.
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AIRFIELD  ISS U ES

CO N S ID ER AT IO N S

The development  under taken  since the
last  Mast er  P lan  has put  the a ir field in
good shape.  In  fact , there a re only a
few improvemen ts tha t  would be
necessary to ca r ry th e a ir field through
the long r ange planning h or izon
milestone.  These inclu de planning for
an  11,000-foot  length  capa bility for  the
secondary commercial ser vice runway
and eva lua t ing the t axiway system for
possible efficiency improvements  and to
serve fu ture lan dside development .

Two of the biggest public issues relat ed
to Albuquerque In terna t iona l Sunpor t
a re the fu ture just ifica t ion  of Runway
17-35 a nd  the reloca t ion  of the a irpor t
to an oth er sit e.  The eva lua t ion  of
Runway 17-35 must  cons ider  the
capacity and wind coverage ana lys is of
the previous cha pter .  It m ust  also
consider  other  factors such  a s the cost  of
cont inuing to ma in t a in  the runway,
compa t ible land use factors, and  the
effect  on pr oviding fut ur e landside
needs a t  the a irpor t .

It  is  not  uncommon for  those living
closest  to an  a irpor t  to suppor t
reloca t ing the facility elsewhere.  Th is
has been an issue in t he past .  It will
likely be a n  issue in  the fut ure.  Th is
chapter  will consider  the reloca t ion
a lter na t ive.  To do th is , the footpr in t
tha t will be required will be defined.  A
preliminary sit e sea rch  will a lso be
conducted tha t  considers genera lized
poten t ia l loca t ions  for a  new facility.

The alt ernat ives eva lua t ion will begin
by addressing the “No Act ion”, or  “Do-
Noth ing”, a lter na t ive.  Next  will be the

discussion  of reloca t ing the a irpor t .
F ina lly, a lterna t ives  tha t  shape the
long range fu ture a t  the exist ing facility
will be examined.

N O  ACT ION  ALT ER N ATIVE

The “No Act ion” a lterna t ive essen t ia lly
considers keepin g the a ir field  and/or  the
en t ir e a irport  in  it s exis t ing condit ion
with  no addit iona l im pr ovemen ts.  As
the comm un ity cont inues to develop and
grow, the tr an sport at ion system mu st
also adjust  to meet t he cha nging needs.

Air  t ra nsport a t ion  is a  pa r t  of th is
system, and in  many ways, t he m ost
dynamic elemen t  of the system.  Travel
by a ir  is the fastest  means to cover long
distances in  the shor test  t ime possible.
It  provides businesses the capability to
expand th eir  ma rket s  na t iona lly and
globally.  It  p rovides  tour is t s the means
to maximize their  vaca t ion  exper ience
with in  the t ime fra me available.  The
a irlines ar guably provide the most
successfu l form  of ma ss tr an spor t a t ion
in  the United St a tes today.

Today’s t echnology advancements have
made the In ternet  the most  dynamic
form of communica t ion .  While the
capa bilit ies of t he In t ernet  may have
reduced the need for  some t ranspor t -
a t ion  for  communica t ions (i.e. cer t a in
meet ings and let t er  deliver ies), it h as
also increased the demand for sh or t
tur na rounds both  in business and
househ old pu rchases.  Air  t r anspor t -
a t ion  is cr it ica l to pr oviding the “just -in-
t ime deliver ies” for in du st ry tha t  has
drama t ica lly reduced overh ead relat ed
to inven tory stora ge.  Even individua l
households can  have an y consumer
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product  delivered to the doorst ep with in
24 hours because of th e capa bilities of
the In ternet  and  a ir  t ranspor ta t ion .

The Albuquerque In terna t iona l Sunpor t
is the most  impor tan t  in ter face to the
a ir  t ransport a t ion syst em , not only for
the city a nd the metropolita n  a rea , but
also for  the en t ire st a te of New Mexico.
Approximately 95 percent  of a ll a ir line
t ravelers boarding air cra ft  in N ew
Mexico enplane a t  ABQ.

The a irport ’s forecas t s a nd facility
requirem ents ana lyses  ind ica te fu ture
needs  for  fa cil it y impr ovemen t s
pr imar ily in t he landside components of
the a irport .  The pa ssenger  t ermina l
bu ildin g, which  is  often  the fir st  and
last  memory of Albuqu erque for visitors,
will need to be able to grow to
accommodate fu ture needs.  Th is is
evidenced by simply r eviewing h ist ory.
Today’s a irpor t  must  handle 10 t imes
more pa ssen ger s than  it d id in 1965,
and nea r ly three t imes m ore t han  it  did
20 years ago.  Growth  in  a ir  ca rgo h as
been even  more drama t ic.  Genera l
avia t ion  needs cont inue t o change a s
use of business and  corpora te a ircraft
become more commonplace.

If Albuquerque Int erna t iona l Sunpor t
had not been capable of responding to
th is need, t he community’s a nd st a te’s
ability to par t icipa te and  compete in  the
na t iona l and globa l economy would
have been  compr omised.  If facilit ies a re
not  ma in ta ined and im proved  so the
a irpor t  rem ains a pleasa n t  exper ience
to t he visit or  or  busin ess  t raveler , or  if
d e l a y s  a n d  q u e u e s  b e c o m e
unacceptable, then  these individu a ls
may consider  doing their business

elsewher e or  choose another  loca t ion  to
spend th eir vacation dollar s.

Thu s, the No Act ion Alterna t ive
remains inconsisten t with  th e goals of
the Cit y, t he Sta te of New Mexico, a s
well a s t hose of the Federa l Avia t ion
Ad m in i s t r a t ion  w h i ch  i n cl u d e
en h a n cin g loca l  a n d in t er s t a t e
commerce.  A policy of no act ion  would
be considered a s a n  ir responsible
approach  affect ing the long term
economic growth  of the r egion .

R E LO C AT IO N  O F S ER VICES

The reloca t ion  of an a irpor t ’s  opera t ions
eith er  to another  exis t ing a irpor t  or  to a
new a irpor t  is a n  a lterna t ive tha t  will
typically be favor ed by many residing
close to the exist ing a irport .  The
reloca t ion  of an  a irpor t , however, is a
v e r y  co m p l e x  a n d  e x p e n s i v e
development , pa r t icu la r ly when  it
involves a  major  commercia l ser vice
a i r p or t  s u ch  a s  Al b u q u e r q u e
Interna t iona l Sunpor t .

Tha t  is wh y in  the pa st  qu ar ter  cen tury,
there have been  only two complet ely
new, “green  field ”, airpor t s const ructed
in  the Un ited Sta t es t o r eplace exist ing
a irpor t s tha t  were serving over one
million  annua l passengers.  Those
a irpor t s wer e in  F t . Myers, Florida  and
Denver , Colora do.  The Sout hwest
F lor ida  In terna t iona l Airpor t  was
const ructed because the exist ing a irpor t
was limited in  runwa y len gth  and in
r oom  for  t er m in a l develop m en t .
Addit ion a l a ir fie ld  ca pa cit y was
considered a  long r ange need a t  t ha t
t ime, and the a irport  st ill opera tes with
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just  one runway.  The new Denver
In t erna t iona l Airport  was const ructed
pr imar ily to provide a dequ a te a ir field
capacity, a s a ircra ft  usin g the former
Stapleton  In terna t iona l Airpor t  were
subject  to some of t he h ighest
opera t iona l dela ys in  the na t ion , a nd
there was n ot r oom t o feasibly increa se
tha t  capacity.

It  must  be noted  tha t  Albuquerque
In t er n a t ion a l Su n por t  does  n ot
exper ience any of t hese const r a in t s a t
the presen t  t ime.  The a ir field  has
adequa te runway length  for  a ll types of
civilian  a ircra ft . The a ir field capacity
sh ould be adequate for  a t  leas t  the next
quar ter  of a  century as  well.  The
Mast er  Plan is examin ing a lt erna t ives
for  ensu ring tha t  lan dside facility needs
can  a lso be accommodated  over  the long
range.  A new commercia l service
a irpor t  sit e would only be feasible in  the
next  qua rt er cent ur y if lan dside
facilit ies a t  ABQ cannot  be im pr oved in
a  cos t -effect ive m a n n er  wit h ou t
sign ifica nt , unmitigable environmen ta l
impact s.

Another  impor tan t  factor  in  consider ing
the t ransfer  of avia t ion  services to
a nother  a irport  sit e is  the proximit y to
the Albuqu erque metropolita n  a rea
wh ich  gener a ted  two-th irds  of the
a irpor t ’s pa sse  n  ger  s.  Ex  h  ib  it  V-4-A
dep i ct s  t h e  a r e a  s u r r ou n d in g
Albuqu erque.  Concent r ic 10-mile r ings
a r e displa yed cen t er ed  a t  t h e
in tersect ion  of the two in ter sta te
highways.  A 30-mile radiu s is
considered essen t ia l to ma in ta in ing an
a irpor t  with in  an  hour  of the major ity of
the met ropolit an  a rea .

With  t h is prefa ce, the following
discussion  considers wha t  would be
involved to reloca te opera t ions a t  ABQ
to either  an  exist ing a irport  or  a  green
field site.

TRANSF ER SERVICES
TO AN EXISTING AIRP ORT

A Mast er  P lan  for  an  exist ing a irpor t
typically looks a t  the needs over a  20 to
25-yea r  per iod .  In  th is  manner , any
shor t  t erm  investment  in impr ovemen ts
a t  the a irport  will be en su red of bein g
amor t ized over a  usefu l period of t ime.
The sa me would be t rue of t ransferr ing
services to another  exis t ing a irpor t ,
provided tha t  the t ransfer  a irport  could
absorb much  of t he cu r ren t  and 20-yea r
demand without  major  inves tment
beyon d what  would  be requ ir ed  a t  the
presen t  a irpor t .

Exam ples of how th is  could  occur  a re if
s e r v i ce s  cou l d  b e  e ffe ct i v e l y
con sol idat ed  a t  a n ot h er  n ea r by
commercia l service a irport , a  la rge
gener a l avia t ion  a irport , or  a t  a  nearby
milita ry a ir ba se.  I n most  cases, a n
exist ing gener a l aviat ion a irpor t  will
require su ch  an  ext en sive upgrade tha t
it  would essen t ially be th e same as
s ta r t ing over  with  a  new a irpor t  on  the
sa me site.

The milit a ry air  base is viable on ly if
there is one a va ilable t ha t  is eit her
p lanned to be or  recen t ly was de-
commissioned, or  a  base tha t  is  willing
to opera te as  a  join t -use facility.  This
most  recent ly occurred in  Aust in , Texa s
where  Bergst rom AFB was convert ed to
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Au s t in -B e r gs t r om  I n t er n a t i on a l
Air por t .  Of course, Albuqu erque
In terna t iona l Su nport  is curren t ly a
join t -use facility with  Kir t land Air
Force Base.  Th ere a re no other  a ir
b a s e s  w i t h i n  a  p r ox imi t y  t o
Albuqu er qu e  t o b e  r ea son a b ly
considered.

The next closest  commercia l service
a irpor t  to Albuquerque is Santa  Fe
Mun icipal Air por t  (SAF).  This  a irpor t
is owned and opera ted by the Cit y of
Santa  Fe and  has three in tersect ing
ru nwa ys.  The primary runway is 8,392
feet  long a nd is designed to just  100,000
poun ds du a l wh eel loadin g.  Since 1997,
annua l enplanements have doubled
from 20,000 to over 41,000.  This level
of t r a ffic is a lready t axing the
capa bilit ies of the small terminal .  Up
to 220,000 passengers a re forecast  for
the long r ange by t he dra ft  master  plan
for  the a irport .  This will be equivalent
to approximately three percent  of the
long range passen ger t ra ffic projected
for  ABQ.

The level of facilit ies ava ilable a t  SAF
would need to upgraded s ign ificant ly to
accommodate the t ra ffic a t  ABQ.  F or
ins tance, the primary runway is  not
even as long as t he secondary runway
a t  ABQ an d would likely need t o be
rebu ilt  to provide adequ a te pavemen t
s t rength .  Addit iona l non-in ter sect ing
runways would be necessa ry to provide
adequa te capa city a s well.  A new
pa ssen ger facility would be requ ired
a long with  a ll-new cargo facilit ies.
Access roa ds would a lso requ ire
upgrading.  Essent ially a  new a irport
would have to be developed on  the site,
bu t  San ta  Fe Municipa l  Airport  sim ply
does not  have 

the room to accommoda te a  ma jor
commercia l ser vice a irpor t  the size of
ABQ.

In  addit ion , t he t ravel distance from
Albuqu erque would be a significan t cost
t o t h e lar ge m a jor it y of ABQ
pa ssengers. As d e p i ct e d on Exhibit  V-
4-A, San ta  Fe Municipa l Air p or t  is we  ll
out side the 30-mile radius.  The present
t ravel d is tance between Santa  Fe and
ABQ is  what  has  made the exist ing
commuter  a ir  service in  San ta  Fe
a t t ract ive for  some Santa  Fe t ravelers.
Therefore, wh ile SAF may cont inue to
recapture a  percen tage of it s loca l t r a ffic
tha t has been using ABQ, fu ll reloca t ion
of avia t ion  services  from ABQ to the
Santa  Fe Mu nicipa l Airpor t  is  not
considered pruden t  or  feasible.

No other  exist ing commercia l service
a i r p or t s  a r e  clos e e n ou gh  t o
Albuqu erque to be even  remotely
considered for  t ransfer  of services.

Double Ea gle II Airport  is the lar gest
gener a l avia t ion  a irpor t  in  t he region ,
but  its  longest r unway is still on ly 7,400
feet  and is designed for  30,000 pound
aircra ft .  While Double Ea gle II may
have some expansion capa bility, it
would basica lly need to be redeveloped
like a  new sit e if it  were  to serve as  the
com m er cia l  se r v ice  a i r por t  for
Albuqu erque.  The sa me would h old
t rue for  a ll the oth er  genera l avia t ion
a irpor t s in  the a rea .  Each  of t hese
gener a l avia t ion  a irpor t s, however , can
be ma in ta ined and im pr oved to serve
gener a l avia t ion  in  a  manner  tha t  could
exten d the capacity of Albuquerque
In terna t iona l Sunport  well beyond t he
25-year plann ing period.
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Exhibit V-4-A
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DEVELOP  NEW AIRP ORT

If a  new a irport  site were t o be
developed, considera tion m ust  be given
to pr oviding a dequa te capability well
beyon d the 25-year  p lann ing envelope.
This is  prudent  to ensure long term
viability for  the s ign ificant  commitment
of property and fun ds, an d also becau se
it  would likely t ake 10 or  more years to
ga in  approva ls, secure fun din g, acqu ire
propert y, then  const ru ct  the a irport .

The exist ing a irpor t  has a  runway
nea r ly 14,000 feet  long; th is capa bility
sh ould be maint a ined.  Widely-spa ced
pa ra llel ru nwa ys provide the best
capacity, so any new s it e should have
tha t  capa bility with  adequa te spa ce
between the runways  for  termina l
development .  For a  new a irpor t , a
spa cing of 5,000 to 6,000 feet  would be
preferr ed.  Third and  four th  pa ra llel
r u n wa ys  (1 ,200  fee t  m in im u m
separa t ion) should a lso be reserved for
u lt imate development .  The a rea  winds
indica te t ha t  a t  leas t  one crosswind
runway or ien ta t ion will be necessa ry.
Ult ima tely, a  widely-spa ced pa ra llel
sh ould be in cluded.  Room will a lso be
necessary for  a ir  ca rgo a nd gener a l
avia t ion  unless the exist ing a irpor t
rema ins open  for  their  use.  I t  is
a ssumed tha t  the milita ry oper a t ions
would not  r eloca te.  I f so, even  more
space would be n ecessa ry.

Exh  ibit  V-4 -B depict  s a  protot  ype
layou t  for  a  new a irpor t  site based u pon
the above.  A key to the long range
viability of the new a irpor t  sit e will be
to invest  in  enough  proper ty a cquisit ion
to ensure compa t ible land use.  H istory
has shown tha t , over t ime, the presence
of a  commercia l service a irpor t  a t t r act s

u rba n  developm ent .  While th e
s u r r o u n d in g  p r op e r t y  m a y b e
undeveloped when  the new a irport  is
const ru cted, it  will not  st ay tha t  way.
The prototype a irpor t  a ssumes tha t  an
area  three miles (16,000 feet ) and over
two miles wide (12,000 feet ) off the end
of each r un way would be acquired.  As
a  resu lt , the a irpor t  defined in  the
exh ibit  could requ ire a s much as 56
square miles of proper ty a cquisit ion . As
deta iled, site-specific refinement s ar e
made, it  may be possible to redu ce t h is
envelope, bu t  it  can  st ill be an t icipa ted
th at  at  least  40 square miles should be
reserved.

E  x h ibit  V-4-A r  ela  t  es t  h  e size of t  h  is
a ir por t  en velope  t o t h e a r ea s
surrounding Albuquerque.  Space for
ma jor  a irpor t  development  is limited
first  by t he mounta inous t er ra in
t h r ou gh ou t  t h e a r ea .   In dia n
reserva t ions a re presen t  on  three sides
and compr ise a  la rge port ion  of the
a rea .  Areas tha t  might  be considered
are loca ted to th e imm ediat e west  of the
Albuqu erque, southwes t  near  Belen,
east  of t he m oun ta ins n ea r  Moria r ity,
and to the nor thwest .

The next m ajor considera t ion  is
t ranspor ta t ion  and ut ility access.  Th is
level of facilit y will requ ire freeway
access simila r  to tha t  provided by I-25
adja cent  to the Sunpor t .  The fur ther  a
new airport is from existing freeways,
the more expensive t ha t  access  will
become.  Simila r ly, t he fur ther  the
a irpor t  is  from the city, the fur ther  any
fu ture mass t ra nspor t a t ion , such  a s
ligh t  r a il would need to be extended.  In
addit ion , u t ilit ies  such  as  water  and
sewer , power, a nd gas would have to
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eith er  be extended t o the site or
developed on-site.

With  a  sit e a s la rge as th is a irpor t
would command, t he cha nces for
environmen ta l impacts a re increa sed.
To minimize proper ty acqu isit ion  cost s
a s well a s r eloca t ion  cost s, sit es with
min ima l exist ing development  would be
preferr ed.  Sin ce the site would be
primar ily undeveloped, the poten t ia l for
impact s to wildlife a nd it s h abit a t ,
wetlands, fa rmland, a nd previously
undisturbed cu ltura l resources will
genera lly be grea ter  than  an  exis t ing
sit e which  st ill has development
capability.

The cost  for  development  of a  new sit e
to meet  the long range planning horizon
milestone is est ima ted in t he range of
$2.0 billion .  Th is inclu des acquisit ion  of
50 squ are miles of proper ty, two
pa ra llel and one crosswin d r unwa y, a
900,000 squa re-foot t ermina l, access,
parking and su ppor t  facilit ies, a s well
a s long range facility needs for  genera l
avia t ion  and  a ir  cargo.

Also to be considered is th e joint-use
associa t ion  of Albuqu erque In ter-
na t iona l Sunpor t  with  Kir t land Air
Force Base (AFB).  If the r eloca t ion
were to include the Air  Force Base, the
resu lt an t  a irpor t  reloca t ion  could
qu ickly become the most  expensive ever
under taken  in  th e Unit ed Sta tes.  Th is
does not  even  consider  the poten t ia l
ramifica t ions rela t ing to the Sandia
Na tiona l Labora tories.

If Kir t land AFB were to remain  a t  the
exist ing a irpor t , the net  resu lt  would
not  be a  repla cement , ra ther  the
addit ion  of another m ajor a irpor t

facility in t he Albuqu erque a rea .
Resources and cost s sa ved by t he join t -
use oper a t ion  would be lost , and
opera t ing cost s would be increased for
a ll pa r t ies  involved.  In  a ddit ion, the
poten t ia l for a irspa ce complica t ions in
the met ropolit an  a rea would be
increa sed.  The fur ther  away th e new
airpor t  is the less likely t he a irspace
complica t ions.  The t rade off, however ,
is in  h igh er  gr ound t ra nsporta t ion  t imes
and costs, a s well a s h igher  poten t ia l
impact s on the natur al New Mexican
environment .

At  some point  in  the n ext  century,
Albuqu erque In terna t iona l Sunpor t
may reach  it s pract ica l capacity.  As
tha t t ime a ppr oaches, it may be
necessary to begin  to consider  a  lar ge,
new a irport  sit e or a t  lea st , reloca t ing
some commercial ser vice act ivit ies
elsewher e.  Tha t  t ime, however , is well
beyon d the next  quar ter  of a  century,
lea ving Albuquerque Int erna t iona l
Sunpor t  a  ser vicea ble a irport  with  a
significant  usefu l life.

AIRFIELD  IMP R O VEMENT

ALT ER N ATIVES

With  minimum improvements  the
exist ing a ir field  will be adequate for  the
long range planning horizon of 345,000
annua l opera tions.  This level is not
an t icipa ted to be reached for  a t  least  a
quar ter  of a  cen tury.  This a ir field
capacity was a t ta ined with  the u pgrade
of Runwa y 3-21 t o 10,000 feet  in  len gth
and the a ddit ion of a  Ca tegory I
ins t rument  approach  to Runway 3.  To
provide an y s ign ifica n t  ca pa cit y
improvemen t  beyond t he presen t  level
through infras t ructure development
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Exhibit V-4-B
GREEN FIELD
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would require a  pa ra llel runway
system.  This altern at ive was first
addr essed in  the las t  1993 Mast er  P lan .

The idea l separa t ion  for  maximizing
capacity with  a  pa ra llel runway system
is to pr ovide a  runwa y separa t ion  of a t
least  4,300 feet .  This m inimum
sep a r a t ion  per m it s s im u lt a n eou s
appr oaches du r ing inst rument  weather .

The FAA has  approved  simultaneous
approaches down to a  3,400-foot
separa t ion , bu t  the wider  separa t ion  is
st ill preferr ed.

Provid ing for  a  widely-spa ced pa ra llel
runway would be cost ly.  The a irpor t ’s
loca t ion  on t he edge of a  mesa  resu lt s in
rapidly fa lling t erra in on t he three
sides.

Exh  ibit  V-4 -C depicts a  n  a lt erna t ive
wit h  a  pa ra llel ea st -west  runwa y a t  a
separa t ion  of 4,300 feet.  Un less th e
cur ren t  a ir  freight  a rea  and  por t ions of
the gener a l avia t ion  a rea  were t o be
rem oved, th is runwa y would have to be
const ructed primar ily on  proper ty
cont rolled by Kirt lan d Air F orce Base.

The topogra phy in t h is a rea  recedes
from the a irport  int o an  a r royo 150 feet
below.  As much  as 80 percen t  of t he
runway and pa ra llel t axiway system
would have to be placed on  a s much  a s
150 feet  of fill ma ter ia l.

The pr oper ty is curren t ly used by
Kir t land Air Force Base and the Sa ndia
Na t iona l Labora tory.  There a re severa l
uses loca ted  throughout  the a rea , both
above and below ground, some of wh ich
could involve na t iona l secur it y.  In
addit ion , it is unknown if there would

be any hazardous  was te s ites  in  the
a rea .

Besides the proper ty th a t  would be re-
claim ed for  physica l const ruct ion , new
areas of the Sandia La bs would be
overflown.  The effect  on  na t iona l
secur ity is not  kn own, but  there would
be a  h igh pr oba bility tha t  some uses  in
the flight  pa th  may also ha ve to be
reloca ted.

Exh ibi t  V-4  -D depicts a  closer
separa t ion  of t he pa ra llel runway.  The
1,200-foot  separa t ion  would per mit
s imultaneous visua l (VFR) appr oaches
for  a ll a ircraft .  A minimum separa t ion
for  oth er  a ircra ft , excluding Design
Group V and VI, is 700 feet .  The 1,200-
foot  separa t ion  would permit  the
exist ing pa ra llel Ta xiwa y E to serve
both  ru nwa ys.

As indica ted on  the exhibit, t he pa ra llel
runway must  st ill be shifted to the east
to keep exist ing landside a irpor t  uses
out  of th e RPZ.  These inclu de por t ions
of the gen era l avia t ion  a rea  as well as
the n ew r en ta l ca r  facilit y.

While the closely-spa ced runway would
not  requ ire as much ear thwork  as the
widely-spa ced para llel, there a re more
exist ing Kir t land facilit ies t ha t  would
be a ffected.  These inclu de a  weapons
labora tory, a  water  well, and  severa l
oth er facilities.

In  su mmary, the pa ra llel runwa y would
be an  expensive proposit ion, no mat ter
wha t  the spacing.  The exist ing a ir field
h a s been  shown to have adequate
opera t iona l capacity for  the p lanning
period.   Unt il  the  exist ing  capa city  is
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rea ched, there is lit t le need for
addit iona l capacity.  As t he a va ilable
capacity is reached, these a lter na t ives
may be addressed aga in , bu t  to car ry
forward these a lter na t ives given the
cur ren t  growth  levels and a n t icipa ted
growth  ra tes would r equ ire ext en sive
specula t ion  beyond the normal planning
time fra me of 20 to 30 year s.

Therefore, t he r em a in ing a ir field
a lter na t ives concent ra te on  opt imizing
the exist ing airfield.

RU NWAY 8-26

Over the pas t  decade, the primary
R u n w a y  8 -2 6  h a s  u n d e r gon e
reconst ruct ion  of it s en t ire len gth  as
well as its pa ra llel ta xiway syst em.
Th is included  the recons t ruct ion  and
ext ension  of pa ra llel Ta xiwa y E on  the
sou th side of the runwa y.  The
ext ension  of th is pa ra llel t axiway
improved a ir field circu la t ion, sa fet y,
and efficien cy by permit t ing a ir cra ft
from the a ir freigh t  and genera l
avia t ion  a reas  to taxi to and  from the
primary runway without  ha ving to cross
it .

All the t axiway exit s from the pr ima ry
runway recommended by t he previous
Mast er  P lan h ave been const ru cted;
therefore, the runwa y’s exit  capa bilit ies
have been  opt imized.  The only taxiway
recommenda t ion  not  completed  was  the
ext ension  of du a l pa ra llel Ta xiwa y B
west to the east ernmost  h igh  speed exit .

The pla n  ca lled for  the pa ra llel t axiway
to be extended across the n ort h side
fron tage of Kir t land Air F orce Base
(KAFB) to Ta xiway Exit  A9.  Taxiway B

is in  place to Taxiway E xit  A6.  Th is
sect ion  was  cons t ructed  and r equired
the r emova l of a  por t ion  of KAFB’s
act ive apron .

As it  exist s t oda y, Taxiway B is
par ticu lar ly usefu l in west  flow.
Becau se of the lengt h  of the runway and
the loca t ion  of t he passenger  t ermina l
area  a t  the west  end of the runwa y,
a ir cra ft  typically exit  the runwa y well
before reaching the termina l a r ea .  With
a  s ingle para llel taxiway, th is would
crea te t axiway bot t lenecks bet ween
ar r iving and depa r t ing pa ssen ger
a ir cra ft  on  Taxiway A.  The present
len gth  of Ta xiway B elimina tes th is
circula t ion  pr oblem by providing the
dua l system from the fir st  wes t -bound
high  speed exit , a ll the way t o the
termina l apron .

Idea lly, the dua l para llel t axiway would
be exten ded a long t he en t ire lengt h  of
the r  u  n  wa  y as  pr  esen  t  ed on Exhibit  V-
4-E  .  A fu  ll len  gth  pa  r  a  llel t  a  xiway
w  ou  ld require extensive relocat  ions of
exist ing base facilities a long th e east ern
ha lf of t he runway length .  The great est
ben efit of th e east  Taxiway B ext ension
would be for  the milit a ry a ir cra ft
st a t ioned near  the eas t  end  of the
runway du r ing ea st  flow.  Becau se of it s
effects on  milita ry facilities an d becau se
t h e p rima ry beneficiaries of it s
const ruct ion  would be t he m ilit a ry,
fur ther  exten sion  of Taxiwa y B sh ould
be included in  the plan  only a t  the
request  of Kirt lan d Air F orce Base.

RU NWAY 3-21

As indica ted ear lier , one of the primary
recommenda t ions from the pr evious
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Exhibit V-4-D
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mast er  pla n  was to upgra de Runway 3-
21 to accommodat e a ir  ca r r ier  a ircra ft .
The runway is n ow 10,000 feet  long, 150
feet  wide and is  equ ipped with  a
Ca tegor y I  ins t rument  approach  from
the sou thwest .

The facility requiremen ts indica ted th e
a irpor t  sh ould pla n  for a  long r ange
need for  a  seconda ry ru nway 11,000 feet
in  lengt h .  This can  be added to t he
sout hwest  en d of the runwa y as
depict  ed on Ex  h  ib  it  V-4-F  .  There is an
a dequa tely gr aded a rea  ava ilable for  a
1,000-foot  exten sion  and the associat ed
ext en ded r unwa y.

An ext ension  to the nor theas t  would
int ersect  with  Runway 8-26 and  reduce
the opera t iona l capacity improvemen ts
of Runway 3-21.  A n or theast  ext ension
would  a lso ext end t h e r u n wa y
pr otection zone off the n ort hea st  end of
the ru nwa y int o Kirtla nd Air  Force
Base.  In  addit ion, a ircra ft  on Taxiwa ys
A and B would h ave to hold for  an
a ircra ft  opera t ing on  Runway 3-21.

Th er efor e, an  exten s ion  t o t h e
sout hwest  is pr efer red.  Th e landin g
thresh old could be left  in it s pr esen t
loca t ion  t o en su re t ha t  a ir cr a ft
appr oaches over a rea s to th e sout hwest
are not  lowered .  At  the same t ime, the
limited depar tu res t o th e nort hea st
would be a ble t o climb out  h igher  with
the depa r ture threshold loca ted 1,000
feet  fu r ther  sou thwest .

Runway 3-21 current ly ha s a  pa ra llel
taxiway a long it s west  side.  Pa ra llel
Ta xiwa y F  extends from the sout hwest
end of the runway to its in tersect ion
with  Runway 12-30.  F rom tha t  point ,
t a xiwa ys pa ra llel to Runway 17-35

(Taxiway C) and Runway 8-26 (Taxiway
E) a re used to access the Run way 21
thr eshold.

Extending the pa ra llel t axiway the full
len gth  of the runway could  be con-
sidered if Runwa y 17-35 were t o be
closed.  A concern  with  th is a lignment ,
however , would be two ta xiwa ys
in ter sect ing a t  the sa me in ter sect ion
with  Runway 12-30.  This cou ld
increa se the poten t ia l for  runway
incur sions.  Therefore, an  extension of
pa ra llel Taxiway F  to the nor theast  is
not  recommended, whet her  or  not
Run way 17-35 is closed.

A con n ect in g  t a x iwa y be twee n
Ta xiwa ys C and D, however , could be
considered if Runway 17-35 were t o
close.  This taxiway would  run  pa ra llel
to Ta xiway E and would in ter sect  with
Taxiway C at  Taxiway J  as sh own on
Exh  ibit  V-4 -E .  Th  is t  a  xiwa  y would
provide more flexibility for  cir cula t ion
in t he midfield ar ea .

RU NWAY 12-30

The reconst ruct ion  and exten sion  of
Runway 12-30 t o 6,000 feet  makes it  a
bet t er  opt ion  for  genera l avia t ion
a ir cra ft  to avoid the heavier  t r a ffic on
the other  runways .  The proximity of
the runway to the genera l avia t ion  a rea
makes Runway 12 convenien t  for
depa r tures in east  flow and Runway 30
convenient  for  a r r ivals in  west  flow.

The presen t  t axiway system for  Runway
12-30 includes a  fu ll length  pa ra llel
Taxiway G on t he sout h side of the
runway.  This serves th e gener a l
aviat ion  users well. A pa r t ial pa ra llel
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Taxiway J  on  the nor th  side assist s
with  midfield circula t ion .  Therefore,
the taxiway system for  Runway 12-30 is
sufficien t  and does  not  require any
other  improvements.

RU NWAY 17-35

As indica ted ea r lier, Run way 17-35 is
the fou r th  runway or ien ta t ion  on  an
a ir field where the other  th ree r unwa ys
provide su fficient  wind covera ge as  well
a s sufficient  a irfield capa city.  It  was
determined tha t Runway 17-35 provides
only a  minor  addit iona l cont r ibu t ion  in
both  insta nces.

Main ta in ing Runway 17-35 has th e
backing of much of t he aviat ion  user
community.  Reasons brought  forward
by the Runwa y 17-35 supporters include
the following:

C Runway 17-35 provides a t h ird
com m er cia l ser vice runwa y.
Rem oving it  t akes awa y one
th ird of the pavement .

C Winds  can  get  so high  in  the
spr ing a t  ABQ tha t  Runway 17
must  be used.

C It  seems tha t a t  leas t  one runway
is a lways  being worked on .

C Th e runwa y en hances capa city.

C Runway 17-35 is th e best  way to
mitiga te noise.

C The loss of Runwa y 17-35 m ight
m a ke Kir t la n d  a  st r on ger
candida te for  closu re.

Each  of these poin t s a re va lid to a
degree.  I f there were not  cost s involved
with  main ta in ing and oper a t ing a
four th runway or ien ta t ion , there would
be no reason  to cons ider  any change.
Un for tuna tely, there a re cost s involved
in  th e near  term.  There a re a lso
cons idera t ions for  space for  landside
developmen t  to balance the a irfield’s
capa bilit ies and t he community’s needs.

The an alysis for  ma in ta in ing Runway
17-35 begin s wit h  a  review of the cost s
tha t will be in volved in  mainta in ing it
in  its  current  size and loca t ion .  A cost
est imate for  the rehabilita t ion  of the
runway and  taxiway pavements  has
been est ima ted a t  $27 million .  This
considers the fact  tha t  por t ions  of the
runway and it s t axiwa y system  have
recent ly been  reh abilit a ted (i.e. t he
r u n wa y in t er sect ion s  wit h  ot h er
runways and pa ra llel t axiwa ys C and  D
a t  midfield  between the runway
in tersect ions).

An a lterna t ive for  keeping a  nor th-
sou th runway or ien ta t ion  and  opening
up space for  landside development
would be to sh ift  the runway to the
sou th .  P resen t ly, the runway lit era lly
abuts Gibson  Bouleva rd on  the nor th
end.  The nor th  landing threshold  of the
runway is a lrea dy displaced 890 feet ,
and a  bla st  fence is loca ted on  the nor th
end of the runway to protect vehicles on
Gibson  from jet  blas t .  Sh ift ing the
runway fur ther  south  would correct t h is
sit ua t ion  as  well as  ra ise the heigh t  of
ove r fl i gh t s  of t h e  r e s i d en t i a l
neighborhoods to the nor th .

To pr ovide  r oom  for  la n ds ide
development ,  and t o effectively im pr ove
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safety and  enhance capacity, the
runway would need to be shifted sout h
of Runway 8-26.  This a lter na t ive is
p  resen  t  ed on Ex  h  ib  it  V-4-F  .  The
10,000-foot  runway would  ext end
beyon d the mesa  in to the a r royo,
requir ing up to 200 feet  of fill.
Addit iona l proper ty would need to be
acquired and a  wash  would need to be
reloca ted for  the extens ion .  In  addit ion ,
the runway would be moved closer  to
Mont essa Pa rk, loca ted  in  the a r royo,
and th e Mesa del Sol pla nned
community on t he other  side of the
ar royo.  Appr oved in 1993, Mesa del Sol
involves 12,400 a cres includin g over
2,500 acres of r esiden t ia l development .
Tota l cost s for  the reloca ted Runway 17-
35 commercia l service runwa y a re
est ima ted a t  $496 million .  The cost s
and poten t ia l impacts make t h is
runway development  infeasible.

Another  a lt erna t ive would a lso involve
reloca t ing the runway, bu t  with  a
reduced length  of 6,000 feet .  This
runway would s t ill be able t o serve
gener a l avia t ion  and  commuter  a ircraft ,
and could be r educed  in  pavement
s t rength .  Exh  ib  it  V-4-G depicts a
6,000-foot  runway loca ted  south  of the
cur ren t  in tersect ion  with  Runways 12-
30 and 3-21.  This a lter na t ive runway
would ext end near ly a s fa r  south  as  the
previous a lter na t ive, but  it would be
less demanding with  regar ds t o sa fety
ar eas, so ear thwork would be reduced.
The overfligh ts of the a rea  to the sou th
would be lim ited t o genera l avia t ion
and commuter  a ircra ft .  Tota l cost  for
th is short er r un way would st ill be
approximately $436 million  due to the
exten sive am ount  of fill involved.

Yet  a  th ird opt ion  would be to ma in ta in
a  6,000-foot  runway immedia tely south
of Ta xiway E .  Th is a lt erna t ive
main ta ins the ma jor  t h ree-runway
in tersect ion , bu t  reduces  the ear thwork
because the runway does not  exten d a s
fa r  in to the a r royo.  Costs for  th is
runway a re est ima ted a t  approximately
$19 million.  This altern at ive is also
presented  on  Ex  h  ib  it  V-4-G.

It  is eviden t  tha t  each  a lter na t ive for
main ta in ing a  nor th -sou th  runway will
be expensive.  These cost s must  be
compa red to the benefit s  of main ta in ing
the runway.  These a re considered
below:

R u nw ay 17-35 prov id e s a  th ird
c omme rcia l ru nw ay - A th ird
commercia l runway can  be n ice to have
available, bu t  a t  a  min imum shor t  t erm
cost  of $27 million , a  runway for
occasiona l u se is very ha rd t o just ify.
For  noise aba tem ent  pur poses, th e use
of the runway is cu r ren t ly min imized a t
three percent  of depar tu res  and four
percent  of ar rivals.  This equa tes t o
approximately 8,000 annua l opera t ions
(based upon 233,000 tota l a irpor t
opera t ions).  In  the long range, the
opera t ions on  Runway 17-35 could
increa se to 12,000 an nu a lly (based u pon
345,000 tota l a irpor t  opera t ions).

Most  of these oper a t ions could st ill
occur  on  the other  runways.  I t  is on ly
when both  of the other  commercia l
ser vice runways a re down a t  the same
t ime tha t  the th ird r unway would be
needed.  Since Run ways 8-26 and 3-21
do not  in ter sect , the chances of both
runways  bein g  inopera ble  at  the same
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t ime are sign ificant ly reduced. Run way
17-35, however , in tersects with  both
ru nwa ys, and subsequ en t ly can  ha ve a
great er effect on th e un inter ru pted use
of the other  two.

Winds can  g e t so  h igh in  th e  spr ing ,
that  Runw ay 17-35 must  be  used  -
The wind rose ana lys is in  Sect ions
Three and Four  indica ted t ha t  the
runway can  add 1.18 percent  to the
wind coverage for  sma ll genera l
avia t ion  a ircraft  over  the course of the
year .  St r on g winds a r e more
concent ra ted in t he spr ing when the
runway could add 2.9 percen t  coverage
in  May.  Larger  genera l avia t ion  (GA)
and commuter  planes can take a  h igher
crosswind and would be a ffected  only
0.42 percen t  of the yea r  and 1.46
percent  in  May.  Over  the course of a
year , th is would  equate to less than  800
annua l gener a l avia t ion  opera t ions  and
less than  200 commuter  opera tions.  In
some cases, the sma ll a ir cra ft  can
accept  a  sligh t ly higher  crosswind
becau se of the 150-foot  wide runways a t
ABQ, fu r ther  reducing t he a ffected
opera tions.  In the highest of winds,
gener a l avia t ion  a ircraft  a lso have the
opt ion  of diver t ing to Double Ea gle II
Airport  which  has  a  nor th-south
runway.

Larger commercia l ser vice pla nes would
be a ffected  less than  0.44 percent  of the
year  by having two runway or ien ta t ions
ins tead of th ree and 1.18 percent  of the
t ime in  May.  This cur ren tly equa tes t o
approximately 380 opera t ions  a  year .
None of these figures  a re unusua l an d,
in  fact , ar e lower t han  experienced a t
most  a irport s a cross t he count ry.

It  seem s that  at  leas t  on e ru nw ay is
alw ays  b ein g  w o rk e d o n  - As with
h ighways, runways  a re pavement  and
event u a lly must  be main ta ined  and
reh abilita ted.  Ha ving a  back-up
runway is impor tan t  in th ese insta nces.
Albuqu erque h a s t h a t  ca pa bilit y
without  Runway 17-35.  Runway 17-35
would be some ext ra  insurance, bu t  a t  a
cost .  Every piece of a ct ive pavement
mu st  be m ainta ined, in cludin g a  th ird
runway such  as Runway 17-35.  The
cost  for  ma int a ining Run way 17-35 is a t
least  $27 million  in t he shor t  t erm.
Th is will be followed by oth er  recur r ing
opera t iona l and main tenance cost s on  a
periodic basis.

Th e  ru n w a y  en h a n c e s c apaci ty  -
The ana lys is  in  the previous  sect ions
indica ted tha t  Runway 17-35 may
provide a  sligh t  impr ovemen t  in
capacity if used on a  limited basis.  If
t ha t  use is  increa sed, h owever , the
capacity enhancement  is  los t , and  the
runway becomes a  drag on  a ir field
capacity.  So use of Runway 17-35
becomes a  pr oblem  in  it self.  I f it  is  not
used ext ensively, it  is difficu lt  to ju st ify
it s main tenance and  upkeep.  If it  is
used more, then  it  will a ffect a ir field
capa city and increa se delays.

The presen t  loca t ion  of Runway 17-35
may actua lly assist  one a ir line in  it s
turnaround t imes.  The a ir line on  the
east  end of Concourse A a t  t he t ermina l
can  a r r ive from the south  on  Runway 35
and nea r ly roll ou t  to its  gat es.  On
depa r ture, the a ir line can  conven ien t ly
t axi to the nor th  end a nd t akeoff on
Runway 17.  These takeoffs  and
landin gs   on    Runway   17-35  cross  a ll
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three of the other  runways  on  the
a irpor t .  As a  r esu lt , other  a ir cra ft
opera t ing from any of t he other  th ree
runways must  hold for  the a ir line
landin g or  depa r t ing on  Runway 17-35.

The fact  tha t  Runway 17-35 in ter sect s
with  a ll th ree runways  increases  the
oppor tun ity for r un way incur sions.
Reducing the poten t ia l for  runway
incursions has been  a  ma jor em pha sis of
FAA in  improving a ir field sa fety.  Not
only does Runway 17-35 cross t he other
three ru nwa ys, it in tersect s with  two of
them – Runways 3-21 and 12-30 – a t
the same poin t .  A mult iple in tersect ion
is considered one of the worst  condit ions
for r un way incur sions.

Runw ay 17-35 i s t h e  best  w ay to
m it igate  n o is e  - Under  the present
land uses, landings  from the south  and
takeoffs to the south  over fly minimal
noise-sen sit ive land uses.  Takeoffs to
and landin gs from the nor th , however ,
a re closer  to noise-sensit ive lan d uses
than any other  runway approach  a t  the
a irpor t .  Once more, adding more
opera t ions to Runway 17-35 in eit her
direct ion  on ly serves t o reduce the
a ir field’s capa city.  Fina lly, th e pla ns
for  12,400 acres south  of the a irport  will
a ffect  any noise aba tem en t  adva ntage
Runway 17-35 can  offer .

Loss of  Run w ay 17-35 mig ht  make
Kirt land  AFB a s tronge r cand idate
for c lo s u re .  The milit a ry jet
opera t ions from Kir t land  AFB use
Ru n wa y 8-26 almost exclusively.
Runway 3-21 and Runway 17-35 a re
used as back-up runways.  Unt il
Runway 3-21 was upgraded  in  the mid-
1990's,  th e  milita ry  jets  had  just   one

back-up runway.  If Runway 17-35 were
to close, Ru nwa y 3-21 can  st ill provide
an a dequa te back-up.

In  summary, Runway 17-35 offers the
a irpor t  a  limit ed amoun t  of addit iona l
capa bilit y.  I t  is a second back-up for
commercia l and milita ry a ir lines , and a
th ird back-up for  genera l avia t ion  and
comm ut ers.  It  can  be a  runwa y of
convenience for  the a ir lines on  t he
east ernm ost  t ermina l concourse.  Th is
mu st  be weigh ed aga ins t  the following
considera tions.

•  Safe ty : Runway 17-35 int er sect s
a ll t h ree other  runways  and
increa ses t he oppor tun it y for
runway incursions.  Th e exist ing
th ree-runway inter section is a
condit ion  tha t  FAA seeks t o avoid
or  elimina te due to it s  h igh
poten tia l for r un way incur sions.

•  Wi n d Co v era g e: Runway 17-35 is
n eeded for  less t h a n  1,400
opera t ions per  year .  In ext reme
condit ions, genera l avia t ion  a ir cra ft
can  use t he nor th -sou th  runway a t
Double Eagle II Air por t .

•  Capaci ty: The five highest  a ir field
opera t ions capacity scenar ios  do not
include Runway 17-35.  Increa sed
use of Runway 17-35 would lower
a ir field capacity and increase
aircraft delays.

•  Costs : Shor t  t erm runway rehabi-
lit a t ion  cost s a re est imated a t  $27.0
million .  The minim al benefits of
th is runway will not su rvive a
benefit-cost a na lysis.
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•  Othe r Cons iderat ions: The nor th
a p p r oa ch  d i r e c t l y  ov e r fl i e s
residen t ia l neighborh oods.  The
ph ysical   spa ce   and    sa fety  clear -

a nces requ ired for t h is r unwa y a re
in  loca t ions tha t  can  suppor t  fu ture
lan dside development  on a  lan d-
poor  a irpor t .
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The airfield alternatives discussed
in the previous section were
reviewed with the Master Plan advi-
sory committees as well as the
public at a public information work-
shop. In addition, Runway 17-35
was discussed with general aviation
pilots and airline representatives at
separate informa-tional meetings.
The feedback obtained was consid-
ered in developing the final
recommendations for the airfield.

While the airfield is the key opera-
tional component of any airport, it
must also be considered in concert
with the other airport components
in developing the overall Master
Plan concept. The airfield recom-
mendations were prepared after
examining the functional, environ-
mental, and economic considerations
of each viable alternative.

The recommended concept is
depicted on Exhibit V-5-A. The fol-
lowing paragraphs summarize the
airside and landside recommenda-
tions. This begins with a review of
the airfield design standards for
each runway.

DESIGN STANDARDS

Albuquerque International Sunport
(ABQ) is identified as a primary
commercial service airport in the
FAA National Plan of Integrated
Airport Systems (NPIAS). FAA
Advisory Circular 150/5300-13,
Airport Design, outlines recom-
mended design standards for
airports. These design standards 
are based upon the airplane 
characteristics that the airport is
expected to serve on a regular 
basis. Most critical to airport design
are the weight, wingspan, and
approach speed of the design air-
craft. An airport’s reference code
(ARC) is based upon a combination
of the aircraft approach category
and the airplane design group

Chapter Five
Airfield Facilities
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RECOMMENDED PROGRAM
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(ADG).  These wer e defined ea r lier  in
Section Two - Fa cility Requirement s.

The cr it ica l ARC for  planning a t  ABQ
was deter mined to be D-V.  Th is would
include the civilian  and m ilita ry
versions of the B-747 as well as t he
milita ry C-5A.  The pr imary runway
should cont inue t o be design ed to
accommodate th is ARC.  Runway 8-26
meets the design criter ia for  D-V and
will r ema in  a s the pr imary runwa y in
the fu tu re.  Effor t s should be focused on
preserving and ma in ta in ing the sa fety
design  st anda rds of t he runway.

The seconda ry ru nway is needed for
capacity and should be mainta ined in  a
manner  to serve a t  leas t  90 percent  of
a ircraft  opera t ions  a t  the a irpor t .  Th is
will r equ ir e tha t the secondary runway
be designed t o meet  a t  leas t  D-IV
sta nda rds.  Runway 3-21 was upgra ded
to these st anda rds in  the 1990s a nd is
expected to cont inue in  this role in  the
fu ture.

The genera l avia t ion  crosswind runway
m u s t  h a v e  t h e  ca pa b i l i t y  t o
a ccomm oda t e s lower  a ppr oa ch in g
aircraft  under  crosswind condit ions.  It
also improves capacit y if it  can
accommodate more of the la rger , slower
a ircra ft .  As  a  resu lt , the runwa y is
recommended to be ma inta ined at  B-III
sta nda rds.  Runwa y 12-30 is present ly
designed to these st anda rds.  Run way
17-35 is recommended t o be closed th e
end of it  s u  se  fu  l life.  Table V-5-A
depict s the key design  s tandards for  the
u lt imate three-runway air field system
at  ABQ.

AIR FIELD

R ECO MMEN D AT IO N S

The pr incipa l a ir field recommendat ions
focus first  upon sa fety an d secur ity.  Of
key impor t ance is t o ensu re tha t a irpor t
design  st anda rds a re met , pa r t icu la r ly
in  rela t ion  to the runway safety ar ea
(RSA).  Other  recommendat ions  a re
provided to improve th e efficien cy and
cir cula t ion  on  the a irfield.  The
following subsect ions discuss t he
recommendat ions as they per ta in  to
each  runway as  well a s t he taxiway
system.

RU NWAY 8-26

Runway 8-26 will remain  the pr imary
commercia l service runway for  the
fu ture.  At  13,793 feet , it  is one of the
longest commercial ser vice runways in
the count ry.  The runway was rebu ilt  in
the 1990s and is n ow su ppor ted with
fu ll length  pa ra llel t axiways on  both
sides as well as a n excellent  system of
exit  t axiways.  The west  approach
(Runway 8) is equipped with  CAT I
approach  min imums.  Wh ile normal
t r a ffic flow is west  to east , an
ins t rument  appr oach  on  Runway 26
would be desirable.  As t he newer
technology in n aviga t iona l system s
cont inues to improve, t here may be
oppor tunit ies t o est ablish  an  approach
to Runway 26.

Th e  on ly ot he r  m a jor  cap i t a l
improvemen t  to consider  a long Runway
8-26 is  the ext ension  of dua l para llel
Taxiway   B   to   the   west    end  of  the
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runway.  As  was  discussed  in  the
previous sect ion , th is t axiway could
have an  effect  on  the Kir t land Air  Force
Base flight line, an d is not  needed for
civilian  a ircraft  circu la t ion .  I t s benefit s
would   be  rea lized  by  milit a ry  t ra ffic.

While the t axiway may be shown on  the
plans, it would only be const ructed if
desired by th e milita ry, an d most  likely,
a t  the expense of t he Depar tment  of
Defense.

T A B L E  V -5 -A

Ai rfi e ld  P l a n n i n g  D e s i g n  S ta n d a r d s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

P r i m a r y

R u n w a y

8 -2 6

S e c o n d a r y

R u n w a y

3 -2 1

C r o s s w i n d

R u n w a y

1 2 -3 0

U l t im a t e  Air p or t  R e fe r e n ce  C od e D -V D -I V B -I I I

Ru n wa ys

L en g t h  (ft .)

W id t h  (ft.)

S t r en gt h  (1,0 00  lbs .)

D ou b l e  D u a l T a n d e m  (D D T L )

D u a l  T a n d e m  (D T L )

D u a l  W h e e l (D W L )

S h ou ld er  W id t h  (ft.)

S a fet y Ar ea  (ft.)

W id t h  (ft.)

Len gt h  B ey on d  E n d  (ft.)

O bje ct  F r ee  Ar ea  (ft.)

W id t h  (ft.)

Len gt h  B ey on d  E n d  (ft.)

13 ,793

150

790 ,000

360 ,000

210 ,000

35

500

1 ,000

800

1 ,000

11 ,000

150

N /A

360,000

210 ,000

25

500

1 ,000

800

1 ,000

6 ,000

150

N /A

360,000

210 ,000

20

300

600

600

800

R u n w a y C en t er lin e  t o:

B u ild in g R es t r ict ion  L in e (ft .)

  (35  ft .  clear a n ce)

Ta xiw a y C en t er lin e (ft .)

745

400

745

400

495

300

Ta xiwa ys

W id t h  (ft.)

S h ou ld er  W id t h  (ft.)

C en t er lin e  t o:

F ixe d  or  M ova ble O bje ct  (ft.)

P a r a lle l T a xiw a y (ft .)

75

35

160

267

75

25

130

215

75

20

93

152

Ru n wa y P rotec t ion  Zon es

In n er  W id t h  (ft.)

L en g t h  (ft .)

O u t er  W id t h  (ft.)

    8     

1 ,000

2 ,500

1 ,750

   26    

500

1 ,700

1 ,010

    3     

1 ,000

2 ,500

1 ,750

   21    

500

1 ,700

1 ,010

   12    

500

1 ,000

700

   30    

500

1 ,000

700
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RU NWAY 3-21

Since being upgra ded in t he 1990s,
Runway 3-21 ha s served as  a  secondary
commercia l service runwa y.  It s loca t ion
and configura t ion  a llows for  some
sim ultaneous opera t ions with  Runway
8-26 so it  enhances  the capacity of the
a ir field.  Runway 3-21 is idea l for
serving the genera l avia t ion  a rea
loca ted on  the east  side of the a irpor t .
The runway does  not  in tersect  with  the
primary ru nwa y so it a lso serves as a
back-up for  commercia l opera t ions
whenever t he pr imary runwa y is
inopera ble.

The ru nwa y is cu rrent ly 10,000 feet
long, bu t  t he plan  a llows the runway to
be exten ded by 1,000 feet  to the
sout hwest  if needed in  the fut ure.  Th is
will occur  only if a  demand for  the
longer length  is p resented by a n
exist ing or  proposed  opera tor  t ha t
would just ify the pr oject .  It  is
r ecom m en ded  t h a t  t h e la n din g
thresh old to Runwa y 3 remain  a t  it s
exist ing loca t ion  even if the Run wa y is
extended.  Th is will en su re t ha t  landin g
a ir cra ft  a re no lower  on  appr oaches over
th e comm un ities to th e sout hwest.

Besides the ext ension, an  addit iona l
taxiway exit  is recommended as sh own
on Ex  h  ib  it  V-5-A.  Th  is exit  will per  m  it
a ir cra ft  to exit  the runway sooner ,
increa sin g efficien cy.  A pa r t ial pa ra llel
taxiway to the ea st  side of Runway 3-21
is a lso plann ed.  This t axiway is not  a
pr ior ity but  could impr ove circu la t ion
and efficiency, especially in west  flow.
The pa r t ia l pa ra llel  t axiway would be
required  if or  

when avia t ion  uses a re developed on  the
ea st  side of th is r unwa y.

Runway 3 a lrea dy h as Ca tegory I
a p p r oa ch  m in i m u m s  wi t h  i t s
ins t rument  landin g syst em  (ILS).  A
globa l posit ion in g syst em  (GP S)
approach  with  min imums of one mile or
more could be consider ed for  Runwa y
21.  Lower  minimums would not  be
necessary du e to the minimal use t h is
appr oach gets.

RU NWAY 12-30

Runway 12-30 will cont inue t o serve a s
the gener a l avia t ion  crosswind runway.
The runwa y was r ehabilit a ted and
exten ded to 6,000 feet in th e 1990s to
serve ARC B-II I a ir cra ft.  This includes
pr opellor a ircra ft  and some sm all
business jets.  Its prima ry pur pose is to
provide crosswind covera ge for  smaller
genera l avia t ion  a ircra ft .

R u n wa y  1 2 -3 0 's  l oca t i on  a n d
configura t ion  south  of Runway 8-26 also
a llows it t o be ut ilized t o enhance
a ir field capacity a s well. This works
well using Run way 12 for  depa r tures in
east  flow and Runway 30 for  a r r iva ls in
west flow.  As with  Runwa y 21, the
approach  t o Run way 12 is expected to
see minim al use.

A GP S a pproach  sh ould be plan ned t o
Runway 30.  The pa ra llel t axiway
system is adequa te for  the runwa y’s
present  and planned use.  No other
improvemen ts a re plan ned for  Runway
12-30.
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RU NWAY 17-35

The ma jor  por t ion  of t he a ir field
an alysis has centered on  Runway 17-35.
The previous  master  plan  recommended
the nor th-south  runwa y be closed .  This
mast er  plan  has re-eva lua ted  and
confirm ed the pr evious r ecommend-
a t ion .

As shown in  the pr evious a ir field
sect ions, th e $18 to $27 million cost t o
recons t ruct  and maint a in Ru nway 17-
35 in  any form is m ore sign ificant  than
it s con t r ibu t ion  to the a ir field syst em a t
Albuquerque Interna t iona l Sunpor t .

It  has been  determined t ha t  Runway
17-35 does not  cont r ibut e significant ly
to the capacity of the a ir field.  In  fact , if
u t ilized more t han  the limited u se it
receives now, it  would begin  to reduce
capacity.  In  addit ion, it  provides less
than  a  one percent  improvemen t  to the
a irfield wind covera ge.

From an  a ir field sa fety st andpoint ,
elimina t ing Runwa y 17-35 would
elimina te runway in tersect ions a t  two
locat ions, inclu ding t he in tersect ion  of
three runways a t  one poin t .  The clos ing
would a lso redu ce t he poten t ia l for
airfield incur sions.

Elimina t ing Runway 17-35 does open
up other  space for  development .  It  also
removes  approach  and  depar ture
overfligh ts off the r esident ial a rea
closest  to the a irpor t .  The bot tom line,
however, is st ill tha t  the cost  to
con t inue the opera t ion  of t h is runway
ou tweigh s the ben efits , making it
infea sible to main ta in  t he runway
beyond t he n ext few year s.

OTHER AIRF IELD
IMP ROVEMEN TS

Most  of the taxiway projects  were
discussed above with  the runway
projects.  There is  one addit iona l
t a xiway pr oject  r ecommended t o
improve cir cula t ion  in  the midfield area .
Th is involves the const ruct ion  of a
connect ing taxiwa y bet ween Ta xiwa ys
C a nd D.  This taxiway would be
pa ra llel t o and sou th  of Taxiway E  a s
shown on  Exh  ibit  V-5 -A .

AIRFIELD  CAP ITAL

IMP R O VEMEN T  P RO GR AM

O n ce  t h e  s p e ci fi c n e e d s  a n d
improvemen ts for  the a irfield ha ve been
esta blished, the next  st ep is to
determine a  rea list ic schedule and cost s
for  implemen ting th e plan .  This sub-
sect ion  exa mines the overa ll cost  of
development  and a  dema nd-based
schedu le for a irfield impr ovemen ts.

The developm en t  schedu le can  be
in it ia lly est a blished divid ing the
improvemen t  needs in to three p lanning
hor izon s of shor t  t erm, in termedia te
term, and long range.  For  the a ir field,
the key a ct ivity indica tor  is a ir cra ft
opera  tions.  Tab  le  V-5-B  summar izes
the opera t iona l milestones for  each
planning h or izon .

The short  term h orizon covers it ems of
highest  priority a s well as items t ha t
sh ould be developed as t he a irpor t
approaches the shor t  t erm act ivity
milestones.  P r ior ity items should
include  improvemen ts  relat ed to sa fety
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and major  main tenance.  Improvements
to facilit ies tha t  a re inadequa te for
present  demand should a lso be included
in  the shor t  t erm.  Because of their
pr iorit y, these item s will need to be
incorpora ted   in to   FAA   and  Avia t ion

Depar tment  five-yea r  pr ogramming.
With  the number  of improvemen ts done
to the a ir field  in  recent  years , there a re
no a ir field projects listed in  the shor t
t erm.

TABLE  V-5-B
Airfie ld P lanning  Horizons
Albu qu e rqu e  Inte rn ati on al Su n po rt

Annu al Operat ions Curre n t
Sh ort
Term

Interm ed iate
Term

Lo n g
Range

Air Car r ier /Air  Ta xi
Genera l Avia t ion
Milit a ry

116,558
72,202
44,731

128,600
84,300
44,000

145,100
91,400
44,000

192,000
109,400

44,000

Tota l Opera t ion s 233,521 256,900 280,500 345,400

When  shor t  t erm hor izon  act ivity
milestones a re r ea ched, it  will be t ime
to program for  t he in termedia te term
based upon the next milestones.
Maintenance and rehabilita t ion projects
t ha t  ar e not likely to be necessa ry
with in  th e next five year s ar e also
included in  the in termedia te t erm.
Table  V-5 -C pr  esen  t  s t  h  e pr  oject  s
an t icipa t ed to be needed  in  the
in termedia te t erm.

Runway 17-35 is expected to close by
the in termedia te term as  the pavement
will ha ve deter iora ted  to the poin t
where it would be u n sa fe to use.  The
connect ing taxiwa y bet ween Ta xiwa ys
C and  D is  included  in  the in termedia te
pha se as well as  the extens ion  to
Runway 3-21 and t he a ddit iona l
t axiway exit  for  t he runway.

A pa r t ia l pa ra llel t axiway on  the
sout hea st  side of Runway 3-21 is a  long
term project .  This is not  an t icipa ted to
be needed unt il the a rea  on  the

sout hea st  side of t he runway is
developed for  an  aviat ion  use.

EN V IR O N M EN T A L

O VER VIEW

The protect ion a nd pr eserva t ion  of the
loca l en vir on m en t  a r e es sen t ia l
concerns in  the mast er  p lanning
process.  Cha pter One provided a n
inventory of known environmenta l
issues a t  Albuquerque In t erna tiona l
Sunpor t .  These issues were considered
during the prepa ra t ion  of th is mast er
pla n’s fina l recommenda t ions.  Now
tha t a  program for  the use and
d e v e l op m e n t  o f  A l b u q u e r q u e
In t er n a t ion a l Su n por t  h a s been
fina lized, it  is necessa ry t o review
environmen ta l is sues  to ensure tha t
th is program can  be im plem en ted in
c o m p l i a n c e  w i t h  a p p l i c a b l e
environmen ta l regulat ions, sta nda rds,
an d guidelines.
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T A B L E  V -5 -C

Ai rfi e ld  C a p it a l Im p r o v e m e n t  P r o g ra m

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

N o . P r o je c t

T o ta l

C o s t s

F AA-AIP

E l ig ib le

AB Q

M a tc h

S h o r t  T e r m  P l a n n i n g  H o r i z o n

N o Sh or t  Ter m  Airf ie ld  P rojects  P roposed $0 $0 $0

I n t e r m e d i a t e  P l a n n i n g  H o r i z o n

1

2

3

4

Close /Rem ove  Ru n wa y 17-35

C on n e ct i n g  T a x iw a y  B e t w e e n  C & D

E x t e n d  R u n w a y  3 -2 1    1 ,0 0 0 fe et  S E

Ta xiwa y  E xit  on  Ru n wa y 3-21

$3 ,850 ,000

940 ,000

2 ,600 ,000

663 ,000

$2 ,887 ,500

705 ,000

1 ,950 ,000

497 ,240

$962 ,500

235 ,000

650 ,000

165 ,750

I n t e r m e d i a t e  T e r m  P r o je c t  C o s t s $ 8 ,0 5 3 ,0 0 0 $ 6 ,0 3 9 ,7 5 0 $ 2 ,0 1 3 ,2 5 0

L o n g  R a n g e  P l a n n i n g  H o r i z o n

1 E a s t sid e  P a r t ia l  P a r a l le l T a x iw a y $ 8 ,5 0 0 ,0 0 0 $ 6 ,3 7 5 ,0 0 0 $ 2 ,1 2 5 ,0 0 0

T O T A L  A I R F I E L D  C O S T S $ 1 6 ,5 5 3 ,0 0 0 $ 1 2 ,4 1 4 ,7 5 0 $ 4 ,1 3 8 ,2 5 0

All of the improvements planned for
Albuqu erque In t erna t iona l Sunpor t  a s
depicted on  the Airpor t  Layout  P la n
(ALP) will requ ire complia nce wit h  the
N ational Environm ental Policy Act
(N EPA) of 1969, a s amended.  Many of
the improvemen ts will be cat egorically
excluded and  will not  require formal
NEPA documenta t ion ; however , some
impr ovemen t s will likely r equ ire
fu r t h e r  N E P A a n a l y s i s  a n d
documenta t ion .  These improvements
include the following projects : closure of
Runway 17-35, ext ension  of Runway 3-
21 1,000 feet  sou thwest , const ruct ion  of
the sou theast  access  road , and  the
const ruct ion  of the second pa ssen ger
t ermina l bu ildin g. Compliance wit h  the
pr ovisions  of NEPA for  these project s
will be required  pr ior  to project

implementa t ion  and is ou tside the scope
of the m aster pla n . As  deta iled  in  FAA
Order 5050.4A, Airport En vironm ental
Handbook , compliance wit h  NEPA is
genera lly sa t isfied with  the pr epa ra t ion
of an  Environmenta l Assessment  (EA).
In  cases  where a  ca tegor ica l exclus ion  is
issued, environmen ta l issues such  a s
wet lands, th rea tened or  enda ngered
species, and cu ltura l resources  a re
fur ther  eva lua ted dur ing the federa l,
st a te, and/or  loca l per mit t ing processes.

Th is section of th e ma ster  plan is not
i n t e n d e d  t o  s a t i s fy  N E P A’s
requ irements for  an  EA; it is in tended
only to supply a prelimina ry review of
environmen ta l issues tha t  would need
to be a na lyzed in  more deta il with in  the
NEPA or  the per mit t ing process. 
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Consequen t ly, th is ana lysis d oes n ot
addr ess mit iga t ion  or  the resolu t ion  of
environmen ta l issues.  Th e following
pa ges consider  t he environmen ta l
resources as  ou t lined  in  FAA Order
5050.4A.

A review of existing docum ent s a nd
coordina t ion  with  appropr ia te federa l,
s ta te, and loca l agencies con t r ibu ted to
th is ana lysis.  Issues of concern  that
were ident ified as pa rt  of t h is process
ar e presented on t he following pages.

T A B L E  V -5 -D

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  A i r f i e l d  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

N o i s e .  T h e Yea r ly  D a y-N igh t  Av er a ge  S ou n d

Leve l (DN L) i s u sed  in  th i s  s tu dy  to  a s ses s

a ir cr a ft n oise.  D N L is  t h e m et r ic cu r r en t ly

a ccep t ed  by t h e  F ed er a l Av ia t ion

Adm inis t r a t ion  (F AA),  En vironm en ta l

P r ot ect ion  Ag en cy (E P A), a n d  D ep a r t m en t  of

H ou s ing  an d  U rba n  Deve lopm en t  (H U D)  a s  a n

ap pr opr i a t e  m easu re  o f cu m u la t ive n oi se

exposu r e.  Th ese t h r ee feder a l  agen cies  h a ve

each  iden t i fi ed  th e  65  DNL n oi se con tour  a s  t h e

th r esh old of incom pa tibi l ity .

•  As  d  e  p  ict  e  d  on E x  h  i b i t  V -5 -B  , t  h  e clos  u  r  e of

R u n w a y  1 7 -3 5  a n d  t h e  e x t en s i on  o f R u n w a y

3-21  1,0 00  feet  sou t h w es t  w ill n ot r es u lt  in

a n y n ew im pa cts  t o  n oise-sen si t ive

d e v elop m e n t  s o u t h w e s t  of t h e  a i r p or t .  T h e

on ly  noise-sen s i t ive  developm en t ,  con ta ined

w it h in  t h e 2 00 6 6 5 D N L n oise con t ou r , is

p a r t  of K ir t la n d  A ir  F or ce  Ba s e m i lit a r y

h ousin g.   

• S h ou ld  R u n w a y 1 7-35  n ot b e closed , exis t in g

n oise  im pa cts  on  res iden t ia l  developm en t

n or t h  of t h e a ir p or t  w ou ld  lik ely con t in u e

in t o t h e fu t u r e.  C u rr en t ly , r es id en t ia l u ses

im m ed ia t e ly  t o t h e  n or t h , ea s t , a n d  w es t  of

P u er t o Del  Sol  Gol f Cour se  a r e  a f fected  by

n o is e  gr e a t e r  t h a n  6 5  D N L .

• N E P A  docu m e n t a t ion  w ill b e r e qu ir e d t o

fu lly  a s sess  t h e  im p a ct  of t h e  r u n w a y closu r e

a n d r u n wa y exten s ion ; h owever ,  as  dep icted

on E x  h  i b i t  V -5 -B  , l es s -th  an  -s ign  i fi can  t  n  oi se

im p a ct s  a r e  a n t icip a t ed  w it h  im p lem en t a t ion

of t h e p r op osed  p r oject .

C o m p a t i b le  L a n d  U s e . F .A.R.  Pa r t  150

recom m end s  gu ide lines  for  p l an n ing  lan d  u se

com p a t ib ili t y w it h in  va r iou s  leve ls  of a ir cr a ft

n oise  ex p osu r e.  I n  a d d it ion , A d v i sor y C i rcu l a r

150/ 5200-33  i den t i fi es  lan d  u ses  th a t  a r e

in com p a t ib le  w it h  sa fe  a ir por t  op er a t ion s

be ca u se  of t h eir  p r ope n sit y for a t t r a ctin g b ir d s

or  ot h er  w ild life , w h ich  in  t u r n  r esu lt s  in  a n

in cr ea sed  r is k  of a ir cr a ft  st r ik es  a n d  d a m a ge .  

F in a lly , F .A.R . P a r t  77  r egu la t es  t h e  h eigh t  of

s t r u ct u r es  w it h in  t h e  vicin it y of t h e  a ir p or t .

• I m p l em e n t a t ion  of t h e  p r op os ed  r u n w a y

closu r e a n d  r u n w a y ex t en sion  d o n ot r es u lt

in  a dd i t ion a l  noise  imp a cts  on n oise-sen si t ive

d eve lop m en t .  I n  fa ct , im p lem en t a t ion  of t h e

p r op osed  p r oject s  a lle via t es  t h e n ois e im p a ct

of t h e a ir por t  to t h e n or t h .

• Th e p r op osed  a ir p or t  im p r ove m en t s  w ill  n ot

p r ovid e w ild life a t t r a cta n t s, n or  w ill a n y

deve lopm en t  im pede  t h e  a i rp or t ’s  P a r t  77

su rface .
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Exhibit V-5-B
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T AB L E  V-5 -D  (C o n t i n u e d )

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  A i r f i e l d  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

S o c i a l  Im p a c t s .   Th ese  im pa cts  a re  often

a ssocia t ed  w it h  t h e  r e loca t ion  of r es id en ces  or

bu s in es ses  or  ot h er  com m u n it y d is r u p t ion s .  

• N o res iden ces  or  b u s iness es  wi l l be  re loca ted

for  p r oject  im p lem en t a t ion .

I n d u c e d  S o c i o e c o n o m i c  I m p a c t s .  Th ese

imp ac t s  ad dr es s  th ose  secon da ry  imp ac t s  t o

s u r r ou n d i n g com m u n i t ie s r e su lt in g  fr om  t h e

p r opos ed  d ev elop m en t , in clu d in g s h ifts  in

p a t t er n s  of p op u la t ion  m ov em e n t  a n d  gr ow t h ,

p u blic se r vice d em a n d s, a n d  ch a n ge s in

bu s iness  a n d econ om ic a ct iv i ty  to  th e  exten t

inf lu en ced by t h e  a i r por t  developm en t .

• S ign ifica n t  sh ift s  in  p a t t er n s  of p op u la t ion

m ove m en t  or  gr ow t h , or  p u b lic s er vice

d em a n d s  a r e  n ot  a n t icip a t ed  a s  a  r esu lt  of

t h e  p r op os ed  d e ve lop m e n t .  I t  is  ex p ect e d ,

h ow eve r , t h a t  t h e  p r op osed  n ew  a ir p or t

d ev elop m en t  w ou ld  p ot en t ia lly  in d u ce

p os it ive  socioe con om ic im p a ct s  for  t h e

com m u n it y over  a  p er iod  of yea r s .  Th e

a i rp or t , w i th  expan ded  fac il it i e s  an d  se rv ices ,

w ou ld  be  ex p ect ed  t o a t t r a ct  a d d it ion a l u ser s . 

I t  i s  a l so expected  t o encou ra ge  tou r i sm ,

in d u s t r y , a n d  t r a d e , a n d  t o e n h a n ce  th e

fu t u r e gr ow th  a n d  exp a n sion  of t h e

com m u n it y’s  econ om ic ba se.  F u t u r e

socioe con om ic im p a ct s  r esu lt in g fr om  t h e

p r opos ed  d ev elop m en t  w ou ld  be  p r im a r ily

pos i t ive  in  n a tu re .

A i r  Q u a l i t y .   Th e  U .S. E n vironm en ta l

P r ote ction  Age n cy (E P A) h a s a d opt ed  a ir

qu a lit y s t a n d a r d s t h a t  sp ecify t h e m a xim u m

per m iss ib le  sh or t -te r m  a n d lon g-ter m

con cen t r a t ion s  of va r iou s  a i r  con ta m ina n t s .  

T h e  N a t ion a l Am b ie n t  A ir  Q u a l it y  S t a n d a r d s

(N AAQ S ) con s is t  of p r im a r y  a n d  secon d a r y

s t a n d a r d s  for  s ix  cr it er ia  p ollu t a n t s  w h ich

in clu d e: Ozon e (O 3), C a r bon  M on oxid e (CO ),

S u l fu r  D iox id e  (S O x), N it r oge n  O xid e (N O x),

P a r t icu la t e m a t t er  (P M 10), a n d  Lea d  (P b). 

Va r iou s  leve ls  of r evi ew  a p p ly  w it h in  bot h

N E P A a n d  p er m it t in g r equ ir em en t s .  F or

ex a m p le, a n  a ir  qu a lit y a n a lys is is  t yp ica lly

r equ ir ed  d u r in g t h e  p r ep a r a t ion  of a  N E P A

d ocu m en t  if en p la n em en t  lev els  ex cee d  3.2

m ill ion  en p la n em en t s  or  ge n er a l a vi a t ion

oper a t ion s  exceed  180 ,000 .

• Two det a i led  a i r  qu a l ity  a ssessm en t  s t u dies

h a v e b ee n  com p l et e d in  r e ce n t  ye a r s a t  t h e

a i rpor t  a s  pa r t  of a n  E A an d t h e  L a n d sid e

M a s ter  Pl a n .  R esu lt s  of t h ese  p r eviou s

s tu d ie s  in d ica t e  th a t  w i th  th e  use  of bes t

m a n a ge m en t  p r a ctices , th e im p a cts  t o a ir

qu a lit y a r e  n egl ig ib le .  T h er efor e , it  is  n ot

a n t icipa t ed  t h a t  t h e p r opos ed  p r ojects  w ill

h a ve  a  d r a m a t ic a ffect  on  a ir  qu a lit y. 

H owe ve r , a  n ew  a ir  qu a lit y a ss es sm en t  w ill

m ost  l ike ly  be  requ i red  d u r in g  th e  N E P A

docu m en ta t ion  pr ocess  for  t h e  pr oposed

ru n wa y  p ro ject s .
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T AB L E  V-5 -D  (C o n t i n u e d )

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  A i r f i e l d  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

Wa t e r  Q u a l i t y .   Wa ter  qu a l ity  con cern s

a ssocia t ed  w i th  a i rpor t  expa n sion  m ost  often

re la te  t o dom est ic  sewa ge d isposal ,  in crea sed

su r fa ce ru n off a n d soi l er osion,  an d t h e s t ora ge

a n d  h a n d lin g of fu el , p et r oleu m , solve n t s , et c.

• As d iscu ss ed  in  C h a p t er  O n e, t h e a ir p or t  w ill

n eed t o con t in u e  to  com ply  wi th  th e i r  cur ren t

N P DE S ope ra t ion s  pe rm i t  r equ i r em en t s .

• W it h  r eg a r d  t o con s t r u ct ion  a ct ivi t ies , t h e

a ir p or t  a n d  a ll a p p lica ble  cont r a ctor s w ill

n eed  to com p ly w it h  t h e r equ ir em e n t s a n d

pr ocedu res  of th e  con s t r u ct ion  re la ted

N P D E S  G en e r a l P e r m i t , in clu d in g  t h e

p r ep a r a t ion  of a  N oti ce of I n ten t  a n d  a

S torm w ater  Pol lut ion  Prevent ion  Plan , p r ior

t o th e in it ia t ion  of p r oject con st r u ction

a ct ivi t ies . 

S e c t io n  4 (f)  L a n d s .   Thes e includ e pu bl icly-

ow n ed  la n d  fr om  a  p u blic p a r k, r ecr ea t ion  a r ea ,

or  w ild life a n d  w a t er fow l r efu ge  of n a t ion a l,

s t a t e  or  loca l s ign ifica n ce , or  a n y l a n d  fr om  a

h is t or ic s it e of n a t ion a l, s t a t e or  loca l

s igni fica n ce .

• N o  im p a ct s  a n t icip a t e d .

H i s to r ic a l  a n d  C u l tu r a l  R e s o u r c e s • As  d is cu ssed  in  C h a p t er  O n e, a  n u m ber  of

p ote n t ia lly s ign ifica n t  h ist or ica l a n d  cu lt u r a l

r esour ce s ites  wer e iden t i f ied d u r ing t h e

p r ep a r a t ion  of th e E A in  19 94 .  

• C or r e sp on d e n ce  r ece iv ed  fr om  t h e  St a t e

H i st or ic P r e s er v a t ion  O ffice r  (S H P O )

ind ica ted  t h a t  a dd i t ion a l  resou rces  m a y  be

pr esen t  on  a irp ort  pr opert y.

• F u r t h er  coord ina t ion  wi th  th e  SH P O w i ll  be

r equ ir ed  p r ior  t o p r oject  im p lem en t a t ion  a n d

fie ld  s u r v e ys  m a y  be  r eq u ir e d .

T h r e a te n e d  o r E n d a n g e re d  S p e c i e s  a n d

B i o lo g ic a l R e s o u rc e s

• Cor r e spon den ce  r ece ived  from  th e  U .S . F i sh

a n d  W ild life  S er v ice  (F W S ) in d i ca t e d  t h a t  n o

feder a l ly-l is ted  th rea ten ed or  en da n gered

spec ies  a r e  p r esen t  an d  t h u s  wi ll  no t  be

a f fect ed  by  th e  p roposed  p r oject s .

• U n d er  t h e M igr a t or y B ir d  Tr ea t y Act

(MBTA) th e  t a k ing  o f m igra to ry  b ird s , n es t s ,

a n d eggs  i s  pr oh ibited .   To min im ize th e

l ike l ihood of a  ta kin g, th e  F WS  recom m en ded

t h a t  con s t r u ct ion  a ct ivit ies  occu r  ou t sid e t h e

n es t in g s ea son  of M a r ch  t h r ou gh  Au gu s t , or  a

su r ve y b e com p le t ed  p r ior  t o con s t r u ct ion  t o

de te rm ine  th e  poten t i a l  a ffect  on  th ese

p r otect ed  spec ie s .
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T AB L E  V-5 -D  (C o n t i n u e d )

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  A i r f i e l d  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

Wa t e rs  o f t h e  U .S . i n c lu d i n g  We t la n d s • N o  im p a ct s  a n t icip a t e d .

F lo o dp la in s • N o im pa cts .   Th e  a i r por t  i s  not  con ta ined

w it h in  a  d es ign a t ed  floodp la in .

W i ld  a n d  S c e n i c  R i v e r s • N o im p a ct s.  Th e a ir por t  is  n ot  n ea r  a n y

des ign a t ed  wi ld  a n d  scen ic r ive r s .

F a rm l a n d • N o im p a cts .  Th e p r opos ed  d ev elop m en t  w ill

n o t  a ffe ct  p r i m e  or  u n i qu e  fa r m la n d .

E n e rg y  S u p p ly  a n d  N a tu r a l R e s o u rc e s • N o  im p a ct s  a n t icip a t e d .

L i g h t  E m i s s i o n s • N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

S o l i d  Wa s t e • N o  im p a ct s  a n t icip a t e d .



Chapter Six

Air Cargo Facilities

Section One
 FACILITY REQUIREMENTS



This chapter of the Master Plan
focuses on the air cargo facilities at
Albuquerque International Sunport.
Air cargo facilities primarily consist
of cargo buildings, aircraft parking
aprons, vehicle parking and truck
docks.

This chapter includes three sections:
Facility Requirements, Alternatives,
and Recommended Program.
Section One includes a description
of available facilities, compares
forecast demand to the capacity of
the available facilities, and estimates
the type and size of facilities needed
to accommodate future demand.
Section Two evaluates alternatives
for future development which forms 

the basis for recommended air cargo
development at Albuquerque
International Sunport.  Section
Three describes the recommended
air cargo development plan and
includes the future capital projects
required to implement the plan.

INVENTORY

The functions of air freight/air mail
are accommodated in three separate
areas on the airport.  Air mail is
processed through the U.S. Postal
Service facility located along Yale
Boulevard off George Road.

The belly freight building, located
west of the passenger terminal
building, is used primarily to
process air freight carried by the
scheduled passenger airlines.  This
building totals approximately 39,900
square feet.  Tenants of the air
carrier air freight building include:
American Airlines, Southwest
Airlines, Trans World Airlines
(TWA), America West Airlines,
Combs Freightair, Continental
Airlines, Northwest Airlines, Delta
Airlines and United Airlines.

Chapter Six
Air Cargo Facilities

Section One
FACILITY REQUIREMENTS

VI-1-1
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Exhibit  VI -1 -A de  pict  s t  h  e a  ir  ca  r  go
center  used by the dedica ted a ll-ca rgo
carr iers.  Tota ling a pproxima tely 52,000
square feet , t he cargo building was
const ructed in 1992.  The build ing
floor  pla  n is a  lso depict  ed on Exh  ibit
VI -1 -A .  Segrega  t  ed lea  se spa  ces
provide a rea s for  individu a l a ll-ca rgo
car r iers to s tore a nd sor t  a ir  fr eigh t .
Tenan ts of the a ir  cargo bu ildin g
include: FedEx, Un ited P arcel Service,
Airborne Expres s and  In t egra t ed
Airline Services.

The a ir  cargo cen ter  is  accessed  from
Spir it  Dr ive from eit her  Clark  Carr
Road (via  access roads) or  University
Boulevard.  Univer sity Bouleva rd
provides the connect ion  to the regiona l
r oa dwa y s y st e m .  A d ia m on d
in terchange is loca ted a t  Universit y
Bou leva r d  a lon g In t er st a t e  25 ,
approximately two miles south  of the
a ir  ca rgo facility.

Loca ted west  of Runwa y 3-21, a ir field
a ccess to the a ir  ca rgo bu ildin g is from
Taxiway F .  An 89,700 squ are ya rd
concrete apron  is  ava ilable for  a ircraft
movemen t  and pa rking.  Taxiways F2,
F3, F4, a nd F 5 connect the a ir  ca rgo
apron  to Taxiway F .  Ground servicing
equipment  (GSE) used  by the a ll-ca rgo
a irlines to load a nd u nloa d a ir  freight
from a ir cra ft  is stored out side a long t he
nor thwes t  por t ions  of the apron .

R E Q U IR E MEN T S

Nea r ly 90 percent  of the tota l freight
tonnage is handled by t he a ll-cargo
car r iers.  Forecast s have been prepa red
for    enplan ed   an d  deplan ed  tonn ages,

project ing each  ca t egory to the yea r
2025.  While th e tonn ages ha ndled by
the passenger a irlines a re expected to
double through the p lanning per iod , the
tonnages handled by the a ll-ca rgo
a irlines a re expected  to increase four -
fold.

Most  of the a ir  freigh t  is handled  by the
a ll-ca rgo compa nies, however, just  th e
opposit e is t rue for  a ir  ma il.  Nea r ly 90
percent  of the a ir  mail handled through
the Air por t  is handled by th e passen ger
airlines.  Pr ojections for  a ir  ma il have
also been developed for  both  enplaned
an d deplan ed tonn ages.

The nu mber of leases has a  dir ect
impa ct  on  the need (and  t iming) of
addit iona l ca rgo building con st ruct ion ,
s ince demand will be dependent  on  the
tot a l number  of ca r r ier s a nd lea sin g
condit ions.

All of the a ll-cargo compa nies use the
apron , even  though  only fou r  companies
lease building space.  Therefore, the
ent ire a ll-ca rgo ca rr ier fleet m ix needs
to be exa mined in  the capacity
evaluat ions. To examine the adequacy
of th is r amp, t he capa city of the ramp
wa s ca lcu la ted from the st andpoin t  of
the projected  mix (as previously
forecast ).  Each  a ir cra ft  in  the fleet  mix
requires a  specified envelope on  the
r amp which  a llows for  loa ding/
unloading of a ircraft .  These parking
envelopes a re es t imated  by ca lcu la t ing
the a rea  defined by t he square of 150
percent  of the length  of the a ircra ft .
These ca lcu la t ions  a re summar ized  for
a ir cra ft  current ly u sing ABQ, or
included in  the poten t ia l fleet  mix, in
Tab  le  VI-1-A.
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Exhibit VI-1-A
AIR CARGO FACILITIES
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TAB LE VI-1-A
Cargo Aircraft  P arking Re quirem en ts

Airc ra ft Le n gth  (ft .) Parking  Requiremen ts  (sq . yds .)

DC-9-30F
B727-200F
B757-200F
A310-300F
A300-600F
B767-300F
DC-8-63F
DC-10-30CF
MD-11F
M747-200F
M747-400F

119.3
153.2
155.3
153.1
177.4
180.3
187.4
181.6
202.2
231.9
231.8

3,600
5,900
6,000
5,900
7,900
8,100
8,800
8,200

10,200
13,400
13,400

Sour ce:  Coffma n Associat es’ an alysis.

The base yea r  (1999) mix con sisted of
da ily act ivity by B-727F, A-300-600F,
B-757-200F, B-767-300F, DC-8-63F,
and DC-9-30F  a ir cra ft , with  occasiona l
use by DC-10-30F  or other  hea vy
aircra ft .  The cu r ren t  r amp can
accommodate up  to ten  jet s  of varying
sizes simu lta neously, a lth ough cur rent
schedu les genera lly pla ce only six or
seven a ircra ft  on  the ramp a t  any given
t ime.  However , smaller feeder  a ir cra ft
a re also ha ndled on t he r amp, reducing
th e capa city of th e ra mp for jets.

Sin ce forecast s of a ir  ca rgo opera t ions
have been developed ba sed upon  an
increa sin g average lift  capa city and
load factors (refer  to Table I I-U), apron
requ irements may be ca lcu la ted  using
the forecast  assu mpt ions.  However , it
s h ou l d  b e  n ot e d  t h a t  t h e s e
requir ements a re ba sed u pon average
day depar tures and average load
condit ions by th e commercial jets u sed
in   ca rgo  service.   Peak  holiday act ivity

gener a lly r equ ir es gr ea t er  r a mp
capacit y, a s will t he a ccommoda t ion  of
feeder a ircra ft  on t he r amp.

Future apron  requirem ents have been
developed us ing the forecast s of annua l
cargo opera t ions  and the projected fleet
mix composit ion .  The capacit y of t he
exist ing ramp is not  expected to be
exceeded u n t il th e in t er m edia t e
p lanning per iod.  The ca lcu la t ions have
been  summar ized  in  Tab  le  VI-1-B  .

CARGO B UILDING

Another  capa city limita tion is th e size
of the cargo bu ilding, a nd a rea  for  t ruck
parking ad jacent  to the building.  These
limita t ions were expr essed by cur ren t
t enan t s dur ing in it ia l in terviews.  At
least  one ma jor  ca r r ier h as expressed
their  in ten t  to expand their  t rucking
opera t ion , sin ce t rucking is viewed as a
less  expensive  opt ion   to handle second
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or  th ird-day freight .  Th er efore, the
need  for   addit iona l  bu ilding a nd t ruck

court  is viewed as a  grea ter  need a t  th is
t ime than  addit iona l apron .

TAB LE VI-1-B
Apron Re quirem en ts
All-Carg o F lee t

Year/Stage
D ai ly  De p a rt u re s

(avg.)
Ap ro n  Re q u ire d

(s q. yds .)
De ficien cy (sq.

yds .)

1999
Shor t  Term
Intermedia te
Long Term

11
14
17
27

60,100
75,500
93,900

169,900

None
None
4,200

80,200

Sour ce:  Coffma n Associat es’ an alysis.

The annua l tons of ca rgo handled
through the Air Ca rgo Bu ildin g (60,617)
have been compa red to the tot a l square
footage (52,000) to det ermine exist ing
ut iliza t ion  ra tes, for compa rison  to
other  facilit y u t ilization in t he U.S.
Su rveys of t he top 50 ca rgo a irpor t s in
the U.S . have determined tha t  t he
cur ren t  u t iliza t ion  ra te is a pproxi-
mately 1.75 squa re feet  per  ton .  The
range of adequacy for  an  a irpor t  on
average is between 1.00 a nd 2.50
square feet  per  ton .  ABQ’s  cur ren t
u t iliza t ion  ra te of 0.86 wou ld indica te
tha t the facilit ies a re over  u t ilized (and
exceeding capacity) and  tha t  some near -
term  expansion m ay be requ ired.

In  providin g fu ture sor ta t ion  bu ildin g
requirement s,     it      is     impor tan t     to

con s ide r  t h e  goa l s  of a i r p or t
management .  I f addit iona l tenants  a re
bein g pur sued, th en pr ovisions n eed to
be made for  th is  when examining fu ture
bu ildin g space.  Based upon in it ia l
tenant  inter views, the tenant  handling
the most  cargo through the bu ildin g has
indica ted a  need for  approxima tely
twice a s much space.  Ta king th is need
in to cons idera t ion , fu tu re requ irements
have been  based upon a  u t iliza t ion
factor  of 1.25.  However, it n eeds t o be
noted tha t  the tot a l number  of car r iers
a n d  i n d i v i d u a l  u t i l i z a t i o n
character ist ics of each  tenant  will h ave
a  bea r ing on t he a dequ acy of t he cargo
bu ildin g over t ime.  Cargo building
requ irements have been su mmarized in
Tab  le  VI-1-C.
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TABLE  VI-1-C
Cargo Buildin g Re quire me nts

Year /Stage
To ta l F re i gh t

(tons)
Bui ld ing  Space

(s q. ft .)
Def ic iency

(s q. ft .)

1999
Shor t  Term
In termed ia t e
Long Term

60,617
86,300

114,400
241,700

75,770
108,000
143,000
302,000

23,770
56,000
91,000

250,000

Sour ce:  Coffma n Associates’ an alysis.

The existing Air Cargo Building has a
tot a l of 30 t ruck dock  pos it ions .  Truck
dock requirem ents a re based  on  a
p lanning  factor  of  0.3  t ruck  docks per

1,000 square feet  of bu ildin g space.  The
t ruck dock  project ions have been
summar ized  in  Table  VI-1-D .

TABLE  VI-1-D
Truc k Doc k Req uire me nts

Year /Stage Bu ild in g  Space  (s q. ft .) Truck Docks De ficienc y (sq. f t.)

1999
Shor t  Term
In termed ia t e
Long Term

75,770
108,000
143,000
302,000

23
32
43
91

None
2

13
61

Sour ce:  Coffma n Associates’ an alysis.

In  addit ion  to pr oviding t ru ck docks,
a rea  must  be provided  adjacent  to t he
bu ildin g for  st aging act ivit ies and
employee pa rking.  Reviewing the
curren t  configura t ion , approximately
25,000 squa re yar ds of a r ea  is provided
adjacent  to the bu ildin g, although
addit iona l ar ea sout h of th e lot is also
used for  t r a iler  storage.  Norma lly, a n
area  approximately three times th e
buildin g ar ea is provided for t hese
act ivit ies.   However, since a la rger  a rea

(approximately five t imes t he bu ildin g
a rea ) is used a t  ABQ, a  sim ila r  factor
h a s  b e e n  a p p l i e d  t o fu t u r e
requirem ent s.  Based upon  comments
received from a ir  ca rgo companies with
regard to increa sin g levels of t rucking
in  conju nct ion  with  the loca l opera t ion ,
the capacit y of t he exist ing a rea  is being
exceeded, an d larger a rea s need to be
planned for  pa rking and st aging a reas.
The resu lts of the ana lys is  a re
summar ized  in  Tab  le  VI-1-E  .
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TABLE  VI-1-E
Truc k Stagin g an d P arking  Area Re quire me nts

Year /Stage
Bui ld ing  Space

(s q. ft .)
S ta gi ng /P a rk in g  Are a

(s q. yd .)
Def ic iency

(s q. yd .)

1999
Shor t  Term
In termed ia t e
Long Term

75,770
108,000
143,000
302,000

42,000
60,000
80,000

168,000

17,000
35,000
55,000

143,000

Sour ce:  Coffma n Associates’ an alysis.

AIR MAIL FACILITIES

Air  m a il is handled through a  49,800
square foot  post a l facility.  In  1999, th is
facility handled  23,911 tons of ma il, a
u t iliza t ion  ra te of 2.1 squa re feet  per
ton .   A  u t ilizat ion   ra te  of  0.67 square

feet  per  ton  is considered the capa city of
such  a  facility; therefore, fu ture
requ irements have been  based  upon a
factor  of 1.0.  The resu lt s of th is
ana lysis have been  su mmarized in
Table  VI-1-F .

TABLE  VI-1-F
Air Mail  Faci l i ty Requ irem en ts

Year /Stage Tota l Mai l (tons) Bu ild in g  Are a  (s q. ft .) De ficienc y (sq. f t.)

1999
Shor t  Term
In termed ia t e
Long Term

23,911
32,000
43,000
77,000

24,000
32,000
43,000
77,000

None
None
None

34,000

Sour ce:  Coffma n Associates’ an alysis.

AIR F REIGHT BUILDING

The Air  Freigh t  Bu ildin g handles cargo
t ransport ed on  the schedu led pa ssen ger
airlines.  Based upon tonnages ha ndled
each  yea r , the passenger  car r iers
ha ndle only ten  per cen t  of the t ota l a ir
freigh t  on  the a irpor t  (excluding a ir
mail).  Since th ese tonnages  (7,067 tons
in  1999) a re relat ively sma ll compa red
to  the  square footage of the Air Freight

Building (39,900 square  feet), and the
forecas ts for  th is  segment  of a ir  freigh t
is projected to increa se to only 16,300
tons by 2025, t he facility is considered
to have adequa te capa city through the
planning per iod to meet  an t icipa ted
dema nds.

The a ir car go requirem ents have been
summar ized  in  Ex  h  ib  it  VI-1-B  .



Exhibit VI-1-B
AIR CARGO REQUIREMENTS

APRON (sq. yds.)APRON (sq. yds.)

CARGO BUILDINGCARGO BUILDING
(sq. ft.)(sq. ft.)

TRUCK DOCKSTRUCK DOCKS

AIR MAIL FACILITYAIR MAIL FACILITY
(sq. ft.)(sq. ft.)

AIR FREIGHT (Belly Haul)AIR FREIGHT (Belly Haul)
(sq. ft.)(sq. ft.)
AIR FREIGHT (Belly Haul)
(sq. ft.)

TRUCK STAGING/AUTO TRUCK STAGING/AUTO 
PARKING (sq. yds.)PARKING (sq. yds.)

APRON (sq. yds.)

CARGO BUILDING
(sq. ft.)

TRUCK DOCKS

AIR MAIL FACILITY
(sq. ft.)

TRUCK STAGING/AUTO 
PARKING (sq. yds.)

AVAILABLE CURRENT SHORT TERM INTERMEDIATE LONG RANGE

 89,700 60,100 75,500 93,900 169,900

 52,000 75,770 108,000 143,000 302,000

 30 23 32 43 91

 25,000 42,000 60,000 80,000 168,000

 49,800 24,000 32,000 43,000 77,000

 39,900  ADEQUATE THROUGH PLANNING PERIOD.
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Chapter Six

Air Cargo Facilities

Section Two
ALTERNATIVES



This section focuses on exploring
options for the development of air
cargo facilities at Albuquerque
International Sunport to
accommodate forecast demand.
Requirements for new facilities to
accommodate projected growth in
air cargo activity were previously
presented in Section Two,
Requirements.

Table VI-2-A summarizes the
requirements for air cargo facilities
at Albuquerque International
Sunport for each planning horizon.
As shown in the table, there is a
potential need for an additional
250,000 square feet (s.f.) of building
space to accommodate cargo
processing in the Long Term
Planning Horizon. An additional
143,000 square yards (s.y.) of

automobile parking areas and truck
staging areas are also anticipated.
This would accommodate employee
parking and provide areas for the
transfer of air cargo from the planes
to ground vehicles for delivery and
distribution. An additional 80,200
square yards of apron area are
projected to accommodate aircraft
parking. While the existing air
freight building (which primarily
accommodates the needs of
passenger airline belly freight) is
anticipated to be adequate through
the planning period, an additional
27,200 square feet of space is
projected for the air mail facility.

EVALUATION CATEGORIES
AND CRITERIA

The evaluation of development
alternatives includes both
quantitative and subjective criteria.
Quantitative criteria include (but 
are not limited to) the type and size
of facility development, costs 
and regulatory requirements.
Subjective criteria could include
preferences for facility layout and
efficiency. The weight given to each
criteria can be as subjective as the

Chapter Six
Air Cargo Facilities
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ALTERNATIVES
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cr iter ia  th emselves.  Therefore, the best
manner  in  wh ich  to eva lua te each
a lt erna t ive is to defin e eva lua t ion
ca tegor ies   and  cr it er ia   which   a id   the

eva lu a t or  in  u n d er s t a n din g t h e
advantages and/or  disadva ntages of the
proposed a lter na t ive.

T A B L E  V I-2 -A

S u m m a r y  o f  P r o je c t e d  A i r  C a r g o /A i r  F r e i g h t /A i r  M a i l  F a c i l i t y  R e q u i r e m e n t s

Cu rre n t ly

Av a i la ble

S h o r t

T e r m  N e e d

I n t e r m e d i a t e

T e r m  N e e d

L o n g  T e r m

N e e d

C a r go B u ild in g (s .f.) 52 ,000 108 ,000 143 ,000 302 ,000

Ap r on  (s.y .) 89 ,700 75 ,500 93 ,900 169 ,900

Tr u ck  S t a gin g/Au t o P a r k in g (s .y.) 25 ,000 60 ,000 80 ,000 168 ,000

Air  M a il F a cilit y (s .f.) 49 ,800 32 ,000 43 ,000 77 ,000

B elly F r eig h t  B u ild in g (s .f.) 39 ,900 A d equ a te T h rou gh  P la n n in g P er iod

Table  VI -2 -B  lists  four  eva lua t ion
ca tegor ies and  eva lua t ion  cr iter ions
wh ich  can  be used to eva lua te each  of
the proposed altern at ives.  This list  is
not  necessa r ily a ll-inclusive an d other
cr iter ia  can be u sed as appr opr iat e.
Addit iona lly, these categor ies  a re not
in t ended to develop  a  ranking for  the
proposed a lt er n a tives.  The in ten t  of
th ese cr it er ia  is to a llow the eva lua tor
to develop a  fu ll understanding of the
a lt erna t ive by a pplying sim ila r  cr iter ia
to ea ch a lt er na t ive.  Th is provides the
eva lua tor  with  a  sound basis for  the
acceptance or  reject ion  of a  pa r t icu la r
a lter na t ive.  Following a  descr ipt ion  of
each  a lter na t ive in t h is chapter , a n
eva lua t ion  of ea ch  a lterna t ive following
th is cr iter ion  will be ma de t o assist  in
t h e eva lua t ion  of t h e p refer r ed
development  direct ion  for  the a irpor t .

EXIST ING FACILITIES
S U MMAR Y

The funct ions of a ir  freigh t /a ir  ma il a re
accommoda ted in  th ree sepa ra t e a reas
on  the a irpor t .  Air  ma il is pr imar ily
processed th rough  the U .S. Post a l
Ser vice facility loca ted a long Ya le
Bouleva rd off George Road.  The
bu ildin g is owned and oper a ted by t he
Un ited S ta tes Posta l Service (USP S).
While a  requ irement  for  a ddit iona l a ir
ma il processing ar ea  has been  projected
by the Master  P lan , expa nsion of the a ir
ma il facility would be a t  the discret ion
of the USPS.  Th is Ma st er  P lan
assu mes any expa nsion  would be
cont igu ous with  t he exist ing a ir  ma il
facility sh ould t h is facility remain  in  it s
exist ing loca t ion .  An expansion  of
pa ssen ger termina l facilities to th e west
could cause the reloca t ion  of t he a ir
ma il facility.  Alterna t ives  for  the
reloca t ion  of th is facility ar e included
with in  the pa ssenger  t ermina l bu ildin g
alt ernat ives.
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T A B L E  V I-2 -B

E v a l u a t i o n  C a t e g o r i e s  a n d  C r i t e r i a

C a t e g o r y D e s c r i p t i o n /E v a l u a t i o n  C r i t e r i a

1 . Abil ity  t o Meet  P rogra m  Requ irem en ts

2 . Developm en t  S tr a tegy

3 . F in a n cia l C on s id er a t ion s

4 . R eg u la t or y  Re qu ir e m e n t s

1 . D oes t h e p r opos ed  a lt er n a t ive fu lly

m ee t  t h e r eq u ir em en t s id en t ified in

S ect ion  Tw o, R equ ir em en t s?  I f n ot ,

wh a t  a r e  th e  con s t r a in t s?

2 . W h a t  a r e t h e im p a cts  on  exis t in g

fa ci li t ies?  Are  exis t ing  fac il it ies

d is p la c ed  b y  t h e  p r op os a l ?  C a n  t h e

p r opos ed  a lt er n a t ive b e d ev elop ed  in

ph a ses?   Are  t h e  expa n sion  ca pa bi li t ies

beyon d t h e  pr oposed a l te rn a t ive?

3 . Ar e t h e  d eve lop m en t  cos t s  of t h e

p r oposed  a l t e rn a t ive  m ore  o r  le s s  t h an

oth e r  p r oposed  a l t e rn a t ives?  Does  th e

pr oposed a l te rn a t ive  pr ovide  a  r even u e

e n h a n ce m e n t  for  t h e  a ir p or t ?

4 . Are  t h ere  r egu la t ory  or  en vi ronm en ta l

r eq u ir em en t s w h ich  could  cons t r a in  t h e

pr oposed a l te rn a t ive? Is  t h e  pr oposed

a lt er n a t ive r eq u ir ed  t o m ee t  a  F ed er a l,

S t a t e or  L oca l r e gu la t or y  r eq u ir e m e n t ?

The pa ssen ger  a ir lines’ a ir  freigh t
bu ildin g, loca ted west of the pa ssen ger
termina l bu ildin g, is used by the m ajor
a irlines to sor t  a ir  freight  car r ied  by the
schedu led pa ssenger  a ir lines.  Owned
by the Albuqu erque In t erna t iona l
S u n por t ,  t h i s  b u i ld in g  t ot a l s
approximately 39,900 squa re feet .  As
discussed previously, the requirem ents
an alysis presen t ed in  Sect ion  One
det ermined t h a t  t h is fa cilit y is
appropr ia tely sized to accommodate
projected demand for  a ir  ca r r ier  a ir
freigh t  needs through the p lann ing
period.  While an  expansion  of the
bu ildin g is not  ant icipat ed, a  reloca t ion
of the bu ilding ma y be needed to
accommodate an  expansion  of the
pa ssen ger t ermina l bu ildin g to the
west .  Alt erna t ives for  the reloca t ion  of

th is facility a re included with in  the
p a s s e n g e r  t e r m i n a l  b u i l d i n g
alt ernat ives.

The pr imary a ir  ca rgo facility u sed by
the a ll-cargo car r iers is loca ted west  of
Runway 3-21, sout h of Runway 8-26,
a long Spir it Dr ive.  P resen t  a ir  ca rgo
facilit ies include an  89,700 square-yard
apron , 52,000 square-foot  bu ilding and
approximately 25,000 square ya rds of
t ruck staging and au tomobile parking
ar eas.  The in it ia l ca rgo build ing and
apron  a rea  were const ructed in 1992.
The a ir  cargo facilit ies  a re owned a nd
op e r a t ed  b y  t h e  Al b u q u e r q u e
Interna t iona l Sunpor t .

Conceptua lly, considera t ion  could be
given to developing air  ca rgo facilit ies
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a t  Double Ea gle II Airpor t ; however,
th is Mast er  Plan will focus on
a lter na t ives tha t  accommoda te a ll
pr oject ed a ir  ca rgo a ct ivit ies a t
Albuqu erque Interna t iona l Sunpor t .
Double Eagle II  Airport  is n ot  curren t ly
equipped to accommodate t he la rge
t ranspor t  a ircra ft  used for  a ir  ca rgo
services a t  Albuquerque In t erna t iona l
Sunpor t .

The longest r un way at  Double Ea gle II
Air por t  is 7,400 feet  long, 100 feet  wide,
and has  a  pavement  s t rength  ra t ing of
30,000 poun ds single wh eel loading.  In
com p a r is on ,  R u n w a y  8 -2 6  a t
Albuqu erque In terna t iona l Su nport  is
13,793 feet  long, 150 feet  wide, a nd has
a  pavement  s t rength  ra t ing of 100,000
poun ds single wheel loading, 210,000
poun ds dua l wheel loading, 360,000
poun ds du a l t andem wh eel loading, a nd
720,000 pounds dua l ta ndem wheel
loading.  The s t rength  ra t ing and len gth
of Runway 8-26 is requ ired to serve the
mix of a ir  ca rgo a ir cra ft  cur ren t ly us ing
and expected to use Albuqu erque
In terna t iona l Sunpor t .  To accommo-
da te a ir car go act ivity at  Double Eagle
II Airpor t , the primary runway s t rength
would need to be significant ly upgraded
and t he r un way extended.

While the infras t ructure requirements
to accommodate a ir  ca rgo act ivity a t
Double Eagle II Air por t  a re sign ifica nt ,
considera tion m ust  a lso be given t o the
role of Double Eagle II  Airport .  Double
Eagle II Airport  is designat ed as a
r eliever  a irport  for  Albuqu erqu e
In terna t iona l Sunpor t .  In  th is  manner ,
Double Eagle II  Airport  is in t ended to
provide an  a lt erna te landing a rea  for
gener a l avia t ion activit y.  Transfer r ing
a ir  ca rgo act ivity to Double Ea gle II

Airpor t  does not  fit  th is role.  F rom a
r egion a l a n d n a t ion a l pla n n in g
perspect ive, a ir  ca rgo act ivity is
expected to be accommoda ted a t
Albuquerque Interna t iona l Sunpor t .

AIR CAR GO DEVELO P MENT
ALTER N ATIVES

The remainder  of th is section will
examine development  opt ions  to expand
the a ir  ca rgo fa cilit ies for  the dedica ted
a ll-ca rgo a ir car r iers a t  Albuqu erque
In terna t iona l Sunpor t .  Since both  the
a ir  ma il facility and passenger a irlines’
belly freigh t  facility a re pr imar ily
served by th e passenger a irlines, these
facilities a re bes t  placed  near  the
pa ssenger t ermina l.  Therefore, th is
Mast er  P lan  incorpora tes requ irements
for  these facilit ies with in  the overa ll
p a s s e n g e r  t e r m i n a l  b u i l d i n g
alt ernat ives.

The a irfield an d pa ssenger  termina l
bu i ld in g a l t e r n a t ives  pr es en t ed
pr eviously in  Chapters Three and  Four
h a ve  been  con s id er ed  in  t h e
p resen t a t ion  of t h e developm en t
a lter na t ives for  facilit ies to serve t he
dedica t ed a ll-ca rgo ca r r ier s.  Th e a ir
cargo a lterna t ives  to follow cons ider  the
development  oppor tunit ies a va ilable
sh ould Runway 17-35 be closed an d the
development  opportunit ies a va ilable
sh ould Runwa y 17-35 remain  open .  The
a ir car go a lter na t ives a lso cons ider  the
poten t ia l for  the reloca t ion  of pa ssen ger
t ermina l facilit ies south  of Runway 8-
26, wh ich  causes  a  displacement  of both
the existing air  ca rgo facilit ies and
general aviat ion facilities.
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The a ir  cargo a lter na t ives a re organ ized
as follows:

Alternat ive A1 - expa nd exist ing cargo
facilit ies to the south .

Alternat ive A2 - expand exist ing ca rgo
facilit ies to the nor th .

Alternat ive B1 - develop a ir  ca rgo
facilit ies east  of Runway 3-21 (Runway
17-35  is closed).

Alternat ive B2 - develop a ir  ca rgo
facilit ies east  of Runway 3-21 (Runway
17-35 remains  open).

Alternat ive C1 - develop a ir  ca rgo
fa cilities nor th  of Runway 8-26
(passenger  t ermina l building r eloca ted
sou th of Runwa y 8-26; Runwa y 17-35 is
closed).

Alternat ive C2 - develop a ir  ca rgo
fa cilit ies nor th  of Ru n wa y 8-26
(passenger  t ermina l building r eloca ted
sou th of Runway 8-26; Runway 17-35
remains  open).

AIR CARGO
ALTERNATIVE A1

Air  Cargo Alterna t ive A1, shown on
Exhibit  VI -2 -A , con s i d e r s e xp a n s i on
poten t ia l a t  the exist ing a ir  cargo
facility.  Th is a lt erna t ive specifica lly
assu mes th e pa ssen ger  t er m in a l
bu ildin g would rem ain in  its  exist ing
loca t ion  and n ot  be reloca ted sou th  of
Runway 8-26.  Should t he passen ger
t ermina l facilit ies be reloca ted sou th of
Runway 8-26, this  a lterna t ive would  not
be viable a s t he exis t ing a ir  ca rgo
facilit ies would need to be reloca ted to

provide for  t h e developm en t  of
passenger t ermina l facilities.

Alterna t ive A1 considers expa ndin g the
exist ing a ir  cargo build ing and  t ruck
court  (st aging) a rea .  In  th is a lter na t ive,
the exist ing a ir  ca rgo bu ildin g is
expanded both  to the n ort h a nd sou th .
Th e n or t h er ly expa n sion  t ot a ls
approxima tely 30,000 square feet , while
t h e  sou t h er ly expa n sion  t ot a ls
approximately 35,000 squa re feet .  The
exist ing tr uck cour t is expanded  to the
south , pr oviding an  addit iona l 8,000
square yards for  t ruck  staging and
cir cula t ion  a t  the exis t ing ca rgo
building site.

Th is a lt ernat ive fur th er considers an
expa nsion of the apron  to the south  and
development  of a  sepa ra te a ir  cargo
buildin g, t ruck cour t , and a u tomobile
parking a r ea .  This a rea  would be
linked to the exist ing a ir  ca rgo facility
by a  roadway extending para llel with
the a ir  cargo apron .  This a lt erna t ive
provides for a  46,600 squ are-yard
expa n s ion  of t h e  a p r on ,  t h e
development  of 120,000 square feet  of
cargo buildings, an d 30,000 squa re
yards of au tomobile parking and  t ruck
cour t a rea s.

Th is a lterna t ive is  in fluenced  by the
exist ing terra in feat ures in t he a rea
sou th of t he exist ing a ir  ca rgo apron .
As sh own by t he white ground contour
lines  on  the exh ibit , the t er ra in  in  th is
area  sign ifica nt ly declines to the west ,
declining more than 70 feet  from it s
highest  poin t  nea r  the exist ing a ir  ca rgo
apron .  Wh ile the proposed expansion  of
the apron  in  th is  a lterna t ive is  a long an
exist ing contour  line level wit h  the
exist ing a ir  cargo apron , the a rea  would
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need t o be gra ded a nd filled.  The
fur ther  expansion  of facilit ies to the
sou th would requ ire sign ificant  gradin g
and fill.

Evaluat ion

The following provides an  eva lua t ion  of
th is a lter na t ive using th e eva lua t ion
cr iter ion  described at  t he beginning of
th is  chapter .

1. Abili ty to  Meet  P rogram
R e q u i r e m e n t s  -  T h i s
a lt erna t ive does not  fu lly meet
projected long term a ir  ca rgo
needs.  As  shown in  Table  V-3-
C, th is a lter na t ive only provides
136,300 squa re yar ds of a ir
cargo apron .  This is 33,600
square yards shor t  of the
p roject ed lon g ter m  need.
Sim ila r ly, th is a lterna t ive is
65,000 squ are feet  sh or t  of fu lly
m eet in g lon g t er m  ca r go
bu ildin g needs a nd 105,000
square ya rds  shor t  of meet ing
long term pa rk ing/access needs.

2. De ve lo pm e n t Strategy  - This
a lt er n a t ive  wou ld  r equ ir e
gradin g and fill to provide for
the development  of the cargo
bu ildin g and pa rking/access
ar eas.  Fur ther  expansion  to the
sou th is lim ited by t he exist ing
t e r r a in  fe a t u r e s ,  w h i ch
genera lly decline t o th e west
towar ds Un iversity Boulevard.

3. Financia l Co n sid e ra tio n s  -
Development  costs are increased

by the r equ iremen ts for  gradin g
a nd fill for  the expansion  of
facilit ies to the south .

4. Re gu lato ry Re quirem en ts  -
Th is a ltern a t ive would be
subject  to federa l environmen ta l
review pr ior  to implementa t ion .

AIR CARGO
ALTERNATIVE A2

Air  Cargo Alter na t ive A2, shown on
Exh  ibit  VI -2 -B , con  sid  er  s exp  a  n  din  g
exist ing a ir  ca rgo facilit ies to the nor th .
Sim ila r  t o Alter n a t ive  A1, t h is
a lt erna t ive specifically assu mes t he
pa ssen ger t ermina l bu ildin g would
rema in  in  it s exist ing loca t ion  a nd  not
be reloca ted south  of Runway 8-26.
Sh ould the passen ger t ermina l facilit ies
be reloca ted south  of Runway 8-26, th is
a lt erna t ive would not  be viable as t he
exist ing a ir car go facilit ies would need
to be reloca ted to provide for  t he
development  of passenger  t ermina l
facilities.

In  th is  a lterna t ive, the exist ing a ir
cargo apron  is  expanded  nor th  to the
gener a l aviat ion  apron .  This pr ovides
an additiona l 32,500 squa re yar ds of
apron .  A new 70,000 square-foot  ca rgo
bu ildin g is  cons t ructed  a long the apron .
The exist ing t ruck  cour t  is expanded t o
the nor th , and an  employee pa rking lot
is const ru cted a long an  exist ing
ent rance to the a ir  cargo build ing t ruck
cour t .
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T A B L E  V I-2 -C

S u m m a ry  o f  A ir  Ca rg o  Al te rn a t iv e  A1

Ap r o n  (s .y .) B u ild in g  (s . f . )

P a r k i n g /

Ac c e s s  (s .y .)

Area  P r ovided  by Alter n a t ive 46 ,600 185 ,000 38 ,000

E xis t in g Ar ea  Ava ila ble 89 ,700 52 ,000 25 ,000

C om b in e d  Tot a l 136 ,300 237 ,000 63 ,000

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed (33 ,600) (65 ,000) (105 ,000)

P lan n ing H or izon  Requ irem en t  M et >  In t e r m e d ia t e >  In t e r m e d ia t e < S h or t  Ter m

To provide for  th is expansion, the
exist ing a irpor t  ma in tenance facilit ies
and two gener a l avia t ion  T-hangars  a re
displaced.  Ex  h  ib  it  VI-2-B  dep ict s  the
reloca t ion  of the genera l avia t ion  T-
hangars with in  t he exist ing gener a l
avia t ion  a rea .

The a irport  ma intenance facilit ies in
th is a lter na t ive would be reloca ted to
the ea st  side of Runwa y 3-21.  There is
adequa te a rea  for  the replacement  of
exist in g fa ci li t i es , expa n s ion  of
facilit ies, and for segregat ed opera tions.
Th is ar ea a lso allows for  direct a ccess to
the a ir field.  Th is is impor tan t  for
a irpor t  ma int ena nce facilit ies , a s
a ir field snow removal equ ipm en t  is
stored and  main ta ined  in  t h is a r ea .
Th is a rea , however , is n ot served by a n
exist ing public roadway.  A new pu blic
access r oa d may be needed  for  suppor t
a n d  ven dor s s u pp lyin g a i r p or t
ma inten an ce activities.

As an  a lterna t ive to reloca t ing the
main tenance facilit ies east  of Runway
3-21, considera t ion  could be given t o
reloca t ing these facilit ies im media tely

nor th of the exist ing facilit ies.  While
the a rea  immedia tely nor th  of the
exist in g m a in t en a n ce facility is
pr esent ly vacant  and is served by pu blic
roadway access via  Spir it  Dr ive, th is
area  ha s been  cons idered  for  the
development  of a  consolida ted fuel fa rm.
The fuel fa rm  could be loca ted fur ther
nor th to provide for  addit iona l a ir  cargo
par king ar eas.

Evaluat ion

The following pr ovides an  eva lua t ion  of
th is a lt erna t ive using t he eva lua t ion
cr iter ion  descr ibed a t  the beginning of
th is  chapter .

1. Abili ty to  Meet  P rogram
R e q u i r e m e n t s  -  T h i s
a lt erna t ive does not  fu lly meet
projected long t erm a ir  ca rgo
needs.  As sh  own in Tab  le  VI-2-
D  , th is  a lterna t ive is 47,700
square ya rds shor t  of meet ing
long term a ir  car go apr on n eeds.
Sim ila r ly, th is  a lterna t ive is
180,000 square feet  shor t  of
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fu lly meet ing long t erm cargo
bu ildin g needs a nd 123,000
square ya rds shor t  of meet ing
long term pa rk ing/access needs.

2. D e ve lo pm e n t S tra te gy  - This
a lt erna t ive would r equire the
reloca t ion  of a ll exist ing a irpor t
main tenance facilit ies and two
gener a l a vi a t ion  T-h a n ga r
facilities.  Fur ther  expansion  to
the nor th  is  limited  by exis t ing
gener a l aviat ion  development
a nd the F AA Fligh t  Service
Sta t ion .

3. Financia l Co n sid e ra tio n s  -
Development  costs are increased
by t h e  r equ i r emen t s  for
r eloca t ion  of t h e gen er a l
a v i a t i o n  a n d  a i r p o r t
ma inten an ce facilities.

4. R eg u la to ry Requ ireme nts  -
Th is a ltern a t ive would be
subject  to federa l environmenta l
review pr ior  to implementa t ion .

T A B L E  V I-2 -D

S u m m a ry  o f  A ir  Ca rg o  Al te rn a t iv e  A2

Ap r o n  (s .y .) B u ild in g  (s . f . )

P a r k i n g /

Ac c e s s  (s .y .)

Area  P r ovided  by Alter n a t ive 32 ,500 70 ,000 20 ,000

E xis t in g Ar ea  Ava ila ble 89 ,700 52 ,000 25 ,000

T ot a l 122 ,200 122 ,000 45 ,000

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed (47 ,700) (180 ,000) (123 ,000)

P lan n ing H or izon  Requ irem en t  M et >  In t e r m e d ia t e <  In t e r m e d ia t e < S h or t  Ter m

AIR CARGO
ALTERNATIVE B1

Air  Cargo Alterna t ive B1 is shown on
Exh  ibit  VI-2-C.  Alt  er  n  a  t  ive B1
considers developin g a ir  ca rgo facilit ies
east  of Runwa y 3-21, a ssuming the
closure of Runway 17-35.  Sh ould
Runway 17-35 remain  open , th is
a lterna t ive would not  be viable.
Alter na t ive B2 consider s a ir  ca rgo
expa nsion oppor tunities east  of Runway
3-21 wh ile consider ing tha t Runway 17-

35 remains  open .  Th is a lterna t ive is
not  impacted by t he u lt ima te loca t ion  of
the pa ssen ger t ermina l buildin g.  This
a lt erna t ive could be implemented
whether  the termina l rem a ins in  it s
exist ing loca t ion  or  is  reloca ted  south  of
Runway 8-26, but  it  is dependent  upon
the closu re of Runway 17-35.

Alterna t ive B1 develops new cargo
facilit ies a long a n ew pa ra llel t axiway
loca ted 450 feet  east  of Runway 3-21.
As shown  on  the exh ibit , t he in it ia l
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AIR CARGO ALTERNATIVE B1
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cargo apron  would be developed n ear
t h e Ru n wa y 3-21/Ru n wa y 1 2-30
in t er sect ion  t o t a k e m a xim u m
advan tage of the exis t ing level t er ra in
nea r  the int ersect ion .  Fu ture facilit ies
could be const ructed to the south  of the
in it ia l apron  a rea .

Roadway access is proposed via  a  direct
connect ion  to Ira  Sprecher Drive.  Ira
Spr echer  Drive connects with  Bobby
Fost er  Road, sou theast  of the a irpor t .
Bobby Fost er  Road presen t ly extends to
t h e wes t  u nder  In t er s t a t e  25,
connect ing with  Broadway Boulevard.
Access to In terst a te Highwa y 25 can  be
made from Broadway Bouleva rd a t
G ib s on  B ou l e v a r d ,  U n i v e r s i t y
Boulevard and t he Br oadwa y Bouleva rd
int ersect ion  with  In t er st a te Highway 25
sou th of the a irpor t .  Regiona l roadway
access would be gr ea t ly enhanced with
the development  of an  in t erchange a t
Bobby Foster  Road from In terst a te 25.

Public roa dway access could a lso be
developed followin g t h e exist in g
const ruct ion  road a lignment .  This road
would conn ect with  th e proposed
University Bouleva rd Ext ension  and is
more  clear ly  shown on  Ex  h  ib  it VI-2-D  .

Evaluat ion

The following provides an  eva lua t ion  of
th is a lterna t ive usin g the eva lua t ion
cr iter ion  descr ibed a t  the beginning of
th is  chapter .

1. Abili ty to  Meet  P rogram
Requ ireme nts  - As  shown in
Table  VI -2 -D , th is  a lt erna t ive
has   the   abilit y   to  fu lly  meet

project ed long term a ir  cargo
needs.  Should the pa ssen ger
t ermina l u ltim a tely be loca ted
sou th of Runway 8-26, th is
a l t e r n a t i v e  co u l d  f u l l y
accommodate long t erm a ir
cargo needs.  Should  the
exist ing a ir  ca rgo a rea  be
r e t a i n e d ,  h ow e v e r ,  t h i s
a lt erna t ive could provide for  a
subst an t ia l reserve for  a ir  cargo
growth  beyond those levels
forecast  in th is Mast er  P lan  or
for  compa t ible development ,
s u ch  a s  l a r g e  a i r cr a ft
maint enance.

2. D e ve lo pm e n t S tra te gy  - This
a lt erna t ive requires  the closure
of Runway 17-35, development
of a  new pa ra llel t axiway 450
feet  ea s t  of Runway 3-21, and
ext ension  of u t ilit ies.  In  th is
a lt erna tive, a ir  ca rgo facilit ies
could be expanded to th e sout h ,
provided  the ter ra in  in  the a rea
sou th of the apron  is gra ded and
filled level with  the proposed
apron  a rea s.  Th is a lt erna t ive
requires the development  of a
new public access road.

3. Financia l Co n sid e ra tio n s  -
Development  costs are increased
by the requirements  for  the
developmen t  of a  pa r a llel
taxiway and pu blic roadway
improvemen ts.

4. Re gu lato ry Requ ireme nts  -
Th is a ltern a t ive would be
subject  to federa l environmenta l
review pr ior  to implementa t ion .
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T A B L E  V I-2 -E

S u m m a r y  o f Ai r  C a rg o  Alt e r n a t i v e  B 1

Ap r o n  (s .y .) B u ild in g  (s . f . )

P a r k i n g /

Ac c e s s  (s .y .)

R e t a i n  E x i s t i n g  A i r  C a r g o  A r e a

Area  P r ovided  by Alter n a t ive 190 ,000 340 ,000 168 ,800

E xis t in g Ar ea  Ava ila ble 89 ,700 52 ,000 25 ,000

T ot a l 279 ,700 392 ,000 193 ,800

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed +109 ,800 +92,000 +25,800

P lan n ing H or izon  Requ irem en t  M et > Long Ter m > Long Ter m >Long Ter m

C o n v e r t  E x i s t i n g  C a r g o  A r e a  T o  P a s s e n g e r  T e r m i n a l  F a c i l i t i e s

Area  P r ovided  by Alter n a t ive 190 ,000 340 ,000 168 ,800

E xis t in g Ar ea  Ava ila ble N /A N /A N /A

T ot a l 190 ,000 340 ,000 168 ,800

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed +21,000 +38,000 0

P lan n ing H or izon  Requ irem en t  M et > Long Ter m > Long Ter m L on g  T er m

AIR CARGO
ALTERNATIVE B2

Air  Cargo Alterna t ive B2 is shown on
Exh  ibit  VI -2 -D .  Alt  er  n  a  t  ive B2
con s ide r s  a i r  c a r g o e xp a n s ion
oppor tun it ies east  of Runway 3-21
sh ould Runway 17-35 remain open.
This altern at ive is not  impacted by t he
u lt imate loca t ion  of the passenger
termina l bu ildin g.  Th is a lt erna t ive
could be implem ented whether  the
t ermina l remains in  it s exist ing locat ion
or  is  reloca ted  south  of Runway 8-26.
However , should the termina l be
reloca ted   south    of  Runway  8-26  and

Runway 17-35 remains  open , th is
a lt erna t ive could not  fu lly m eet  long
term a ir  ca rgo facility needs.  Th is is
shown in  t he lower ha lf of Table  VI-2-
E .  As  shown in  the table, th is a rea  fa lls
shor t  of meet ing long term a ir  cargo
n eeds for  a pron,  bui ldin g, a n d
par king/access a reas .  When reta in ing
the exist ing a ir  ca rgo apr on , th is
a lterna t ive can  meet  long term apron
needs but  fa lls  shor t  of cargo build ing
an d access/par king needs.

Sim ila r  to Alterna t ive B1, Alterna t ive
B2 develops a  new cargo a pron  a long a
new  pa ra llel  t axiway  const ru cted  450
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Exhibit VI-2-D
AIR CARGO ALTERNATIVE B2
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feet  ea st  of Runway 3-21.  This 95,000
squ a r e-ya r d a pr on  a ccom m oda t es
80,000 square-foot  ca rgo bu ildin gs a long
both  the nor th  and south  sides.  F or  th is
a lt erna t ive, pu blic roadwa y access  is
proposed to be developed from the
p r op os e d  U n i v er s i t y  B ou l e va r d
Exten sion , following t he a lign ment  of
an  exist ing const ruct ion  road.  Th is is in
cont ra st  to Alter na t ive B1 which
proposed public roadway access be
developed via  Ir a  Sprecher  Dr ive wh ich
connect s with  Bobby Foster Road,
sou theast  of the a irpor t .

Evaluat ion

The following provides an  eva lua t ion  of
th is a lter na t ive using th e eva lua t ion
cr iter ion  descr ibed a t  the begin ning of
th is  chapter .

1. Abili ty to  Meet  P rogram
Requ ireme nts  - As shown  in
Table  VI -2 -F , t h is a lt erna t ive
can  only meet  long t erm a ir
cargo apron  needs when t he
exist ing cargo apron  is  reta ined .
However , it would not  provide
su fficien t  bu ildin g and pa rking/
a cce s s  n e e d s .   S h o u l d
the exist ing a ir  ca rgo a rea  be
con v e r t e d  for  p a s s e n g e r
t e r m in a l  fa ci l i t i e s ,  t h i s
a l t e r n a t i v e  w ou l d  on l y
accommodate in termedia te term
a pron  and bu ilding requ ire-
men ts.

2. Deve lop m e n t Strategy  - This
a l t e r n a t ive  r e q u i r e s  t h e
development  of new public
roadway access and a  pa ra llel
taxiway to Runway 3-21.  In

compa rison  to Alt erna tive B1,
th is a lterna t ive proposes  the
development  of th is roadway on
exist in g a ir por t  pr oper t y,
connect ing dir ect ly t o t h e
proposed Univer sit y Bouleva rd
Extens ion .  Expansion  capa -
bility to the south  is limited by
the exis t ing ter ra in  fea tures
wh ich  ra pidly decline to the
sou theast .  Expansion  to the
n or t h  is  l im ited  by t h e
opera t iona l protection a rea s for
both  Runway 17-35 and Runway
3-21.  Sim ila r  to Alter na t ive B1,
th is a lter na t ive requires t he
exten sion  of a ll ut ility services.

3. Financia l Co n sid e ra tio n s  -
Development  costs are increa sed
by the requ iremen ts to develop a
new pa ra llel t axiway and public
roadwa y access.

4. Regu lat ory  Requ ireme nts  -
Th is a ltern a t ive would be
subject  to federa l environmenta l
review pr ior  to implementa t ion .

AIR CARGO
ALTERN ATIVE C1

Alterna t ive C1 is sh  own on Exh  ibit  VI-
2-E  .  Alt  erna t ive C1 cons iders the
reloca t ion  of a ir  ca rgo facilit ies nor th of
Runway 8-26.  This has been  developed
t o con s i d e r  op t i on s  for  t h e
redevelopment  of the existing pa ssen ger
t ermina l a rea  should the a lt erna t ive to
reloca te pa ssen ger t ermina l facilit ies
sou th of Runway 8-26 be included in  the
fina l development  program for  the
a irpor t .  Reloca t ing pa ssen ger t ermina l
facilit ies south  of Runway 8-26 causes
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the displacemen t  of the exist ing a ir
cargo facilities.  Th is a lterna t ive is only
va lid with  the reloca t ion  of passenger
t ermina l facilit ies south  of Runway 8-
26.   Air   ca rgo  and   passenger  termina l

facilit ies require segr ega t ion  for  reasons
of secur ity, access, and efficiency.  The
a lt erna t ive fur ther  assumes  the closure
of Runway 17-35.

T A B L E  V I-2 -F

S u m m a r y  o f Ai r  C a rg o  Alt e r n a t i v e  B 2

Ap r o n  (s .y .) B u ild in g  (s . f . )

P a r k i n g /

Ac c e s s  (s .y .)

R e t a i n  E x i s t i n g  A i r  C a r g o  A r e a

Area  P r ovided  by Alter n a t ive 142 ,500 240 ,000 33 ,300

E xis t in g Ar ea  Ava ila ble 89 ,700 52 ,000 25 ,000

T ot a l 232 ,200 292 ,000 58 ,300

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed + 62 ,300 (10 ,000) (109 ,700)

P lan n ing H or izon  Requ irem en t  M et > Long Ter m >  In t e r m e d ia t e < S h or t  Ter m

C o n v e r t  E x i s t i n g  C a r g o  A r e a  T o  P a s s e n g e r  T e r m i n a l  F a c i l i t i e s

Area  P r ovided  by Alter n a t ive 142 ,500 240 ,000 33 ,300

E xis t in g Ar ea  Ava ila ble N /A N /A N /A

T ot a l 142 ,500 240 ,000 33 ,300

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed (27 ,400) (62 ,000) (134 ,700)

P lan n ing H or izon  Requ irem en t  M et >  In t e r m e d ia t e >  In t e r m e d ia t e < S h or t  Ter m

This a lter na t ive r et a in s Taxiway D.  A
pa ra llel ta xilane is developed west of
Taxiway D to provide dua l taxilane
access for  t he a ir  ca rgo facilit ies .  Th is
redu ces congestion a nd pot en t ia l
bot t lenecks crea t ed by two a ir cra ft
t raveling in  differen t  direct ions on  the
same taxiway.  Dua l taxilanes could
provide segregat ed access to and  from
the apron  a rea s.  Air cargo facilit ies a re
developed west  of the dua l taxilanes .

Public roadwa y access is developed from
a  rea ligned Gira rd Boulevard.

Evaluat ion

The following pr ovides an  eva lua t ion  of
th is a lt erna t ive usin g the eva lua t ion
cr iter ion  descr ibed  a t  the beginning of
th is  chapter .
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Exhibit VI-2-E
AIR CARGO ALTERNATIVE C1
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1. Abili ty to  Meet  P rogram
Requ ireme nts  - As shown  in
Table  VI-2-G, th is a lter na t ive
meets long term requ irements
for  a ir  cargo apron  and bu ildin g
needs; however , th is a lt erna t ive
fa lls 54,700 squa re yards shor t
o f  m e e t i n g  l o n g  t e r m
par king/access needs.

2. D e ve lo pm e n t Strategy  - This
a lt erna t ive would requ ire t he
closure of Runwa y 17-35.  Th is
a lt er n a tive r et a ins exis t ing
Taxiway D t o provide taxiway
a ccess to th is a rea .  Expa nsion
capability to the nor th  is limited
by the loca t ion  of Gibson
Bou levard .  Expansion  to the
sou th  is  limited  by  th e need to

ret a in  Taxiway A and Taxiway
B for  access t o the Runway 8
end for  a ircra ft  from Kirk land
Air Force Base.

3. Financia l Co n sid e ra tio n s  -
D e v e l o p m e n t  cos t s  a r e
influen ced by th e requirem ents
for  the development  of a  pa ra llel
taxilane to Ta xiway D, t he need
to rea lign Gira rd Boulevard and
demolish  exist ing pa ssen ger
t ermina l facilit ies  which  a re
redeveloped as pa r t  of th is
a lter na t ive.

4. R e gu lato ry Requ ireme nts  -
Th is a ltern a t ive would be
subject  to federa l environmen ta l
review pr ior  to implementa t ion .

T A B L E  V I-2 -G

S u m m a r y  o f  A i r C a r g o  A lt e r n a t i v e  C 1

Ap r o n  (s .y .) B u ild in g  (s . f . )

P a r k i n g /

Ac c e s s  (s .y .)

Area  P r ovided  by Alter n a t ive 190 ,000 340 ,000 113 ,300

E xis t in g Ar ea  Ava ila ble N /A N /A N /A

T ot a l 190 ,000 340 ,000 113 ,300

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed +21,000 +38,000 (54 ,700)

P lan n ing H or izon  Requ irem en t  M et > Long Ter m > Long Ter m > I n t er m e d ia t e T er m

AIR CARGO
ALTERN ATIVE C2

Air  Cargo Alterna t ive C2 is shown on
Exh  ibit  VI -2 -F .  Sim  ila  r  to Alterna t ive
C1, th is a lter na t ive has been  developed
consider ing t he reloca t ion  of passenger

t ermina l facilit ies south  of Runway 8-
26.  In  cont ras t  to Alterna t ive C1, th is
a lterna t ive assu mes tha t  Runway 17-35
would  remain  open .

In  th is a lter na t ive, the exis t ing
pa ssen ger t ermina l apron is ret a ined for
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use a s an  a ir  cargo apron .  The exist ing
pa ssen ger t ermina l building is r emoved
to a llow for  the development  of a ir  cargo
buildings, and access and pa rking.  To
meet  long ter m ca rgo apron  and
bu ildin g requirements , a  cargo apron
and bu ildin g a re developed to th e west
a long an  ext ended Ta xiway A.  This
requires the reloca t ion  of five exist ing
facilit ies a s n oted on the exh ibit .  The
wester ly apron a rea  was posit ioned t o
ret a in  the exist ing a ir  freigh t  bu ildin g
and old termina l bu ilding.  Roadwa y
access is developed a long a  new road
developed par allel with t he a pron a rea s,
extendin g between Ya le Boulevard and
Girard Boulevard.  The Ya le Bouleva rd
br idge would be const ru cted to provide
en t r a n ce/exit  r a m p s t o S u npor t
Bouleva rd from Yale Bouleva rd.

Evaluat ion

The following pr ovides an  eva lua t ion  of
th is alt ernat ive using the eva lua t ion
cr iter ion  described at  the beginning of
th is  chapter .

1. Abili ty to  Meet  P rogram
Requ ireme nts  - As  shown  in
Table  VI -2 -G , th  is a  lter  n  a t ive
meets long t erm requ irements
for  a ir  cargo apron  and bu ildin g
needs; however , th is a lt erna t ive
fa lls 54,700 squ are ya rds  shor t
o f  m e e t i n g  l o n g  t e r m
par king/access needs.

2. D e ve lo pm e n t Strate gy  - This
a lterna t ive displa ces a ll exist ing
bu ildings with in  the exist ing
pa ssen ger t ermina l, with  the
except ion  of the a ir  freigh t
bu ildin g and  old t ermina l

(which is r et a ined for  it s
h i s t or ica l  va lu e ).   T h i s
a l t e r n a t i v e  h a s  l i m i t e d
expa nsion capabilit ies beyon d
wha t  is  shown.  Expansion  to
t h e ea s t  a n d  sou t h  a r e
prevent ed by t he loca t ion  of
Runway 17-35 a nd Runway 8-
26, respect ively.  Expansion  to
the wes t  and nor th  is influenced
by the gra de changes in ea ch
direct ion .

3. Financia l Co n sid e ra tio n s  -
D e v e l o p m e n t  c o s t s  a r e
influenced by t he requ irements
to demolish existing pa ssen ger
t ermina l facilit ies and reloca te
other  facilit ies with in t h is a rea .

4. Re gu lato ry R eq uirem en ts  -
Th is a ltern a t ive would be
subject  to federa l environmen ta l
review pr ior  to implementa t ion .

S U MMAR Y

This sect ion  has provided an  ana lys is of
development  opt ions ava ilable for
accommodat ing growth  in dedica ted a ll-
ca r go ser v ices  a t  Albuqu er qu e
I n t er n a t ion a l S u n por t .   Thes e
a lter na t ives have been  developed in  an
effor t  to meet  the overa ll program
object ives for  a ir  cargo services  a t  the
a irpor t  in  a  ba lanced  manner .  Through
coor din a t ion  wit h  t h e pla n n in g
commit t ees, the public and the City of
Albuqu erque, the a lterna t ives (or  a
combina t ion  thereof) will be refined and
modified as necessar y to develop the
recommended a ir  cargo development
program.  Therefore, th e a lter na t ives
presen ted in t h is chapter  can  be
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Exhibit VI-2-F
AIR CARGO ALTERNATIVE C2
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considered a  beginning poin t  in  the
developmen t  of the recommended
mast er   pla n   developmen t  pr ogra m and

inpu t  will be n ecessa ry to definin g the
resu ltan t  developmen t  pr ogra m.

T A B L E  V I-2 -H

S u m m a r y  o f  A i r C a r g o  A lt e r n a t i v e  C 2

Ap r o n  (s .y .) B u ild in g  (s . f . )

P a r k i n g /

Ac c e s s  (s .y .)

Area  P r ovided  by Alter n a t ive 177 ,800 300 ,000 77 ,800

E xis t in g Ar ea  Ava ila ble N /A N /A N /A

T ot a l 177 ,800 300 ,000 77 ,800

P rojected  Long Ter m  N eed 169 ,900 302 ,000 168 ,000

Ar ea  in  E xcess /(Deficie n t ) of Lon g

Ter m  N eed +7,900 (2 ,000) (90 ,200)

P lan n ing H or izon  Requ irem en t  M et > Long Ter m L on g  T er m > S h or t  Ter m

Th e  d e t e r m in a t ion  of a  fin a l
development  pr ogra m for a ir  ca rgo
facilit ies a t  Albuquerque In terna t iona l
Sunpor t  will be dependen t  upon the
fin a l a ir fie ld  con figu r a t ion  a n d
pa ssen ger t er mina l facility loca t ion.  As
descr ibed above, on ly Alterna t ives B1,
C1 and  C2 can  subs tan tia lly meet  the
program requirem ent s for  a ir  cargo
in de pe n de n t ly .   Al l  rem a in in g
alternat ives requ ire eit her  the r et en t ion
of the exist ing a ir car go a rea  and/or  be
combined with  another  a lt erna t ive.

Table  VI -2 -J  su  m  m  a  r  izes the poten t ia l
combina t ions  of  a ir   ca rgo  a lt erna t ives

consider ing the un derlying a irfield an d
pa ssen ger t ermina l facility issues .  As
shown in  the table, should Run way 17-
35 be closed and  the passenger  termina l
facilit ies ret a ined in  their  exist ing
loca t ion , Alter na t ives A1, A2, B1, and
B2 become viable a lterna t ives for
con sider a t ion .  H owever , s h ou ld
Runway 17-35 remain  open  and  the
pa ssen ger termina l facilit ies be reta ined
in  t h eir  exist in g loca t ion , on ly
Alter na t ives A1, A2, a nd B2 would be
viable options.
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T A B L E  V I-2 -J

Alt e rn a t i v e  Co m b in a t i o n s

C l o s e  R u n w a y  1 7 -3 5 R u n w a y  17 -3 5  R e m a i n s  Op e n

R e ta in  E x i s ti n g

 P a s se n g e r

T e rm i n a l  Lo c a t i o n

R e lo c a t e  P a s se n g e r

T e r m i n a l F a c i l i t i e s

R e ta in  E x i s ti n g

P a s s e n g e r  Te r m i n a l

L o ca t io n

R e lo c a t e  P a s se n g e r

T e r m i n a l F a c i l i t i e s

Alte r n a t ive A1

Alte r n a t ive A2

A lt e r n a t i v e B 1

A lt e r n a t i v e B 2

A lt e r n a t i v e B 1

A lt e r n a t i v e B 2

A lt e r n a t i v e C 1

A lt e r n a t i v e C 2

Alte r n a t ive A1

Alte r n a t ive A2

A lt e r n a t i v e B 2

A lt e r n a t i v e B 2

A lt e r n a t i v e C 2
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The master planning process for air
cargo facilities at Albuquerque
International Sunport has evolved
through several analytic efforts
presented in the preceding sections
of this chapter.  The intent of these
analyses was to establish potential
aviation demand, determine facility
needs, and evaluate options for the
improvement of facilities to
accommodate projected demand
and deficiencies in facilities. From
these analyses, a plan for the use
and improvement of air cargo
facilities at Albuquerque
International Sunport has evolved.
This plan has considered the input
of the City of Albuquerque, airport
users, airport tenants, and the
public. The purpose of this section

of Chapter Five is to provide a
graphic and narrative description of
the plan for accommodating air
cargo activities at Albuquerque
International Sunport.

RECOMMENDED PLAN

The recommended plan for
accommodating air cargo activities
at Albuquerque International
Sunport considers the requirements
for commercial air freight carried by
the passenger airlines, commercial
air freight carried by the dedicated
air cargo airlines and air mail, which
is carried by both the commercial
passenger airlines and dedicated air
cargo airlines.  The plan calls for
these activities to be accommodated
exclusively at Albuquerque
International Sunport with no
portion of these activities being
transferred to Double Eagle II
Airport.

Double Eagle II Airport is 
not equipped to accommodate 
the large transport aircraft 
used for air cargo services at
Albuquerque International Sunport. 

Chapter Six
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Section Three
RECOMMENDED PROGRAM
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To a ccommoda te a ir  ca rgo act ivity a t
Double Eagle I I Airpor t , the primary
runway st rength  would need to be
sign ificant ly upgra ded and  the runway
extended.

Double Eagle II Airport  is designa ted as
a  genera l avia t ion  reliever  a irpor t  for
Albuqu erque In t erna t iona l Sunpor t .  In
th is manner , Double E agle II  Airport  is
int ended to provide an  a lt erna te
landing a rea  for  genera l avia t ion
act ivity.  Transferr ing a ir  ca rgo act ivity
to Double Eagle II Air por t  does not  fit
th is role.  F rom a  r egiona l and na t iona l
p lanning per spective, a ir  cargo act ivity
is expected to be accommodated at
Albuquerque Interna t iona l Sunpor t .

AIR MAIL

Air  mail is pr imar ily pr ocessed t hrough
the U.S. Post a l Service fa cility loca ted
a long Yale Bouleva rd off George Road.
The building is owned and opera ted by
the United S ta tes Posta l Ser vice
(USP S).  While a  r equ irement  for
addit iona l a ir  mail p rocessing a rea  has
been project ed by t he Ma st er  P lan ,
expa nsion of t he a ir  ma il facility would
be a t  the discret ion  of the USPS.  This
Mast er  P lan  a ssumes any expa nsion
would be cont iguous wit h  the exist ing
a ir  ma il facility, which is plan ned t o
remain  in  it s exis t ing loca t ion .

PASSENGER AIRLINE
AIR FREIGHT

The pa ssen ger  a ir lines’ a ir  freigh t
bu ildin g, loca ted west  of the passenger
t ermina l bu ildin g, is used by t he major
a irlines to sor t  a ir  freight  car r ied  by the

schedu led pa ssen ger a irlines. To
accommodate an  expans ion  of the
t ermina l building depar tu re concour se
to t he west , th is building is plan ned t o
be rem oved.  This bu ilding is plan ned t o
be replaced a t  the west  end of the apron
a t  the t er minus of Ya le Boulevard.  The
exist ing bu ildin g accommodat ing the
adm inist ra t ive and operat ions act ivities
for  the a ir line r efuelin g cont ractor  is
p lanned to be removed to accommodate
the n ew a ir  freigh t  bu ildin g.

A second a ir freight  bu ilding is plan ned
a long Gibson Boulevar d with  access
from Gira rd Bouleva rd. Th is bu ildin g
would be loca ted near  t he end  of the
exist ing Runway 17-35 a lignment ,
pa r a llel wit h  Gibson Bouleva r d.
Runway 17-35 is planned t o be closed.
Th is a ir  freigh t  bu ildin g is planned to
serve the schedu led a ir car r iers us ing
the pla nned second termina l bu ildin g.
The loca t ion  of each a ir  freight  bu ildin g
was pr eviously shown  in  Chapter  Four ,
Sect ion  F ive.

AIR CARGO

The pr imary a ir  ca rgo facility u sed by
the a ll-ca rgo ca r r ier s is loca ted west  of
Runway 3-21, south  of Runway 8-26,
a long Spir it Dr ive.  P resen t  a ir  ca rgo
facilit ies include an  89,700 square-yard
apron , 52,000 square-foot  bu ilding, a nd
approximately 25,000 square ya rds of
t ruck st aging and a u tomobile pa rk ing
ar eas.

The p lan  for  accommodat ing a ir  cargo
act ivity a t  Albuquerque In terna t iona l
Sunpor t  is  shown on  Ex h ibi  t VI-3-A.
Th e pla n  is  a  com bin a t ion  of
Alter na t ives A1 and A2 presen ted
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Exhibit VI-3-A
AIR CARGO PLAN
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RECOMMENDED DEVELOPMENT PLAN

Remove Existing Maintenance Buildings

Relocate Airport Maintenance Facilities

Remove Existing T-Hangars

Relocate Existing T-Hangars

Expand Air Cargo Apron North (32,500 s.y.)

Expand Air Cargo Building North (23,300 s.f. )

Add Cargo Building North (70,000 s.f.)

Construct North Cargo Parking/Truck Court (22,200 s.y.)

Expand Air Cargo Building South (35,800 s.y.)

Extend Cargo Truck Court South (7,300 s.y.)

Construct South Access Road

Construct South Parking/Truck Court (38,000 s.y.)

Construct South Cargo Apron (43,600 s.y.)

Construct South Cargo Buildings (20,000 s.f. each)
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pr eviously in  Sect ion  Th ree of th is
chapter .  Alter na t ives B1, B2, C1, a nd
C2  a r e  n ot  in clu d e d  in  t h e
recommended plan .  As discussed
p r e v i ou s l y  i n  C h a p t e r  F ou r ,
Alt erna t ives B1, B2, C1, and C2 were
developed as considera t ion  had been
given to r eloca t ing passen ger  t ermina l
facilit ies south  of Runway 8-26.  Th is
would have caused the displacement  of
t he exist ing a ir  cargo area .  Having
concluded tha t  the passenger  termina l
area  will remain, and be expa nded in
present  loca t ion , Alterna t ives B1, B2,
C1, and C2 presen ted in Sect ion  Three
no longer n eed to be considered.

The plan  builds upon the invest ments
made in  the exist ing a ir car go facilit ies
to accommoda t e fu ture demand.  The
exist ing a ir  ca rgo a rea  is expanded t o
the north  an d south  to accommodate
apron , bu ilding, t ruck cour t s, a nd
au tomobile par king ar eas.

The pla n  ca lls for  cont iguous  extens ions
to the nor th  and  south  sides of the
exist ing cargo building a s shown on  the
exh ibit .  The nor ther ly extension
encompasses appr oxima tely 23,300
square feet  (s.f.), while the souther ly
ext ension  encompa sses a pproximately
35,800 s.f.  The exist ing t ruck cour t  is
expanded to the south  (approxima tely
7,300 square yar ds [s.y.]) to serve th e
souther ly exten sion of th e existing cargo
bu ildin g.

The nor ther ly extension of the a ir  cargo
apron  encom p a ss es  a pp roxima tely
32,500 s.y.  Pr ior  to extending the apron
to the n ort h , two exist ing T-hangar
facilit ies and four  a irpor t  main tenance
buildings would need to be 

rem oved.  The T-hangar  facilit ies  a re
p lanned to be reloca ted t o the wes tern
port ion  of the genera l avia t ion  a rea  a s
sh  own on Exh  ibit  VI -3 -A .  The a irpor t
m a int en a n ce fa ci li t ies  would be
replaced east  of Runway 3-21.

A separa te a ir  ca rgo building t ota ling
70,000 s.f. is p lanned a long t he wes tern
edge of the nor ther ly a ir  cargo apron
expa nsion.  This building would be
served by an  expanded t ruck cour t  and
au tomobile pa rking ar ea  encompass ing
approxima tely 22,200 s.y.

Th is plan includes an expans ion  of the
apron  to the sout h a nd development  of
separa te a ir  cargo build ings , t ruck
cour ts, an d au tomobile par king ar eas.
The southern  a ir car go a rea  would be
linked to th e exist ing a ir  ca rgo facility
by a  roadwa y extendin g para llel with
the air cargo apr on.  The sou ther ly
expa nsion of the a ir  ca rgo a rea  provides
for  a  43,600 s .y. expa nsion of the apron ,
the development  of 120,000 s.f. of cargo
buildings, and 30,000 s .y. of au tomobile
par king an d tr uck cour t a rea s.

The southern  apron  a rea  is limited by
ter r a in  fea tures in  the a rea  south  of the
exist ing a ir  ca rgo apron .  The t er r a in  in
th is a rea  sign ificant ly falls to th e west,
declining more than  70 feet  from it s
highest  point  nea r  the exist ing a ir  cargo
apron .  The pla nned expa nsion of the
apron  is a long an  exist ing contour  line
level wit h  the exis t ing a ir  ca rgo a pron ,
however , the a rea  to t he west  would
need to be gr aded a nd filled.  The
fur ther  expan sion of facilities to t he
sou th would requ ire sign ificant  gradin g
and fill.
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CAPITAL IMPR OVEMENTS
AN D D EVELOP MENT
S T AGIN G

Ap p r oxim a t e ly  $ 4 9  m i l l ion  in
invest ments is programmed for  facility
developments to accommoda te the a ir
cargo needs of schedu led a ir car r iers
and dedicated a ir  ca rgo airlines.  Of th is
tot a l, $250,000 is progra mmed for
exist ing facility main ten ance.  The
remain ing $48.8 million  is a  funct ion  of
fu ture dema nd for facility expan sions.
Funding  for   these facilit ies would need

to be programmed only as r equired by
dema nd.

The capita l p rogram for  a ir  cargo
development  is sepa ra ted in  three
pla n n in g h or izon s: Sh or t  Ter m
Planning Hor izon , Int ermediate Term
Planning Horizon, and Long Range
Planning Horizon.  Each  p lanning
per iod represen ts a  specific demand
level ca lling for  facility development .
Table  VI-3-A summar izes projected
enplaned a ir  ca rgo, a ir  ma il, and a ir
freight  th rough the p lanning per iod .

T A B L E  V I-3 -A

P ro je c t  Air  Ca rg o , Air  F re ig h t ,  an d  Air  M a i l  Vo lu m e s

Cu rre n t ly

Av a i la ble

S h o r t  

T e r m

In t e r m e d i a te  

T e r m

L o n g  

R a n g e

Air  F re igh t  ( t on s )

Air  M ai l  (t ons )

67 ,684

23 ,911

95 ,000

32 ,000

125 ,000

43 ,000

258 ,000

77 ,000

The progra mmed project s in  each
planning h or i zon  sh  own  in Tab  le  VI-3-
B  have  been  rela ted  to these demand
levels and indica te the a n t icipa ted
facility developments r equired t o meet
th ose demand levels.  As Shor t  Term
Planning Hor izon  demand levels  a re
rea ched, pla nning sh ould begin for
Intermedia te Ter m Planning Horizon
levels of demand.  P lanning and
developin g to dema nd levels provides
fl e x i b i l i t y  w i t h i n  t h e  ca p i t a l
improvemen t  progra m as t he ca pit a l
invest ments can  be a ccelera ted or
slowed, depending upon a ir  ca rgo
dema nd levels.

Appr oxim a t ely $11.1  m illion  is
progra mmed for  the development  of the
schedu led a ir  ca r r ier  a ir  freigh t
buildings.   Of  th is,  approximately $4.9

million  is requ ired for  the reloca t ion  of
the exist ing a ir  freigh t  bu ilding.  As
ment ioned pr eviously, the r emoval and
replacement  of th is building would be
needed to accommodate an  ext ension  of
t h e exist ing ter m ina l Depa rt ur e
Concourse B.  Should t he depa rt ur e
concourse be extended  to the wes t , th is
bu ildin g would need to be removed to
a llow for  t a xi access to the ga te
positions.  Th is bu ildin g is a lso reaching
the en d of its u seful life.  The
r ep la cem en t  of t h is bu ildin g is
programmed for  the Shor t  Term
Planning Horizon considering these
factors.

T h e  r e m a i n i n g  $ 6 . 2  m i l l i on
progra mmed for  a ir freight  bu ildin g
const ruct ion  is r ela ted t o the second a ir
freigh t   bu ildin g  planned  a long Gibson
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Boulevard.  Th is bu ildin g will be needed
after  th e const ruct ion  of the second
t er m in a l bu ildin g a n d will  b e
complet ely dependen t u pon t he n eeds of
the a ir  ca r r ier s u sing tha t  t ermina l.
The   const ruct ion    of   th is   bu ildin g  is

programmed for  the Long Term
Planning Hor izon  as the a ir  freight
bu ildin g p lanned  for  the Shor t  Term
Planning Horizon is a n t icipa ted to serve
schedu led a ir  car r ier  a ir  freight  demand
thr ough  the plann ing period.

T A B L E  V I-3 -B

C a p it a l Im p r o v e m e n t  P r o g ra m

Ai r C a rg o

T o ta l

C o s tN o . P r o je c t

S h o r t  T e rm  P la n n i n g  H o r iz o n

1 . R em ove E xis t in g B elly F r eigh t  B u ild in g $624 ,000

2 . C on st r u ct B elly F r eigh t  B u ild in g 2 ,848 ,000

3 . C on s t r u ct  B elly  F r eigh t  B u ild in g P a r k in g/T r u ck  C ou r t 634 ,000

4 . Con s t r u ct  Be l ly  F r e igh t  Bu i ld ing  Air s ide  Access 790 ,000

5 . N ew M a int en a n ce  Area  Civil  an d U t i l it ies 2 ,155 ,000

6 . N ew M a int en a n ce Ar ea  Bu ildin gs 5 ,049 ,000

7 . Reloca te  E xis t in g T-H a n ga r s 570 ,000

8 . E x p a n d  Air  C a r g o Ap r on  N o r t h 3 ,400 ,000

9 . E x t en d  C a r g o B u ild in g  N or t h 2 ,280 ,000

10 . E x t en d  C a r g o T r u ck  C ou r t  N or t h 375 ,000

11 . Ad d  C a r go B u ild in g  N or t h 2 ,314 ,000

12 . Ad d  C a r go P a r k i n g/T r u ck  C ou r t  N or t h 871 ,000

S u b t o ta l  S h o r t  T e rm  P la n n i n g  H o r iz o n $ 2 1 ,9 1 0 ,0 0 0

In t e rm e d i a te  T e rm  P la n n i n g  H o r iz o n

1 . E x t en d  C a r g o B u ild in g  S ou t h $2 ,492 ,000

2 . E x t en d  C a r g o T r u ck  C ou r t  S ou t h 860 ,000

S u b t o ta l  In t e rm e d i a te  T e rm  P la n n i n g  H o r iz o n $ 3 ,3 5 2 ,0 0 0

L o n g  R a n g e  P la n n i n g  H o r iz o n

1 . C on st r u ct N or t h  B elly F r eigh t  B u ild in g $2 ,848 ,000

2 . C on s t r u ct  N or t h  B elly  F r eigh t  B u ild in g P a r k in g/T r u ck  C ou r t 1 ,800 ,000

3 . C on s t r u ct  N or t h  B elly  F r eigh t  B u ild in g A ccess  R oa d 300 ,000

4 . Con s t r u ct  N or t h  Be lly F r e igh t  Bu i ld ing  Air s ide  Access 1 ,250 ,000

5 . C on s t r u ct  C a r go B u ild in gs  S ou t h  E n d  of Ap r on 2 ,848 ,000

6 . Const ru ct  S ou th  Ca rgo Access  Road /U t i l it ies  - P h a se  I 500 ,000

7 . Const ru ct  S ou th  Ca rgo Pa rk ing/Tru ck C ou r t  - P h a se  I 1 ,800 ,000

8 . C on s t r u ct  S ou t h  Air  C a r go A p r on 5 ,120 ,000

9 . Con st r u ct  Sou th  Ca r go Bu ildin gs 5 ,696 ,000

10 . C on s t r u ct  S o u t h  C a r g o A cce s s  R oa d /U t i lit i es  - P h a s e  I I 500 ,000

11 . C on s t r u ct  S o u t h  C a r g o P a r k in g /T r u ck  C o u r t  - P h a s e  I I 875 ,000

12 . E xi s t in g C a r go A p r on  R eh a bili t a t ion 225 ,000

13 . E xi s t in g P a r k in g/T r u ck  C ou r t  R eh a bili t a t ion 25 ,000

S u b t o ta l  L o n g  R a n g e  P la n n i n g  H o r iz o n $ 2 3 ,7 8 7 ,0 0 0

T o t a l  Ai r  C a r g o  D e v e l o p m e n t  C o s t s $ 4 9 ,0 4 9 ,0 0 0

Exh  ibit  VI -3 -B  dep  ict  s developm  en  t
staging for  t he exist ing a ir  ca rgo a rea .

App r ox im a t e ly  $38  m i l l ion  i s
programmed for  the main tenance and
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expa nsion of the exis t ing a ir  ca rgo area
through the p lanning per iod.  This
includes approxima tely $17 million  in
the Sh or t  Ter m Plann ing H or izon  for
nor ther ly ext ension  of the exist ing cargo
bu ildin g, nor ther ly extens ion  of the
apron , development  of the nor th  ca rgo
building, and  cons t ruct ion  of the
nor ther ly t ruck cour t  and a u tomobile
pa rking.  This  includes the cost s to
remove and reloca te the T-hangars  and
replace the maintenance a rea , which
will need to be completed pr ior  to
expansion  of the apron  to the nor th .

Ap pr oxim a t ely,  $3 .3  m ill ion  is
progra mmed for  the In termedia te Term
Planning Horizon.  This provides for  the
souther ly ext ension  of t he exist ing a ir
cargo building a nd t ruck cour t .

Appr oxim a t ely $1 7.3  m illion  is
pr ogra mmed in  t h e Long Term
Planning Hor izon  for  the development
of the southern  a ir  cargo facilit ies a nd is
progra mmed in two pha ses.  Phase One
includes the development  of the two a ir
cargo bu ildin gs loca ted a long t he
southern  port ion of the exis t ing a pron ,
and development  of the access road,
t ruck cour t , and au to par king to th ese
buildings.  Ph a se Two includes the
development  of the sou thern  apron
area , remain ing cargo build ings , t ruck
cour t , au to pa rk ing an d access road.

EN V IR O N M EN T A L

O VER VIEW

As ment ioned previously, a ll of the
improvemen ts planned for Albuqu erque
In terna t iona l Sunport  will requ ire
com p lia n ce  w i t h  t h e  N at iona l
En vironm ental Policy Act (N EPA) of
1969, as a men ded.  As det a iled in  FAA
Order 5050.4A, Airport En vironm ental
Handbook , the p lanned  a ir  cargo facility
improvemen ts descr ibed pr eviously in
th is chapt er  will be categorically
excluded and will not  require forma l
NEPA documenta t ion .  However, these
project s will be fur ther  eva lua ted to
ensu re complian ce with  environmenta l
issues such  as wet lands, t h rea tened or
enda ngered species, and cult u ra l
resources du r ing t he federa l, st a te,
an d/or local perm itting processes.

T a b l e  VI  -3  -C  s u m  m a  r i z es  a
preliminary review of environmen ta l
issues tha t  would need to be a na lyzed in
more det a il with in  the permit t ing
processes.  This review considers th e
ma in  environmenta l resour ces required
to be studied by F AA Order  5050.4A.
Th is an alysis d oes n ot  addr ess
m it iga t ion  or  t h e r es olu t ion  of
environmenta l issues.  Mit iga t ion
measu res a re determined  in  the
permit t ing processes.  A complete
descr ipt ion  of the en vir on men ta l
resources is provided in  Sect ion  F ive of
Chapter  F ive.
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Exhibit VI-3-B
AIR CARGO

DEVELOPMENT STAGING

0 800

SCALE IN FEET

UN
IV

ER
SI

TY
 B

LV
D.

UN
IV

ER
SI

TY
 B

LV
D.

UN
IV

ER
SI

TY
 B

LV
D.

EXISTING RENTALEXISTING RENTAL
CAR FACILITYCAR FACILITY

EXISTING RENTAL
CAR FACILITY

TRUCK COURTTRUCK COURTTRUCK COURT

AIR CARGOAIR CARGO
BUILDINGBUILDING

AIR CARGO APRON

AIR CARGO APRON
AIR CARGO
BUILDING

AIRLINEAIRLINE
FUEL FARMFUEL FARM
AIRLINE
FUEL FARM

AUTO PARKINGAUTO PARKINGAUTO PARKING

AIR CARGO APRON

SP
IR

IT
 D

RI
VE

SP
IR

IT
 D

RI
VE

SP
IR

IT
 D

RI
VE

2

1

5

2
1

6

8 7

4

2

3

1

5

5

2

6

8

3

4

7

SHORT TERM PLANNING HORIZON

New Maintenance Area Civil and Utilities

New Maintenance Area Buildings

Relocate Existing T-Hangars

Expand Air Cargo Apron North

Extend Cargo Building North

Extend Cargo Truck Court North

Add Cargo Building North

Add Cargo Parking/Truck Court North

1
2
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INTERMEDIATE TERM PLANNING HORIZON

Extend Cargo Building South

Extend Cargo Truck Court South
1

LONG RANGE PLANNING HORIZON

Construct Cargo Buildings South End of Apron

Construct South Cargo Access Road/Utilities - Phase I

Construct South Cargo Parking/Truck Court - Phase I

Construct South Air Cargo Apron

Construct South Cargo Buildings

Construct South Cargo Access Road/Utilities - Phase II

Construct South Cargo Parking/Truck Court - Phase II

Existing Cargo Apron Rehabilitation

Existing Parking/Truck Court Rehabilitation
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T A B L E  V I-3 -C

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  C a r g o  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

N o i s e • N o  im p a ct s  a n t icip a t e d .

C o m p a t i b le  L a n d  U s e • N o  im p a ct s  a n t icip a t e d .

S o c i a l  Im p a c t s  • N o  im p a ct s  a n t icip a t e d .

I n d u c e d  S o c i o e c o n o m i c  I m p a c t s • N o  im p a ct s  a n t icip a t e d .

A i r  Q u a l i t y  • N o impa ct s  a n t i cipa t ed .   The  u se  of bes t

m a n a ge m en t  p r a ct ice s  d u r in g con s t r u ct ion

ac t ivi t ie s  w i ll  r educe  an y  a i r  qu a l i t y  im pa ct s .

Wa t e r  Q u a l i t y • As d iscu ss ed  in  C h a p t er  O n e, t h e a ir p or t  w ill

n eed t o con t in u e  to  com ply  wi th  th e i r  cur ren t

N P DE S ope ra t ion s  pe rm i t  r equ i r em en t s .

• W it h  r eg a r d  t o con s t r u ct ion  a ct ivi t ies , t h e

a ir p or t  a n d  a ll a p p lica ble  cont r a ctor s w ill

n eed  to com p ly w it h  t h e r equ ir em e n t s a n d

pr ocedu res  of th e  con s t r u ct ion  re la ted

N P D E S  G en e r a l P e r m i t , in clu d in g  t h e

p r ep a r a t ion  of a  N oti ce of I n ten t  a n d  a

S torm w ater  Pol lut ion  Prevent ion  Plan , p r ior

t o th e in it ia t ion  of p r oject con st r u ction

a ct ivi t ies . 

S e c t io n  4 (f)  L a n d s • N o  im p a ct s  a n t icip a t e d .

H i s to r ic a l  a n d  C u l tu r a l  R e s o u r c e s • F u r t h er  coor d in a t ion  w it h  t h e  S t a t e H ist or ic

P res erva t ion  Officer  (SH P O) wi ll  be  requ i red

p r ior  t o pr oject im p lem en t a t ion  a n d  field

s u r v e ys  m a y  be  r eq u ir e d .

T h r e a te n e d  o r E n d a n g e re d  S p e c i e s  a n d

B i o lo g ic a l R e s o u rc e s

• Cor r e spon den ce  r ece ived  from  th e  U .S . F i sh

a n d  W ild life  S er v ice  (F W S ) in d i ca t e d  t h a t  n o

feder a l ly-l is ted  th rea ten ed or  en da n gered

spec ies  a r e  p r esen t  an d  t h u s  wi ll  no t  be

a f fect ed  by  th e  p roposed  p r oject s .

• U n d er  t h e M igr a t or y B ir d  Tr ea t y Act

(MBTA) th e  t a k ing  o f m igra to ry  b ird s , n es t s ,

a n d eggs  i s  pr oh ibited .   To min im ize th e

l ike l ihood of a  ta kin g, th e  F WS  recom m en ded

t h a t  con s t r u ct ion  a ct ivit ies  occu r  ou t sid e t h e

n es t in g s ea son  of M a r ch  t h r ou gh  Au gu s t , or  a

su r ve y b e com p le t ed  p r ior  t o con s t r u ct ion  t o

de te rm ine  th e  poten t i a l  a ffect  on  th ese

p r otect ed  spec ie s .
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T AB L E  VI-3 -C  (C o n t i n u e d )

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  C a r g o  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

Wa t e rs  o f t h e  U .S . i n c lu d i n g  We t la n d s • N o  im p a ct s  a n t icip a t e d .

F lo o dp la in s • N o impa ct s .

W i ld  a n d  S c e n i c  R i v e r s • N o impa ct s .

F a rm l a n d • N o impa ct s .

E n e rg y  S u p p ly  a n d  N a tu r a l R e s o u rc e s • N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

L i g h t  E m i s s i o n s • N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

S o l i d  Wa s t e • N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

S U MMAR Y

T h e  r e c o m m e n d e d  p l a n  f o r
accommodat ing a ir  ca rgo act ivit ies a t
Albuqu erque Int erna t iona l Sunpor t  has
been developed in  coopera t ion  with
inpu t  from a dvisor y com m itt ees,
int erest ed cit izens, a nd t he Cit y of
Albuquerque.  It is designed to assist
the Cit y in  making decisions r ela t ive to
the fu ture growth  in a ir car go act ivit ies
a t  Albuquerque In terna t iona l Sunpor t
over t he n ext  25 year s and beyond.

F lexibility will be a  key to the pla n
s ince act ivity may not occur  exa ct ly a s
forecast . The plan  has considered
demands tha t could be placed upon the
a irpor t  even beyond the 25-year
p lanning per iod  to ensure tha t  the
facility is ca pa ble of accomm odat ing a
var iety of circumstances . Following the
gener a l recommendat ions  of the p lan ,
the a irpor t  can  ma int a in it ’s long-term
viability and cont inue to provide
efficient  a ir car go services to the region .
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This chapter of the Master Plan
focuses on facilities serving general
aviation at Albuquerque
International Sunport.  General
aviation facilities primarily consist
of aircraft maintenance and storage
hangars and aircraft parking aprons.

This chapter includes three sections:
Facility Requirements, Alternatives,
and Recommended Program.
Section One is includes a
description of available facilities,
compares them to forecast demand,
and estimates the type and size of
facilities needed to accommodate
future demand.  Section Two
evaluates alternatives for future
development which will form the
basis for recommended general
aviation development at
Albuquerque International Sunport.
Section Three describes the
recommended general aviation 
development plan and includes the 

future capital projects required to
implement the plan.

INVENTORY

The general aviation facilities are
located in the southwest quadrant,
west of the Runway 12-30/Runway
3-21 intersection as shown in
Exhibit VII-1-A.  These facilities are
accessed primarily via Clark Carr
Road from Spirit Drive or Access
Road B. Spirit Drive and Access
Road B intersect with University
Boulevard.  Clark Carr Road
previously intersected with
University Boulevard.  This
intersection was eliminated during
the construction of the consolidated
rental car facility.

The general aviation complex
includes the primary Fixed Based
Operator (FBO) area and adjacent 
T-hangars and aircraft
storage/maintenance hangars. 
The primary FBO area is roughly
pentagonal in shape, being 
initially designed to accommodate
five separate FBO pods.
Constructed in the early 1980’s, 
this area provides approxi-

Chapter Seven
General Aviation
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Section One
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mately 200,000 square ya rds of apron
a rea .  Severa l priva te compa nies
provide ser vices t o genera l avia t ion
users a t  Albuquerque In terna t iona l
Sunpor t .

Cut ter  F lying Service pr ovides a  fu ll-
range of services to genera l avia t ion
a ir cra ft  inclu ding: fuel services, a ircra ft
sales, a ir cra ft  main tenance and repa ir .
Cu t ter  F lying Service opera tes two
facilities.  The pr imary bu ildin g tota ls
approximately 65,600 squa re feet  wh ich
includes both  office and  hangar  spa ce.
Th e Cu t t er  Wes t  han ga r  t ot a ls
approximately 56,500 square feet  and is
used pr ima r ily for  a ircra ft  st orage.  The
New Mexico Aviat ion  Depar tment  and
U.S. Customs Service lease offices a t
Cut ter  F lying Service.

Seven Ba r  Avia t ion , Seven  Ba r  F lying
Service, Mounta in  Avia t ion , Rober t son
Air cra ft  and Bode Avia t ion  opera te from
a  single 65,400 square-foot  facility
loca ted on t he southwes t  por t ion  of the
FBO area .  Seven  Ba r  Avia t ion  provides
fuel and line services and a ircra ft
st orage.  Seven  Bar  F lying Service
provides a ir cra ft  cha r ter  and a ir
ambulance services.  Rober t son  Aircra ft
provides aircraft m ain ten an ce services.
Moun ta in  Avia t ion  and Bode Avia t ion
provide a ircraft  char ter  and  fligh t
t ra in ing services.  The U.S. Forest
Service a lso opera tes from t h is facilit y.
The U.S. Forest  Ser vice opera t es a  fleet
of Beechcra ft  Ba rons a nd Cessn a  206s
from Albuqu erque In terna t iona l Sun-
por t  in  su ppor t  of aer ia l firefigh t ing
opera tions.

A th ird FBO facility is lea sed by the
City to Eclipse Avia t ion , who is
developin g a  prototype bus iness  jet

a ircra ft .  The facilit ies include a  41,500
square-foot  hangar  and 55,000 squa re-
foot  office complex.

The Century Hangar  an d FAA/AANC
NDI Valida t ion  Center  a re loca ted
north west of the primary FBO area
a long Taxiway E1.  The Century
Hangar  tota ls a pproxima tely 50,000
square feet .  This hangar  is served by a
7,700 square yard  apron .  The
FAA/AANC NDI Valida t ion  Center
opera tes from a  26,000 square-foot
bu ildin g. This facility is served by a n
8,100 square yar d a pron  a rea .  These
hangars a re not  considered to be
ava ilable for  pu rposes of a ir cra ft
st orage/maint enance.

The Four  Seasons and West ern  Air
hangars a re loca ted nor thwest  of
Taxiway F .  Access is provided from
Access Road C. The Four  Seasons
hanga r  tota ls appr oxima tely 10,000
square feet .  The Western  Air  facility
tot a ls appr oxima tely 9,200 squa re feet .
An 11,900 square ya rd a pr on  is loca ted
a long the north east  side of th e ha ngar s.

Sout hwest  of Western  Air  a ircraft  a re
two rows of T-hangars .  T-hangars  a re a
specific hanga r  design t ha t  provides for
segrega ted a ircra ft  storage a rea s wit h in
one la rger  facility.  A tota l of 16 hanga r
un it s a r e aviable in  the two T-hanga r
un its.  Th is is  compr ised of a  10-unit T-
hangar  and 6-unit  T-hangar  facilit y.

R E Q U IR E MEN T S

The master plan  forecast s provide
considera t ion  for  an  increa se in genera l
avia t ion  act ivity at  ABQ.  The long
range hor izon  sugges ts a  38 percent
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Exhibit VII-1-A
GENERAL AVIATION

FACILITIES
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1)  CENTURY HANGAR - 50,000 s.f.
     (non-general aviation)

2) FAA/AANC NDI VALIDATION
 CENTER - 26,000 s.f.
 (non-general aviation)

3)  CUTTER WEST HANGAR - 56,500 s.f.

4)  CUTTER FLYING SERVICE - 65,600 s.f.

5) ECLIPSE HANGAR - 41,500 s.f.
6) ECLIPSE BUILDING - 55,000 s.f.

7)  SEVEN BAR AVIATION - 65,400 s.f.

8)  WESTERN AIR - 10,000 s.f.

9)  FOUR SEASONS - 10,000 s.f.

10)  T-HANGARS - 8,900 s.f.

11)  T-HANGARS - 15,880 s.f.
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increase in  based a ir cra ft  and a  50
percent  increase in  genera l avia t ion
opera tions.  Even with  these hor izon
levels, act ivity is expected to do no more
than recapture t he levels of act ivity
experienced in t he ear ly 1980's.

The development  of Double Ea gle II
Air por t  in  the 1980's a s a  genera l
avia t ion  reliever a irport  for  ABQ ha s
provided general aviat ion u sers an
a lt erna t ive t o ABQ.  I t  has been  the
policy of the Avia t ion  Depar tment  to
encourage th e use of Double Ea gle II
Air por t  by genera l avia t ion .

The facility requ iremen ts r eflect  th is
policy in  r ecogn izin g t h a t  a ny
sign ifica nt  growth  beyond the exis t ing
facility will be directed  to Double Eagle
II Airpor t .  Im provemen ts a nd upgra des
of the exist ing gener a l avia t ion  a rea  to
suppor t  the increa sin g per cen tage mix
of business-class a ircra ft  will be
support ed.  The exist ing a nd fu ture fleet
mix project ions a re su mmarized in
Table  VII-1-A.

TAB LE VII-1-A
F le e t Mix  P ro je c tio n s

FUTURE F LEE T MIX

Aircraft  Type
Ex is tin g

N e e d
Sh ort
Term

Inte rmed iate
Term

Lo n g
Term

Single Engine
Mult i-Engine
Turboprop
J et
Helicopter

135
64
15

8
5

146
65
18
12

6

153
66
20
16

7

178
69
29
28

9

Tota l 227 247 262 313

Upon review of informat ion  collect ed
during the in it ia l inventory, more than
50 per cen t  of the loca lly ba sed  fleet  is
ha nga red, wit h  a  m u ch  h igh er
percen tage of t he mult i-engine a ir cra ft
in  hangars.  For  pu rposes  of project ing
fu ture hangar  requ iremen ts, sim ila r
percentages have been  assumed.  The
assumpt ions with  regard  to hangar ing
a n d  t i e -d ow n  r eq u i r e m e n t s  i s
summar ized  in  Tab  le  VII-1-B  .

A planning st anda rd of 1,200 squa re
feet  per  ba sed  a ircra ft  is used to project
h a n ga r  s t or a ge requirem ent s for
helicopters and piston-powered fixed
wing a ircra ft .  A planning s tandard  of
2,500 square feet  is used for  each
t u r bin e a ir cr a ft  a ssu m ed t o be
ha nga red.  A 15 percent  factor  is added
to la rge hanga r s t o r eflect  a ir cra ft
ma inten an ce requiremen ts.
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TABLE  VII-1-B
Han garing  and  Tie-Dow n Re quire me nts

FUTURE  RE QU IREME NTS

Ai rc ra ft  t o b e  H an g are d
E xi st in g

N e e d
Sh ort
Term

Interm ed iate
Term

Lo n g
Term

Rotorcra ft , P is ton  Aircra ft
Turbine Aircra ft
Tota l

93
   23

116

98
   30
128

102
   36
138

115
   57
172

Aircra ft  to Tie Down 111 119 124 141

The fu ture hangar  requirements  a re
summarized in  Table  VII-1-C.  The
an alysis indica tes tha t  addit iona l
hanga r  spa ce is adequ a te.  Cu rren t ly,
some cross-u t iliza t ion  of space and
s tor ing aircraft with in less spa ce tha t
the planning st anda rd has pr ovided
sufficien t   hangar   s torage.   There could

ultim a tely be a n eed for  a ddit iona l
h a n g a r s  a n d  e x i s t in g  h a n g a r
improvemen ts to accommodate the
growing business jet  fleet.  For  exam ple,
one fixed base opera tor h as indica ted a
need for a  30-foot  ha nga r door  to
accommodate the h igh  end corpora te
a ircra ft .

T AB L E  VII-1 -C

H a n g a r  R e q u i r e m e n t s

F U T U R E  R E Q U I R E M E N T S

E x i s ti n g

N e e d

S h o r t

T e r m

I n t e r m e d i a t e

T e r m

L o n g

T e r m

P is ton  E n g in e , Roto rcra ft  (Pos i t ion s )

Ar ea  (s.f.)

Tu rb ine  (P os i t ion s )

Ar ea  (s.f.)

S u bt ot a l

M a in t en a n ce R eq u ir em en t s  (s.f.)

T o t a l C o n v e n t i o n a l H a n g a r  Ar e a  (s .f.)

93

112 ,000

23

   58 ,000

160 ,000

24 ,000

184 ,000

98

118 ,000

30

   75 ,000

193 ,000

29 ,000

222 ,000

102

122 ,000

36

   90 ,000

212 ,000

32 ,000

244 ,000

115

138 ,000

57

142 ,000

280 ,000

42 ,000

322 ,000

Parking apron  is necessa ry for  both
loca lly based  a ircraft  and  t ransien t
a ircra ft .  The number  of loca lly based
a ir cra ft  which  need t ie-down posit ions
were iden t ified in  Table  VII-1-B .  The
number  of t ransien t  pa rking posit ions
are der ived from the forecast  of busy

day opera t ions , it ineran t  opera t ions
percentage, and peaking character istics.
Apron  for  loca l t ie-downs is  est ima ted a t
360 squ are ya rds per  a ircra ft .

For  ABQ, the it ineran t  oper a t ions in
the gener a l avia t ion  ca tegory reflect  85
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percen t  of the tota l genera l avia t ion
act ivity.  The number  of t r ans ien t
parking posit ions  a re based  upon a
p lanning st anda rd which  uses 25
percen t  of the busy day it ineran t
opera tions.

A pla nn ing s tandard  of 700 square
yards per position wa s assigned t o the
t rans ien t  apron .

The resu lt s  of the parking apron
requ irements ana lysis h a ve been
summarized in  Ta ble  VII-1-D.  The
capa city of the exis t ing apron  appears
to sa t isfy exist ing need, long-term
requirem ent s.

T AB L E  VII-1 -D

A i r c r a f t  P a r k i n g  A p r o n  R e q u i r e m e n t s

F U T U R E  R E Q U I R E M E N T S

E x i s ti n g

N e e d

S h o r t

T e r m

I n t e r m e d i a t e

T e r m

L o n g

T e r m

T ra n s ien t  Air cr a ft

 P osit ion s /Ap r on  Ar ea  (s.y .)

62

43 ,400

69

48 ,300

75

52 ,500

91

63 ,700

Loca lly -B a sed  Air cr a ft  P os it ion s

 Ap r on  Ar ea  (s.y .)

111

36 ,400

119

39 ,800

124

41 ,400

141

48 ,200

Tot a l P os it ion s

Tot a l Ap r on  Ar ea  (s.y .)

163

79 ,800

178

88 ,100

189

93 ,900

232

111 ,900

Gen er a l a via t ion  t er m in a l/office
facilit ies provide ar ea  for  pilot ’s lounge,
fligh t  planning, concessions, FBO
management , cla ssrooms, and offices.
These facilit ies are genera lly provided
by t h e in dividu a l oper a t ors, in
st ructures a t t ached to their  ma in
ha ngar s.  For  exam ple, t he Cut ter
F lying Service facility has 21,000
square feet  in one building, and a nother
5,000 square in  anoth er  bu ildin g.
Seven Bar  Avia t ion  has a  simila r
amount  of a rea  dedicat ed to offices,
pilot ’s lounge a nd flight  pla nning.

Gen er a lly, t h e m et h odology for
determining fu tu re genera l avia t ion
termina l facility n eeds uses typ ica l
design  hour  pa ssengers, a ssigning 2 to

2.5 passen ger s per  des ign  hour
opera t ion , then assigns  a  required
square footage per pa ssen ger  (usu a lly
90-100 square feet ).  For  ABQ, th is
would yield a squ are footage requ ire-
ment  of appr oxima tely 7,200-8,000
square feet .  Obviously, t he individua l
FBOs a re providing s ign ifica nt ly m ore
ar ea t ha n t his met hodology support s.

Another  methodology which  can  be
exam ined applies office spa ce t o lar ge
hanga r  development  a t  a  ra t io of one
square foot  for  each  five square feet  of
hangar  spa ce.

Public parking requirements have a lso
been assigned, based upon  a  need to
provide one pa rking space for  each
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1,000 squ are feet of ha nga r a nd office
a r ea .  Th e office a n d parkin g
requ irements have been su mmarized in
Table  VII-1-E .

The gen era l avia t ion requiremen t s have
been  summar ized  in  Ex h ib it  VII-1-B .

TABLE  VII-1-E
Termin al/Office an d P ublic  P arking  Requ irem en ts

FUTURE  RE QU IREME NTS

E xi st in g
N e e d

Sh ort
Term

Interm ed iate
Term

Lo n g
Term

Hangar  Area  (sq. ft .) 184,000 222,000 244,000 322,000

Ter mina l/Office Area  (sq. ft .)
  (1 sq. ft ./4 sq. ft . of hangar ) 37,000 44,000 49,000 79,000

Pu blic Pa rk ing (spaces)
  (spa ce/1,000 sq. ft . of hangar ) 184 222 244 322

Public Parking Area  (sq. ft .) 65,000 78,000 86,000 113,000
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Exhibit VII-1-B
GENERAL AVIATION REQUIREMENTS

CurrentAvailable Short Term Intermediate Long Range

Conventional 
Hangars 
(sq. ft.) 281,700 184,000 222,000 244,000 322,000

Positions 150± 116 128 138 172

Terminal/
Office Space 
(sq. ft.) 55,000 37,000 44,000 49,000 64,000

Public Parking
Area (sq. ft.) 300,000 65,000 78,000 86,000 113,000

Parking Spaces 953 184 222 244 322

Parking Apron
(sq. yds.) 126,500 79,800 88,100 93,900 111,900

Transient 
Positions 100± 62 69 75 91

Local Positions 140 111 119 124 141
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This second section of Chapter
Seven examines the development
options available for the orderly
expansion of general aviation
facilities at Albuquerque
International Sunport. General
aviation facilities primarily consist
of aircraft maintenance and storage
hangars, general aviation terminal
buildings, automobile parking areas
and aircraft parking aprons.

Requirements for general aviation
facility needs were presented
previously in Section One. Table
VII-2-A summarizes the projected

general aviation facility needs for
Albuquerque International Sunport.
As shown in the table, the
requirements analysis determined
that existing general aviation
facilities could be expected to
accommodate projected general
aviation demand through at least
the Intermediate Term Planning
Horizon demand levels. At Long
Term Planning Horizon demand
levels, the Master Plan projected a
need for an additional 40,300 square
feet of conventional hangar space
and 9,000 square feet of terminal
building space.

While the existing hangar space
appears to be adequate, the facility
requirements analysis did indicate
the need for hangar facilities to
more adequately accommodate the
tail heights of common business
class aircraft utilizing Albuquerque
International Sunport. For example,
one of the fixed base operators is
considering the development of a
new hangar facility to accommodate
30-foot tail heights.
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T AB L E  VII-2 -A

G e n e r a l  A v i a t i o n  F a c i l i t y  R e q u i r e m e n t s

Cu rre n t ly

Av a i la ble

S h o r t  T e r m

N e e d

I n t e r m e d i a t e  T e r m

N e e d

L o n g  T e r m

N e e d

C on ve n t ion a l H a n ga r s  (s.f.) 281 ,700 222 ,000 244 ,000 322 ,000

Air cr a ft  P a r k in g Ap r on  (s.y .) 126 ,500 88 ,100 93 ,900 111 ,900

Ter m in a l / Office  S p a ce (s .f.) 55 ,000 44 ,000 49 ,000 64 ,000

Au t om obile P a r k in g (s .f.) 300 ,000 78 ,000 86 ,000 113 ,000

Pr ior  to examining opport un ities for
gener a l avia t ion  development , it  is
impor tan t  to consider  the role of gener a l
a via t ion  a ct ivit y a t  Albuqu erque
In terna t iona l Sunpor t .  As ment ioned
previously in  th is  chapter , it  is  the
policy of the Avia t ion  Depar tment  to
encourage th e use of Double Ea gle II
Air por t  by gen era l avia t ion .  Double
Eagle II  Airport  wa s specifica lly
const ructed to serve a s a  genera l
a v i a t i on  r e l i e ve r  a i r p or t  for
Albuqu erque Interna t iona l Sunpor t .  As
a  reliever airport , Double Ea gle II
Air por t  is expected to relieve t ra ffic a t
Albuqu erque In terna t iona l Sunpor t  by
pr oviding an  a lter na te lan ding ar ea  for
gener a l avia t ion  a ir cra ft .  By con t rast ,
the role of Albuquerque In terna t iona l
Sunpor t  in  the regiona l and  na t iona l
a via t ion  syst em  is t o pr ima r ily
accommodate commercia l a ir  service
wh ich  includes  both  sch edu led
passenger  a ir lines and a ir  ca rgo.

The Avia t ion  Depar tmen t  policy sh ould
not  be viewed as dimin ish ing the role of
gener a l avia t ion  a t  Albuqu erqu e
In t er n a t ion a l Su npor t .   Gener a l
avia t ion  services will be needed for  the
foreseeable fu ture a t  Albuquerque
In terna t iona l Sunpor t .  There is a
s e g m e n t  of ge n e r a l  a vi a t i on ,
par t icu lar ly business-class a ircraft , tha t
use Albuqu erque In terna t iona l Sunpor t
becau se of the capabilit ies of the a ir field

system a t  Albuquerque In terna t iona l
Sunpor t  and t he genera l avia t ion
services provided a t  the a irpor t .

Addit iona lly, Double Eagle II  Airport  is
not  curren t ly equipped to accommodate
the lar gest bu siness-class a ircra ft .  The
present  pavement  s t rength  r a t ing a t
Double Ea gle II Airport  is 30,000
pounds  single wheel loading.  This is
not  su fficien t  to accommodate business-
class  a ircra ft  on  a  regula r  basis .  This
leaves  Albu qu er qu e I n t er n a t ion a l
Sunpor t  to pr ima r ily serve business-
class a ircra ft  for  the community.

T h e  gen e r a l  a v i a t i on  fa ci l i t y
r e q u i r e m e n t s  for  Al b u q u e r q u e
In terna t iona l Sunpor t  were developed
to reflect  the Aviat ion  Depar tment
policy for  genera l avia t ion  use of the
a irpor t  and t he role tha t  Albuquerque
In terna t iona l Su nport  pla ys in  ser ving
business-class a ir cra ft .  The genera l
avia t ion  facilit y r equ irement s for
Albuqu erque In terna t iona l Sunpor t
recognize tha t  any significant  growth  in
gener a l avia t ion  beyond the capa bilit ies
of the exist ing gener a l aviat ion  a rea
will be a ccommoda ted a t  Double Eagle
II Air por t  or  other  genera l avia t ion
airports.  Fu ture improvements  to the
exist ing genera l avia t ion  a rea  a t
Albuqu erque In terna t iona l Sunpor t
sh ould prima rily focus on  the suppor t  of
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the increa sing num bers of business-
class a ircra ft  u t ilizing the a irpor t .

DEVELO P MENT
ALTER N ATIVES

The gener a l avia t ion  development
a lt erna t ives have been  orga nized to
examine the opportunities for  new
con ven t ion a l h a n ga r  developm en t
with in  the exist ing genera l avia t ion
a rea  and consider  the impact s of the
pr eviou sly  iden t i fi e d  p a ss en ger
t ermina l alt ernat ives.  As discussed
p r e v i ou s l y  i n  C h a p t e r  F ou r ,
considera t ion  ha s been given to
reloca t ing pa ssen ger t ermina l facilit ies
sou th of Runway 8-26.  This would
cau se the displa cement  of the exis t ing
gener a l avia t ion  a rea .  Two a lt erna te
development  a reas have been ident ified
for  the reloca t ion  of genera l avia t ion
facilit ies, should  the reloca t ion  of
pa ssen ger  t er m in a l  fac il it ies  be
included in  the fina l Master  P lan
recomm enda tions.

The gener a l avia t ion  development
alt ernat ives ar e presented a s follows:

Alternat ive A - development  oppor-
tunities a t  the exist ing genera l avia t ion
a rea .

Alternative  B1 - r eloca te genera l
avia t ion  facilit ies eas t  of Runway 3-21
to accommodate the reloca t ion  of
pa ssen ger t ermina l facilit ies south  of
Runway 8-26.

Alternat ive B2 - r eloca te genera l
avia t ion  facilit ies nor th  of Runway 8-26
to accommodate the reloca t ion  of

pa ssen ger t ermina l facilit ies south  of
Runway 8-26.

GEN ER AL AVIATION
ALTERNATIVE A

Exh  ibit  VII-2-A depict  s Genera l
Avi a t ion  Alter n a t ive A.   This
a lt erna t ive ident ifies loca t ions wit h in
the exist ing genera l avia t ion  a rea  for
the development  of new a ircra ft
hangars a nd reflect s hangar  project s
cur ren t ly un der considera t ion .  This
a lt erna t ive a lso cons iders the reloca t ion
of the exist ing T-hangars as requ ired to
implemen t  Air Ca rgo Alter na t ive A2.

Hangar  development  Area  A is loca ted
a long the apron  ar ea east  of the Cut ter
F lying Service west  hangar .  This a rea ,
pr esent ly used for  ou t side a ir cra ft
t iedown, provides approxima tely 45,000
square feet  of space for  hanga r
development .  Should a  hangar  be
developed in t h is a rea , it  should be
const ructed a t  leas t  162 feet  from the
Cu t t er  F lying Service west  hangar  to
provide for  Airplan e Design Group III
(wingspan s t o 118 feet ) a ircra ft  to
access the hangar .

Hangar  development  Area  B is loca ted
a long the wes tern  edge of the genera l
avia t ion  apron , ad jacent  t o the Na t iona l
Weather  Service pa rcel.  This a rea  ha s
been designed t o accommodate the
poten t ia l need  for  the development  of a
hanga r  for  the individua l storage of
a ircra ft .  Typically, th is involves the
development  of a  clear  span  hangar .
Three lea sable pa rcels a re r eserved in
th is a rea  which  cou ld accommodate
hangars to appr oxima tely 8,000 square
feet .  A hangar  of th is s ize could
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accommodate typica l bus iness jet
a ircra ft .  I t  should  be noted  tha t  the
exist ing genera l avia t ion  underground
fuel st ora ge t anks a nd glycol st ora ge
ta nks for  t he Avia t ion  Depar tment  a re
loca ted in  th is a rea .  These tanks would
have to be reloca ted to provide for
hangar  development  in t h is a rea .  The
exist ing fuel s torage tanks could
ultim a tely be loca ted in  the proposed
fuel fa rm  site a long Access Road C
(sh  own on Ex  h  ib  it  VII-2-A).  Sim  ila  r  to
Area  A, the hangar  facilit ies in  Area  B
should be developed a t  leas t  162 feet
from the Cut ter  F lying Service west
hanga r  to provide for  ADG III a ir cra ft
access in  th is a r ea .

The area  nor th  of Hangar  Area  B is
reserved for  t he reloca t ion  of the
exist ing genera l avia t ion  T-hangar s.
The reloca t ion  of th ese hangar s may be
required should  Air  Cargo Alterna t ive
A2 be implemented.  The reloca t ion  of
the T-ha ngar s wou ld  a lso require the
reloca t ion  of exist ing fuel stora ge
facilities.

A 5.4-acre lea sa ble pa rcel (Area  C) is
shown a long Taxiway E1.  Th is pa rcel is
best u t ilized for  a  commercia l opera t ion
such  a s a ircraft  main tenance, repa ir , or
manufactur ing.  The lack of apron  a rea
and pr oximity to the a ir field could lim it
it s use for  F ixed Base Opera tor  (FBO)
opera t ions wh ich  typically r equ ire la rge
apron  a reas adjacen t  t o the primary
FBO hangar .

GEN ER AL AVIATION
ALTERNATIVE B1

Genera l Avia t ion  Alterna t ive B1 is
sh  own on Ex  h  ib  it  VII-2-B  .  Alterna t ive

B1 depicts the development  of genera l
avia t ion  facilit ies eas t  of Runway 3-21
sh ould the passen ger t ermina l facilit ies
u ltim a tely be reloca ted  south  of
Runway 8-26, displacing the exist ing
gener a l avia t ion facilit ies .  Th is
a lt erna t ive sh a ll only be given
considera t ion  should the passen ger
t ermina l facilit ies be reloca ted south  of
Runway 8-26.  In  the event  tha t  the
pa ssenger  t ermina l facilit ies r emain  in
their  exist ing loca t ion , t h is a lt erna t ive
would no longer be va lid a s t he exist ing
gener a l avia t ion  a rea  has the capacity
to accommodate projected  long-term
gener a l avia t ion  demand and sh ould be
ret a ined.

In  th is a lt erna t ive, genera l avia t ion
facilit ies a re developed along a  new
apron  a rea  const ru cted a long a n ew
para llel t axiway const ructed 450 feet
east  of Runwa y 3-21.  Th is a lt erna t ive
a llows for  Runway 17-35 to remain
open .  This altern at ive depicts t he
development  of a  pu blic access roadway
from Univer sit y Bou leva rd since t h is
area  is n ot  pr esent ly ser ved by pu blic
roadway access .  This a lt erna t ive would
propose to tunnel un der  Runway 3-21 to
provide direct r oadwa y access.

Sect ion  Three of Chapter  F ive depicted
t wo ot h er  a lt er n a t ives  for  t h e
development  of public roadway access to
th is a rea .  This included developing a
su r face roadway, which exten ds beyon d
the Runway 3 end and connect s with
U n iver s i t y Bou leva r d  n ea r  t h e
U n ive r s i t y  B ou l e va r d /I n t er s t a t e
Highway 25 in terchange.  A second
a lterna t ive considered pr oviding pu blic
roadway access via a  new roadway
connect ing wit h  Ir a  Sprecher  Dr ive
sou theast  of the a irpor t .
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GEN ER AL AVIATION
ALTERNATIVE B2

Genera l Avia t ion  Alterna t ive B2 is
sh  own on Ex  h  ib  it  VII-2-C.  Alterna t ive
B2 depict s t he development  of gener a l
avia t ion  facilit ies west  of Runway 17-35
a lon g Ta xiwa y C.  Sim ila r  t o
Alterna t ive B1, th is altern at ive sha ll
on ly be given  cons idera t ion  should  the
pa ssen ger  t er m in a l fa cilit ies  be
reloca ted sou th  of Runway 8-26,
displa cin g t h e exist in g a via t ion
facilities.  In the even t  tha t  the
pa ssenger  t ermina l facilit ies r emain  in
their  exist ing loca t ion , th is a lt erna t ive
would no longer be valid as the exis t ing
gener a l avia t ion  a rea  has the capa city
to accomm odate projected long-term
gener a l aviat ion dem and.

Alterna t ive B2 p rovides for  gener a l
avia t ion  developm en t  by closin g Girard
Bouleva rd to a llow for  gener a l avia t ion
developm en t  a lon g  Ta xiwa y C.
Roadway access from Gibson Boulevard
would be from exist ing secondary
str eets.  A new access roa d would be
developed from Sunpor t  Boulevard and
connect  with  the new genera l avia t ion
access road.  This a lterna t ive a llows for
Runway 17-35 to remain open.

COMP ARIS ON OF
ALTERNATIVES B1 AN D B2

While both  Alter na t ives B1 and B2 can
accommodate     p rojected      long    t erm

gener a l aviat ion  needs, Alterna t ive B2
would inheren t ly have less development
costs.  Altern at ive B1 requires t he
development  of a  pa ra llel t axiwa y to
Runway 3-21, t he development  of an
en t irely new public access roadway and
ext ension  of pr imary u t ilit y services.
Alterna t ive B2 loca tes gener a l avia t ion
facilit ies a long an  exist ing pu blic
roadway, t axiway and in  an a rea  served
by all primary ut ility services.

S U MMAR Y

Genera l avia t ion  act ivity is an  in t egra l
component  of the tota l avia t ion  act ivity
a t  Albuquerque Interna t iona l Sunpor t .
The role of genera l a via t ion a ct ivity a t
the a irpor t  is  changing to include a
lar ger nu mber of business-class a ir cra ft
opera t ing a t  t he a irpor t .  This  is  the
resu lt  of the matur ing of Double Eagle
II Airport , which is serving the
remaining segmen ts of genera l avia t ion.
Albuqu erque In terna t iona l Sunport  a lso
has the a ir field capa bilit ies necessa ry to
serve business-class a ircraft  on  a
regula r  basis.  The existin g genera l
a via t ion  a rea  has the capability t o
a ccommoda t e gr owth  beyond t he
projected Long Term Planning Hor izon
demand levels.  Therefore, th is  a rea
sh ould be reta ined a nd opt imized to the
exten t  possible.  This preserves th e
pu blic and pr iva t e in fr a st ructure
investmen t s made in  th is a r ea .
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Exhibit VII-2-C
GENERAL AVIATION ALTERNATIVE B2
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The planning process for general
aviation facilities at Albuquerque
International Sunport has included
projections of future general
aviation demand and the type of
landside facilities required to
accommodate that demand. An
evaluation has also been made of
the options available for the 
future development of the general 
aviation complex at Albuquerque
International Sunport. Through this
process, a basic concept for the use
and improvement of general
aviation facilities at Albuquerque
International Sunport has evolved.
The purpose of this chapter is to
describe, in narrative and graphic
form, this plan. This plan has
considered the input of the City of
Albuquerque, airport users, airport
tenants, and the public.

Albuquerque International Sunport
and Double Eagle II Airport
together serve general aviation
demand for the region. Unlike the
commercial airline and air cargo
activities, which are accommodated
exclusively for the region from
Albuquerque International Sunport,
Double Eagle II Airport serves
general aviation activity exclusively.
Since the construction of Double
Eagle II Airport, it has been the
policy of the Aviation Department
to encourages the use of Double
Eagle II Airport by general aviation
aircraft. This ensures that each
airport can fulfill its particular role
in the aviation system.

Double Eagle II Airport was
specifically constructed to serve as 
a general aviation reliever airport
for Albuquerque International
Sunport. In this manner, Double
Eagle II Airport provides an
alternate landing area for 
general aviation aircraft, allowing
Albuquerque International Sunport
to fulfill its role in the regional 
and national aviation system to

Chapter Seven
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RECOMMENDED PROGRAM
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VII-3-2

accommodate commercial a ir ser vice,
includin g both scheduled passen ger
a ir lines and a ir  ca rgo.

Genera l avia t ion  is  an  impor tan t
component  of avia t ion  act ivity a t
Albuqu erque In ter na t iona l Sunpor t , a
role which  is  not  eas ily replaced by
Double Ea gle II Airpor t .  Albuquerque
In terna t iona l Sunpor t  is h ome to nea r ly
230 gener a l avia t ion  a ircraft  and
a ccomm oda t es more tha n  70,000
gener a l avia t ion oper a t ions  annua lly.
There is  a  segment  of genera l avia t ion ,
par t icu lar ly business class a ircra ft , t ha t
use Albuquerque Int erna t iona l Sunpor t
becau se of the capa bilit ies of the a ir field
system a t  Albuquerque In terna t iona l
Sunpor t  and the genera l avia t ion
services provided a t  the a irport . Double
Eagle II Airpor t  is not  fu lly equipped to
serve business cla ss a ircra ft .

R ECO MMEN D ED  P LAN

T h e  r e co m m e n d e d  p l a n  f o r
a ccom m oda t in g gen er a l a via t ion
act ivity a t  Albuquerque In terna t iona l
Sunpor t  is  shown on  Ex  h  ib  it  VII-3-A.
Th is plan  closely follows Alter na t ive A
presen ted previously in  Sect ion  Three of
th is chapter .  Alterna t ive B and
Alterna t ive C a re not  included in  the
recommended plan .  As discussed
p r e v i ou s l y  i n  C h a p t e r  F ou r ,
Alter na t ives B an d C were developed as
considera t ion  had  been  given  to
reloca t ing pa ssen ger t ermina l facilit ies
sou th of Ru nwa y 8-26.  Th is would have
displaced the exist ing genera l avia t ion
a rea .  Having concluded  tha t  the
pa ssen ger  termina l a rea  will remain ,
and be expan ded in it s pr esen t  loca t ion ,
Alter na t ives B and C presented in

Sect ion  Thr ee no longer n eed to be
considered.

The recommended genera l avia t ion pla n
con sider s  op por t u n it ies  for  n ew
con vent ion a l h a n gar  developm en t
with in  the exist ing genera l avia t ion
a rea  to ser ve bu sin ess  a ircra ft  use of
the a irport . This includes two poten t ia l
hanga r  a reas  a long the exist ing a pron
area  and a  hangar  development  pa rcel
a long Taxiwa y E1.

As shown on  Exhibit  VII-3 -A , Seven
Bar  Aviat ion h as pr oposed hanga r
development  for  the por t ion  of the apron
between Eclipse Avia t ion  and  exis t ing
Seven Bar  Avia t ion  facility.  A second
hangar  development  a rea  is reserved
a long the apron  a rea  east  of the Cut ter
F lying Service west  hangar .  This a rea ,
pr esent ly used for  ou t side a ir cra ft
tiedowns, pr ovides a ppr oxi-ma tely
45,000 square feet  of space for  hanga r
development .  Should a  hangar  be
developed in t h is a rea , it  should be
const ructed a t  least  162 feet  from the
Cut ter  F lying Service west  hangar  t o
provide for Airplane Design Gr oup I II
(wingspa ns to 118 feet ) a ircra ft  to
access the hangar .  A fina l development
area  is reserved along Taxiway E1.
Th is is a  5.4-a cre pa rcel designed t o
accommodate an  FBO hangar  and
apr on  a rea .  Veh icle access  is ava ilable
from Access Road B.

The recommended genera l avia t ion  pla n
reserves a reas  for  the reloca t ion  of the
exist ing T-hanga r  facilit ies .  Reloca t ion
of the T-hangar  fa cilities will be
required prior  to the expansion  of the
a ir  ca rgo apron  to the nor th .  The T-
hanga r  facilities will be reloca ted to the
west  por t ion  of the exist ing gener a l
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a vi a t i on a  r  ea  a  s sh  own on Ex  h  ib  it  VII-
3-A.  Cla  r  k Ca  r  r  Roa  d will be r  ea  lign  ed
to provide for  the reloca t ion  of t he
ha ngar s.  The T-hangar  facilit ies have
been loca ted to ensure the in tegr ity of
the exist ing u ndergr ound fuel stora ge
ta nks and n ot  requ ire t he r eloca t ion  of
th ese facilities.

Ap p r oxim a t e ly $9 .3  mi l l ion  in
invest ments   a re   p rogrammed  for   the

gener a l avia t ion  a rea  as  shown in
Table  VII-3-A.  These investm ents
focus on  main ta in ing the exis t ing
i n f r a s t r u c t u r e  a n d  i n c l u d e
rehabilita t ing the apron  a rea , Cla rk
Carr  Road, and the au tomobile parking
a rea .  Any new h anga r  developments
are assumed to be developed pr iva tely.
The reloca t ion of th e T-ha ngar s is also
progra mmed.

T AB L E  VII-3 -A

C a p it a l Im p r o v e m e n t  P r o g ra m

G e n e r a l Av i a ti o n

T o ta l

C o s tN o . P r o je c t

1 . Reloca te  E xis t in g T-H a n ga r s $570 ,000  

2 . S ou t h  G en er a l Av ia t ion  Ap r on  R eh a bili t a t ion 8 ,200 ,000  

3 . C la r k  C a r r  R oa d  R eh a bili t a t ion 75 ,000  

4 . Au t o P a r k i n g R eh a b ilit a t ion 500 ,000  

T o t a l  G e n e r a l  A v i a t i o n  D e v e l o p m e n t  C o s t s $ 9 ,3 4 5 ,0 0 0  

EN V IR O N M EN T A L

O VER VIEW

As men t ioned previously, a ll of the
improvemen ts plan ned for  Albuqu erque
In terna t iona l Su nport  will r equire
com p l ia n ce  w i t h  t h e  N a t ion a l
Env ironm ental Policy Act (N EPA) of
1969, a s amended.  As det a iled in  FAA
Order 5050.4A, Airport En vironm ental
Han dbook , the planned genera l avia t ion
fa ci l i t y im pr ove m en t s  descr ibed
pr eviously in  th is  chapter  will be
ca tegorically excluded a nd  will not
require formal NEPA documenta t ion .
However , these project s will be fur ther
eva lua ted to ensu re complia nce wit h
environmen ta l issues such  a s wetlands,
threa tened  or   en da nger ed  species , and

cu ltu ra l resources du r ing t he federa l,
st a te, and/or  loca l per mit t ing processes.

T a b l e  VI  I  -3  -B  s u m m a r iz es  a
preliminary review of environmen ta l
issues tha t  would need to be a na lyzed in
more deta il with in t he permit t ing
processes.  This review considers th e
ma in  environmenta l resour ces required
to be studied by F AA Order  5050.4A.
This an alysis d oes n ot  addr ess
m it iga t ion  or  t h e r es olu t ion  of
environmen ta l issues.  Mit iga t ion
measu res a re determined  in  the
permit t ing processes.  A complete
descr ipt ion  of t he envir on m en t a l
resources is provided in  Sect ion  F ive of
Chapter  Three.
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T AB L E  VII-3 -B

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  G e n e r a l  A v i a t i o n  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

N o i s e •  N o  im p a ct s  a n t icip a t e d .

C o m p a t i b le  L a n d  U s e •  N o  im p a ct s  a n t icip a t e d .

S o c i a l  Im p a c t s  •  N o  im p a ct s  a n t icip a t e d .

I n d u c e d  S o c i o e c o n o m i c  I m p a c t s •  N o  im p a ct s  a n t icip a t e d .

A i r  Q u a l i t y  •  N o impa ct s  a n t i cipa t ed .   The  u se  of bes t

m a n a ge m en t  p r a ct ice s  d u r in g con s t r u ct ion

ac t ivi t ie s  w i ll  r educe  an y  a i r  qu a l i t y  im pa ct s .

Wa t e r  Q u a l i t y •  As d iscu ss ed  in  C h a p t er  O n e, t h e a ir p or t  w ill

n eed t o con t in u e  to  com ply  wi th  th e i r  cur ren t

N P D E S  oper a t ion s  p er m it  r eq u ir em en t s .   

•  W it h  r eg a r d  t o con s t r u ct ion  a ct ivi t ies , t h e

a ir p or t  a n d  a ll a p p lica ble  cont r a ctor s w ill

n eed  to com p ly w it h  t h e r equ ir em e n t s a n d

pr ocedu res  of th e  con s t r u ct ion  re la ted

N P D E S  G en e r a l P e r m i t , in clu d in g  t h e

p r ep a r a t ion  of a  N oti ce of I n ten t  a n d  a

S torm w ater  Pol lut ion  Prevent ion  Plan , p r ior

t o th e in it ia t ion  of p r oject con st r u ction

a ct ivi t ies . 

S e c t io n  4 (f)  L a n d s •  N o  im p a ct s  a n t icip a t e d .

H i s to r ic a l  a n d  C u l tu r a l  R e s o u r c e s •  F u r t h er  coor d in a t ion  w it h  t h e  S t a t e H ist or ic

P res erva t ion  Officer  (SH P O) wi ll  be  requ i red

p r ior  t o pr oject im p lem en t a t ion  a n d  field

s u r v e ys  m a y  be  r eq u ir e d .

T h r e a te n e d  o r E n d a n g e re d  S p e c i e s  a n d

B i o lo g ic a l R e s o u rc e s

•  Cor r e spon den ce  r ece ived  from  th e  U .S . F i sh

a n d  W ild life  S er v ice  (F W S ) in d i ca t e d  t h a t  n o

feder a l ly-l is ted  th rea ten ed or  en da n gered

spec ies  a r e  p r esen t  an d  t h u s  wi ll  no t  be

a f fect ed  by  th e  p roposed  p r oject s .

•  U n d er  t h e M igr a t or y B ir d  Tr ea t y Act

(MBTA) th e  t a k ing  o f m igra to ry  b ird s , n es t s ,

a n d eggs  i s  pr oh ibited .   To min im ize th e

l ike l ihood of a  ta kin g, th e  F WS  recom m en ded

t h a t  con s t r u ct ion  a ct ivit ies  occu r  ou t sid e t h e

n es t in g s ea son  of M a r ch  t h r ou gh  Au gu s t , or  a

su r ve y b e com p le t ed  p r ior  t o con s t r u ct ion  t o

de te rm ine  th e  poten t i a l  a ffect  on  th ese

p r otect ed  spec ie s .
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T A B L E  V II -3 -B  ( C o n t i n u e d )

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  G e n e r a l  A v i a t i o n  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

Wa t e rs  o f t h e  U .S . i n c lu d i n g  We t la n d s •  N o  im p a ct s  a n t icip a t e d .

F lo o dp la in s •  N o impa ct s .

W i ld  a n d  S c e n i c  R i v e r s •  N o impa ct s .

F a rm l a n d •  N o impa ct s .

E n e rg y  S u p p ly  a n d  N a tu r a l R e s o u rc e s •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

L i g h t  E m i s s i o n s •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

S o l i d  Wa s t e •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

S U MMAR Y

The recommended genera l avia t ion pla n
focuses on  reta in ing and  opt imizing the
exist ing genera l avia t ion  a rea  a t
Albuqu erque Interna t iona l Sunpor t .
Th is pr eserves the public and pr iva te
infras t ructure invest men ts m ade in  this
area   and   a llows  the a irpor t  to cont inue

to efficient ly serve the growing nu mber
of business cla ss  a ircraft  us ing the
a i r p or t .  Wh en  con s i d er e d  i n
conju nct ion  with  Double Ea gle II
Air por t , there is ample capa city to
accommodate gener a l avia t ion  growth
for  the City of Albuquerque and
regiona l a r ea .
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This chapter of the Master Plan
focuses on the passenger terminal
building serving commercial airline
passengers at Albuquerque
International Sunport. This chapter
includes five sections: Inventory,
Demand/Capacity, Facility
Requirements, Alternatives and
Recommended Program.  Section
One is a description of available
facilities.  Section Two compares
forecast demand to the capacity of
the available facilities to estimate
when new facilities may be needed.
Section Three establishes the type
and size of facilities needed to
accommodate future demand.
Section Four evaluates alternatives
for future development which will
form the basis for recommended

passenger terminal building
development at Albuquerque
International Sunport.  Section Five
will describe the recommended
development plan and include the
future capital projects required to
implement the plan.  Passenger
terminal facilities are identified on
Exhibit VIII-1-A.

HISTORY

ORIGINAL TERMINAL

The first terminal built for
scheduled airline service was
constructed in 1939 as part of a
Works Projects Admini-stration
(WPA) project.  This genuine adobe
structure still exists and is listed in
The National Register of Historic
Buildings.  It is currently being
restored and a reuse plan is being
developed (see Exhibit VIII-1-A).

SECOND TERMINAL

A second terminal was 
constructed in 1965  to
accommodate growing demand

Chapter Eight
Passenger Terminal

Facilities
Section One

INVENTORY

VIII-1-1
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for  a ir ser vice.  Th is t ermina l, a lso built
in  th e southwest  style, consist ed of a
pa ssen ger handling bu ilding one level
below the apron .  After  t icket ing,
passengers would circu la te to the center
of the bu ilding, then up to the Grea t
Ha ll pa ssen ger  holdroom or by tunnel
under  the apron  to a  “sa tellit e bu ildin g”
common pa ssenger  holdr oom.  Aircra ft
were gr ound boarded from both  t he
Grea t  Ha ll and the Sa tellit e holdroom.
Sur face pa rking was im media tely
across the road  nor th  of the termin a l.
Ba ggage was adjacen t  to t icket ing with
ba ggage make-up beh ind, a ccessed via
a  ra mp from the apron .  Concessions
were loca ted on  both  sides of the Grea t
Ha ll.

PRESENT TERMINAL BUILDING

The cur ren t  “Su nport” t ermina l design
was in it ia ted in  1985 and const ruct ion
was completed 1989.  The pr oject
included modifica t ion a nd a ddit ions to
the 1965 t ermina l.  Ticket ing and
depa r tures processing were moved to a
remodeled and expa nded second level a t
the apron  level on  both  s ides  of the
Grea t  Ha ll and an  adjacent  upper
Depar tures Dr ive wa s a dded to improve
curb frontage.  The exist ing on grade
termina l was modified and expanded to
accommodate addit iona l ba ggage cla im
capacity.  The Grea t  Ha ll was r eta ined
as the cen t r a l fea tu re and pr imary
cir cula t ion  node.  The tunnel and  the
sa tellit e bu ilding were abandoned and
replaced by a n  above gra de circu la t ion
link to a  n inet een gat e concourse.
Commuter  ca r r iers a re accommoda ted
in  expanded facilit ies to the south  of the
Grea t  Ha ll.  The $120 m illion r en ova-
t ion , including th e two level drives and
parking st ructure, more than  doubled

the size of the t erm ina l an d provided
second level loading for  ma jor  ca r r ier jet
a ircra ft .

P ARKING STRUCTURE

A four -story pa rk ing st ructu re with
3,400 st a lls was a dded  nor th  of the
t ermina l.  The parking s t ructu re is
connected to the t ermina l by a  tunnel,
wh ich extends to the nor th  under  t he
Arr iva ls Dr ives.  On  axis wit h  the
tunnel is a  cen t ra l four-st ory a t r ium
tha t runs  the wid th  of the parking
st ructure.  The a t r ium spa ce is enclosed
by skyligh ts.  N or th  of the parking
s t ructure is a  482-st a ll long-term
sur face lot .  Termina l a rea  parking and
ground access is discussed in  det a il in
Chapter  Seven .

CHAN GES  AND  ADD ITIONS

In  1997, four  new gates were added to
the eas t  end of Concourse A with
suppor t ing rest room and a ddit iona l
concessions space.  The project  included
20,055 squa re feet  a t  level two and
2,385 square feet  of enclosed space plu s
17 ,670 squ a r e  feet  of cove r ed
unenclosed space a t  apron  level.  The
project cost wa s $10 million dollar s.

In  1998, t he Observa t ion  Deck and Food
Cour t  were added at  the center  of
a irside, a t  a  cost  of $2 m illion  dollar s.
The project  a rea  included 4,570 square
feet  of new observa t ion  space on  a
mezzanine with  access from the
concourse by a  glass sided eleva tor  and
two open  s ta ir s.  The food  cour t  and
sea t ing a rea  a t  t he concourse tot a l
6,670 squa re feet  of remodeled spa ce.
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Exhibit VIII-1-A
PASSENGER TERMINAL AREA
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1) MAIN TERMINAL AREA (ticketing,
 bag claim, ground transportation)
 - 509,000 s.f.
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 (not in use) - 21,400 s.f.

6) AIRCRAFT SERVICE INTERNATIONAL
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 - 26,500 s.f.
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T ER MIN AL
AR C H IT EC T U R E

FORM AND MASSING

The termina l is composed of recta ngula r
volum es decreasing in size at  each  level
a s shown on  Ex  hibit  VI I I -1 -B .  The
bu ildin g element s ar e det a iled t o recall
t r adit iona l adobe const ru ct ion a nd t he
overa ll st acking of the bu ildin g is
evoca t ive of Pueblo a rch itecture of the
Southwest .

COLOR AN D MATERIALS

The color s of the t ermina l were in spired
by t h e color s  of t h e  n a t u r a l
environment .  The color s t ha t  were u sed
include shades of blue, green , lavender
and pink.  The ext er ior  of the a irport  is
a  buff color , inspired by the color  of the
ear th  found in  the a rea .  Blue a nd
turquoise were used  throughout  the
t ermina l and in  the a irport  sign age
system.  These colors s t rongly evok e the
sou thwest , th e wide expanse of sky and
regiona l tu rquoise jewelry.  Blue was
used on  doors, ra ilings , and  windows
throughout  the a irpor t .  Turquoise was
used on  the loading br idges and in  the
a irpor t  sign  a  ge.  Ex  h  ib  it  VIII-1-B
provides a  representa t ive sa mple of
color a nd m at erials.

The in ter ior  wa lls in  the termina l were
finished with  plaster  and pa in ted off
white.  To con t ras t  the solid ity of the
walls, the ceilings were a r t icu la ted in
textu red wood ceiling pa nels and t he
floor s wer e done in  a  br ick pa t tern
inspired by Indian  weavings a s sh own
on Ex  h  ib  it  VIII-1-B  .

FURNISHINGS AND INTERIORS

Seat ing a reas, both  in t he t icket ing &
ba ggage claim  st reet  a nd in  the Grea t
Ha ll, a re denoted  by the p lacement  of
woven rugs.  Seat ing in  these a reas
consist  of low cube-like cush ioned
ott oma ns, with  similar ly designed
t  a  bles (Exhibit  VIII-1 -B ).  The
ot tomans and t ables were m ade of
precast  concrete.  The ot toman’s
cushions a re covered  in  pa t terned  blue
fabr ic, and the table has  a  matching
blue plast ic lam ina te top.

Th e sea t in g in  t he  H oldroom s
incorpora t ed or igina l wood and lea ther
cha irs, which  were des igned  for  the
a irpor t  in 1965 (Exh  ibit  VI I I -1 -B ).
The or igina l cha irs wer e recondit ioned
a nd new ident ica l fur nit ur e ha d been
fabr ica ted to match .  The cha irs come in
un it s of two a nd  four .  Four  cha irs
typically ma ke up  a  row and the cha irs
ar e placed back to back.

The geomet ry of Indian  mot ifs  and
pat terns also a ppear  th roughout  the
a irpor t . The win g form inspired the
design  of light fixtur es, ba lcony r a ilings
and the signa ge ga teway loca ted in  the
Gr  ea  t  H  a  ll (Ex  h  ib  it  VIII-1-B  ).

WAY FINDING AND SIGNAGE

The a irpor t  t ermina l is divided in to
three circula t ion  elements .  The
Ticket ing & Baggage Claim str eet , the
Main  Boulevard or spine, and t he
Holdroom st reet .  The ceilings  of these
elemen ts sha re a  simila r  ceiling
t rea tment .  Wood ceiling panels were
used th roughout  a ll a rea s of pu blic
cir cu la t ion .  Adjacen t  a r eas, such  a s
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Ticket ing & Baggage Cla im, an d the
Holdrooms have acoust ica l ceiling tile.
At  the loca t ion  where the three
cir cula t ion  elemen ts overlap, the a reas
of in tersect ion  a re ident ified as h igher
spaces.  At  the in tersect ion  of the
Ticket ing & Baggage Claim St reet  with
the Ma in  Bou leva rd, a  pa ssenger  will
find th e Great  Ha ll with  concessions,
the a irport ’s a rt  collect ion, and r et a il.
At  the loca t ion  of the Main  Boulevard
with  the Holdroom St reet , a pa ssen ger
will find t he Obser va t ion Deck, t he
Food Cour t , and  a  major  scu lptu ra l
piece.  These poin t s of in ter sect ion  a re
also iden t ified in  the termina l’s floor
pa t tern .  The floor  is paved in  a  br ick
pat tern .  At  the loca t ions  where the
p a t h s of cir cu la t ion  cros s, t h is
in tersect ion  is expr essed in  a  change in
the br ick pa t tern .  Therefore, t h rough
the use of ma ter ials a nd volum es, t he
a rchitecture helps s ign ify to the
pa ssenger  tha t  th is is  a  decision poin t .

The sign age in  the t ermina l is
ext remely legible.  Th e a irport  sign a ge
has a t ur quoise background, with  la rge
white let t er ing and t hree small pin k
squares design ed in to each corner  of the
signs.  The serified font  suggests a n
ornamen ta l flour ish  typica l of the meta l
work of the r egion .  Signage is loca ted
high  in  the cir cula t ion  spaces a nd is
ligh ted from a  linea r  fixture a bove
(Exh  ib it  VI I I -1 -B ).  Sign  a  ge is
cons is ten t  th roughout  the termina l and
out  ont o th e airport  roads.

T ER MIN AL

O R G AN IZ AT IO N

The termina l is organ ized in  fou r  ma jor
element s.  The first element  is a

lan dside pa ssen ger pr ocessing element
running eas t  and west  adjacen t  to a
level dr ive.  The second element  is a
cir cula t ion  connector  running nor th  and
sou th from the center  of the processing
elemen t  to the cen t er  of the th ird
elemen t , a ir side concourse tha t  runs
east  and west , and four th  element , the
five level park ing stru ctu re which a lso
runs east  and west .

TER MIN AL LEVELS

TER MINAL LEVEL ONE
AND P ARKING TUNNEL

Level One is dedica ted  to the pa ssen ger
a r r iva ls funct ions of ba ggage cla im
(E x  hib i t  VIII-1-C) a n d  gr ou n d
t ranspor ta t ion , and is linked with , and
pa  r  a  llel t  o, th  e Ar  r  ivals Dr  ive (Exh  ibit
VI I I -1 -C ).  L e ve l O n e i s l oca t e d b e l ow
the level of t  h  e a  pr  on a  n  d is a  ccessed by
passengers a t  the center by escala tors,
eleva tors and st a ir s from the cen t r a l
Grea t  Ha ll above.  The cir cula t ion
cont inues down to a  tunnel access to the
parking st ructure.  Ba ggage is delivered
a t  the south  side of the claim  space via
a  baggage tug tunnel from the apron .
Delivery of ba ggage to the ea ch  cla im
device is th rough a  conveyor  tunnel
below to the cla im level floor .  The floor
area  of Level On e is 130,750 squa re feet
includin g the tug tunnel and the tunnel
access to the parking st  r  u  ct  u  r  e.  Table
VIII-1  -A su  m  m  a  r  izes Ter  m  ina  l Level
One floor a  rea  s.  Exh  ibit  VIII-1-D
depict s t he Level One floor  pla n .
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Exhibit VIII-1-B
TERMINAL ARCHITECTURE
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Exhibit VIII-1-C
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TAB LE VIII-1-A
Terminal  Level  One - Fun ct ional  Areas

Are a (s q. ft .)

N on -S ec u re
Aviat ion  Depar tment
Bag Cla im Office Area
Bag Cla im/Inbound Area
Concessions-Car  Rent a l
Public Area
Pu blic Services (Toilets)
Transpor ta t ion  Counters
Loading Dock & Circ.
Vacant  Bag Cla im Office
Vacan t  Car  Ren ta l

16,130
1,720

32,290
4,170

31,880
1,120

190
4,650
1,170

930

Subtota l 94,250

S ec u re a n d  N on -S ec u re
Ver t ica l Cir cu la t ion (down from level
  only) 2,410

S ec u re
Tug Drive tu nnel
Mechanica l

11,480
22,610

Subtota l 36,500

Level One Tota l 130,750

TER MINAL LEVEL TWO

Level Two of the termina l is  a t  the
eleva t ion  of the apron  and is linked to
t h e s econ d level of s t r u ct u r ed
Depar tures Drive by seven  vest ibu le
bridges.  The nor thern  landside por t ion
is pr ima r ily dedica ted to the processing
of depar ting passengers a nd t heir
baggage.  The Grea t  Ha ll, a t  the center
of th e lan dside was the major  common
hold room for  the previous t ermina l
configura t ion .  Cur ren t ly, t he Grea t
Ha ll is t he major  pu blic spa ce and is
used for  pu blic wa it ing, en ter t a inment ,

a r t  displa y and a s t he pr imary
cir cula t ion  element  of t he t ermina l
(Exh  ibit  VI I I -1 -C ).  All pass  en  ger and
pu blic t ra ffic circu la tes  to and  through
the Grea t  Ha ll.  The a irside of th is level
is devoted to out bou n d ba gga ge
handling and a ir line opera t ions spa ce.
The floor  a rea  of level two is 223,700
s qu a r e  fe e t  i n c lu d i n g  cov e r e d
unenclosed areas  and tug drives under
t h e bu  ild  in  g.  Tab  le  VIII-1-B
summarizes Termina l Level Two floor
ar  eas.  Ex  h  ib  it  VIII-1-E  dep  ict s  the
Level Two floor  pla n .
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TAB LE VIII-1-B
Terminal  Level  Tw o - Fun ct ional  Areas

Are a (s q. ft .)

N on -S ec u re
Concessions
Curbside Check-In
Public Area
Public Services
Ticket  Counter  Area
Police

3,540
2,900

49,860
1,750
7,400
1,200

Subtota l 66,650

S ec u re a n d  N on -S ec u re
Un enclosed St orage Areas
Vacan t  Space
Ver t ica l Circula t ion

13,500
20,110

1,180

Subtota l 34,790

S ec u re
Air line Offices/Opera t ions Area
Aviat ion  Depar tment
Bag Make-up Area
Commuter  Area
Customs Areas
Ticket  Office Area
Tug Drive Areas
Mechanica l

15,520
38,440
21,900
14,670

7,920
10,660

9,150
4,000

Subtota l 122,260

Level Two Tota l 223,700

TERMINAL LEVEL THREE
AND  OBSER VATION MEZZANIN E

Level Three consists of th ree par ts.  The
first  is a  concess ion ha ll, a  mezzanine
connected to the Grea t  Ha ll by
esca la tors, sta irs a nd eleva tors.  Th is
ha ll is flanked on the ea st  by ret a il
shops and  on  the wes t  by food  and
beverage service.  Access to the Sunpor t
Avia t ion  Depar tmen t  is a lso from th is

spa ce.  The south  end of the ha ll is
ded ica t ed t o pa ss en ger  secu r it y
screen ing.  The second pa r t  of Level
Three is a  circu lat ion  connector  between
the lan dside t ermina l bu ild ing and  the
a irside concourse bu ilding.  The
connector  consist s of a  pedest r ian
corr idor  wit h  moving wa lkwa ys in  both
direct ions with  a  walking ar ea  between
them.  The concourse t erminus  of the
connector     is    the    focus   for    a irside
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concessions consist ing of a  food cour t ,
r et a il, and a  beverage concession .
There is a  new m ezzanine observa t ion
loun ge a t  the a irside a bove th e food
cour t  tha t  is accessed by a  cen t r a l
eleva tor  and a djacen t  st a irs.  Th e t h ird
par t is a  concourse build ing which  runs
east /west a t  the end of the, cons is t ing of
a  cent ra l corr idor  flan ked on both  sides
by holdr ooms serving 23 jet  a ircra ft
posit ions   orga nized   in to   four    nodes.

The end n odes at  the ea st  and west
ends of the concourse build ing a re
support ed with  food and beverage
ser vice concessions a nd pu blic services.
The floor  a rea  of Level Three is 197,260
(not  including mecha nica l) square feet
includin g the 4,570 square feet  of the
mezzanine observa t ion  lounge.  Table
VIII-1-C summarizes Termina l Level
Th  r  ee floor  a r ea  s.  Ex  h  ib  it  VIII-1-F
depict s t he Level Three floor  pla n .

TAB LE VIII-1-C
Terminal  Level  Three  - Fun ct ional  Areas

Are a (s q. ft .)

N on -S ec u re
Aviat ion  Depar tment
Concessions
Public Area  and Circula t ion
Mecha nica l in  Bu ildin g

29,630
24,335
10,780

350

Subtota l 65,095

S ec u re a n d  N on -S ec u re
Pu blic Services (Toilets)
Vacant
Ver t ica l Circula t ion

5,750
7,440
6,530

Subtota l 19,730

S ec u re
Concessions
Holdroom Area
Mechanica l Spaces (roof)
Observat ion  Deck
Public Area  and Circula t ion
Secur ity
Mecha nica l in  Bu ildin g

17,025
51,960
44,280

4,570
34,940

4,290
160

Subtota l 157,225

Level Three Tota l 242,050

Termina l Tota l 595,300
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ROOF TOP  MECHANICAL R OOMS

There a re mechan ica l pen thouse un it s
on  the roof over  Level Two.  There a re
two unit s  to the eas t  and four  to the
west of the upper  level of t he Grea t
Ha ll. These unit s  serve both  the
ba ggage claim  a t  Level One and
t icket ing a t  Level Two.  The tota l a rea
of these pen thouses is 18,210 square
feet .  N ine addit iona l mechanica l un it s
t ot a ling 26,070 squa re feet  in a rea  a re
loca ted on  the roof of Level Three.
Three of th e un its serve th e ar eas on
Level Two and Three sou th of t he Grea t
Ha ll.  The five addit iona l un it s serve
the enclosed spa ces a t  Level Two and
the concourse a t  Level Three.  They
con ta in  a ir  handling and  filt ra t ion  and
other  a ssocia ted equipmen t .  Hot and
cold wa ter  is supplied to the roof top
un it s from the cen t r a l boiler  and ch iller
rooms a t  Level One, a t  the sou th side of
the ba ggage tunnel.

T ER MIN A L T EN A N T S
AN D  O C C U P AN T S

AVIATION  DEP ARTMENT

The Avia t ion  Depar tment  of the City of
Albuqu erque mana ges and opera tes
Albuqu erque Interna t iona l Sunpor t .
The Aviat ion Depar tm ent  is composed
of five groups a nd severa l individua l
specia l posit ions.  Curren t ly t he tota l
number  of st a ff is more than  two
hundred and sixty people.  At  Level
One, the Avia t ion  Depar tment  occupies
20,750 square feet .  At Level Two, a
tot a l 38,440 squa re feet  is occupied by
the   Avia t ion   Depar tmen t   includin g  a

Pr ess Room and t he Airport  Develop-
ment  Offices, plus other  spa ces devoted
to a irpor t  and  a ir field  opera t ions , and
maint enance.  On  Level Th ree, ma in
Avia t ion  Depart men t Offices ar e
a djacent  to th e concessions m ezzanine
and there a re t wo large assembly spa ces
on  th e west side behind t he r esta ur an t.
These spa ces tota l 29,630 square feet .
Table  VI I I -1 -D  summar izes  the fl  oor
a rea s occupied by t h e Avia t ion
Depar tment .

AIRLINE ’S SP ACE

Le v el On e

Since t he 1991 Mast er  P la n , the
number  of ca r r iers serving ABQ ha s
increa sed from nine to twelve.  On Level
One, there is  2,920 square feet  of space
ava ilable for  bag cla im offices of wh ich
1,720 (58%) squa re feet a re leased t o
the ca r r ier s.  Wh ile n ot leased by the
car r iers, the 32,290 square feet  of
ba ggage cla im is a n  a ir line fun ct ion .
Tenant  u ser cha rges ar e paid based on
a ir line percen tages of annua l t ra ffic.

Le ve l Tw o

At the landside t ermina l, there is
60,920 square feet  cu r rent ly leased to
the twelve ca rr iers including 1,440
square feet  of va cant  space a va ilable for
a  ir  lin  e t  ick  et  in  g (Ex  h ibi  t VIII-1-C),
makeup and office functions.  There a re
commuter  ca r r ier  facilit ies tota ling an
area  of 14,670 squa re feet  a t  th is level,
wh ich  includes  holdr ooms D & E .
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TABLE  VIII-1-D
Terminal  Areas  By  Funct ion

Are a  (s q. ft .)

Av i a t ion  D ep a r t m e n t
Avia t ion  Depa r tment
Loadin g Dock & Cir cu la t ion
Tug Drive Tun nel
Avia t ion  Depa r tment
Tug Drive Area
Avia t ion  Depa r tment
Avia t ion  Depa r tment  Offices

16,130
4,650

11,480
38,440

9,150
13,500
16,130

Subtota l 109,480

Air lin e Sp a ce
Bag Cla im Office Area
Bag Cla im/Inbound Area
Curbside Check-in
Ticket  Counter  Area
Unenclosed  Storage Areas
Commuter  Area
Ticket  Office Area
Airline Offices/Opera t ions Area
Bag Mak e-up Area
Holdroom Area

1,720
32,290

2,900
7,400

13,500
14,670
10,660
15,520
21,900
51,960

Subtota l 172,520

C on ces si on s
Concess ions - Car  Renta l/Food/Adv/Gift  Cards
Concession s
Concession s

4,170
3,540

41,360

Subtota l 49,070

Pu bli c Sp a ce
Public Area
Public Area
Public Area
Observa t ion  Deck

31,880
49,860
45,720

4,570

Subtota l 132,030

P u bl ic S er vi ces
Transport a t ion  Counter
Public Ser vices
Public Ser vices
Public Ser vices

190
1,120
1,750
5,760

Subtota l 8,820
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TABLE VIII-1-D (Con tinu ed )
Terminal  Areas  By  Funct ion

Are a  (s q. ft .)

Mecha ni ca l
Mech Level 1
Mech Level 2
Mech Level 3 and Roof

22,610
4,000

44,790

Subtota l 71,400

Va ca nt  Sp a ce
Vacant  Ba g Cla im  Office
Vacan t  Car  Ren ta l
Vacan t  Avia t ion  Depar tment
Vacant  Spa ce Level 3

1,170
930

20,110
7,440

Subtota l 29,650

Ver ti ca l Ci r cu la ti on
Vert ical Cir cula t ion  Level 1
Vert ical Cir cula t ion  Level 2
Vert ical Cir cula t ion  Level 3

2,410
1,180
6,530

Subtota l 10,120

Ag en c y T en a n t s
Customs
Police
Secur ity

7,920
1,200
4,290

Subtota l 13,410

Termin a l Tota l 595,300

Le v e l Th re e

At Level Three of the a irside concourse,
there a re 51,960 square feet  of
holdroom space occupied by th e car riers,
wh ich  like the baggage cla im, is pa id for
by the a ir lines  based  on  percentage of
annua l t r a ffic.

The car r iers occupy a  tota l of 172,520
square   feet    in  the  t ermina l  bu ildin g

including ba ggage cla im space, t icket ing
fun ct ions ,  h oldroom spa ces  an d
opera t ions spaces.  Of the tot a l space,
68,160 squa re feet a re leased a nd
84,258 square feet  a re pa id for ba sed on
a  percentage of annua l t ra ffic.  There is
an  addit iona l 20,110 square feet  of
vacant  space for  expa nsion of processing
fun  ctions.  Tab  le  VIII-1-D  su  m  m  a  r  izes
a irline occupied floor  spa ce.
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GROU ND TRAN SP ORTATION

Re n ta l Cars

Curren t ly with in  the Termina l, on
Level One there a re ren ta l car  counters
for  eight  compa nies occupying a  tota l of
3,000 square feet .  There a re two
a ddit iona l vacan t  cou n t er  blocks
tota ling 928 square feet .  When the
Consolidat ed Rent a l Car  Facility, now
under  const ru ction, is a ct iva ted th e
cur ren t  renta l ca r  facilit ies will be
vacat ed an d ava ilable for oth er u ses.

Other  Ground Transportat ion

At  t he out er  sh ut t le cur b t here is a
sm a ll office tha t  provides informat ion
and t icket s for r egiona l shut tle van s.
City buses, r en ta l ca r  shu t t les and hotel
shut t les a lso use th is ou ter  curb.

CONCESSIONS

Food/Beverage

There is a  va r iety of food and beverage
ser vice ranging from a  la rge moder a tely
expen sive sit down rest au rant  and ba r
fea tur ing Mexican  cuisine, t o snack
bars with  pre-packa ged sna cks, and  hot
and cold bevera ges.  There a re a lso
three gourmet  coffee and past ry shops
dist r ibu ted t hroughout  the t ermina l.

At  the south  end of the connector  on
Leve l  Th r ee  cen t e r ed  be t ween
Concourse A an d Concour se B th ere is a
food cour t  fea tu r ing ice cream, pizza ,
and Mexican  cuisine.  Tables an d
sea t ing a re ava ilable in  adjacen t  a r eas
of concourses A&B a nd in  t he

Observa t ion  Loun ge on t he mezzanine
above.

In  addit ion  to the cockta il loun ge a t  the
cen t r a l r es t a ur an t ,  th e re  i s a
microbrewery a t  the food cour t , a  spor t s
ba r  on  Concourse B and a  sm all cockta il
loun ge next  to the sn ack sh op on
Concourse A.  There is a lso a very sm all
snack shop in  the commuter  holdroom
E.  Food service facilit ies occupy 32,300
square feet  including 1,687 square feet
of concessions st orage.

Reta il Shops

The ra nge of ret ail concession is more
limit ed than  is  food  service.  In  the
nonsecure landside t ermina l a t  the
Level Three lobby, t here a re two ret a il
shops.  A specia lty shop offers
sou thwestern  jewelr y, potter y, a nd
other  gift  it ems.  Th e second shop is  a
more t radit iona l air por t  gift  and news
shop which sells ma gazines, souvenirs,
candy, et c.  Beyond Secur ity, nea r  the
food cour t  there is a  second simila r  gift
and news shop.  In  addit ion  to the
lar ger gift  shops, there a re severa l
specialt y gift  car ts wh ich sell souvenirs
and t-shirt  s (Ex  h  ib  it  VIII-1-C).  The
area  lea sed  for  ret a il sh ops in  the
t ermina l tota ls 5,100 squa re feet .
Table  VI I I -1 -D  su  m  m  a  r  izes floor  a reas
occupied by con cessions.

P UBLIC SPACES
AND  CIRCULATION

Public spaces consist  of the primary
cir cu la t ion , t he Grea t  Ha ll, t he
Concessions Lobby and  the pa ths; the
Baggage Cla im, Ticket ing, Concourse
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st reets and t he cent ra l Circu la t ion
Bouleva rd and the Observa t ion Loun ge
which  tot a l 132,030 square feet  of floor
a rea .

PUBLIC SERVICE CONCESSIONS

At the southeast  corner  of t he Grea t
Ha ll t here is a  fu ll service bank  with
ATM and F ed-X dr op.  Th ere is an  ATM
machine a t  the m ezzanine lobby a nd
another  beyond Secur it y Screening, and
in ea ch  concourse.

Public t elephones a re adequa te and  are
genera lly loca ted a long circula t ion
p a t h s a n d a dja cen t  t o bu ildin g
exit/ent ra nce points.

At  the southwest  corner  of the Grea t
Ha ll, there is  a  barbershop and
shoesh ine s tand.  A second shoeshine
s tand is adjacen t  to the concourse news
and gift  shop.

P UBLIC RESTROOMS

In  genera l, a ll rest rooms a re a dequa tely
sized an d easily accessible wit h  a
maximum distance between t hem of 250
feet .  At  Level One, t he rest rooms are
centered and  to the south  of t he
esca la tors to/from the “Grea t  Ha ll”.
These rest rooms a re a dequa tely sized,
but  somewhat  remote from the far th est
act ive claiming ar eas.  There a re some
addit iona l sma ll rest rooms a t  th e west
end of t he t ermina l t ha t  a re accessible
but  beyond the act ive pa ssen ger a reas
of the termina l. The a rea  occupied by
rest rooms is 8,630 squa re feet .

Exh  ibit  VI I I -1 -G in  dica  t  es t  er  m  in  a  l
fun ctiona l area  percent ages.

AMENITIES

Art Program

The a irport ’s a r t  pr ogram curren t ly
main ta ins a  94-p iece permanent  a r t
collect ion  a ssembled by th e City Of
Albuqu erque’s Public Ar t  P rogram in
1988.  The collect ion  represents  the
finest  in  a r twork  from over  70 New
Mexican  a r t ist s.  Ar twork can be found
a t  the A & B concourses , the D & E
gates, the Grea t  Ha ll, Ba gga ge Cla im,
and outside t he t icket ing level.

En t ert ain m e n t

In  1998, th e Sun port  Art s Pr ogram
expanded to include a  year -round ser ies
of concer t s  in  the Grea t  Hall.  The
Sunpor t  Seren ades fea tures an  a r ray of
loca l t a len t  r anging from cla ssica l, to
mar iach i, t o jazz and polka .  Each  yea r
over 75 concer t s  free to the public a re
produced to welcome visitors to the
a rea .

The Meditat ion Room

The Medita t ion  Room is  loca ted  on  the
Second Level east  of t he Commuter
Ticket ing coun ter.  It pr ovides th e busy
t raveler  with  a  place to collect  h is /her
thoughts and to get  away from the
hust le of the a irpor t .
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Exhibit VIII-1-G
PERCENTAGE OF TOTAL

TERMINAL FUNCTIONAL AREAS

Agency Tenants - 2%

Vacant Space - 6%

Mechanical Space - 9%

Public Services - 2%

Vertical Circulation - 2%

Airline Space - 32%

Aviation Department - 15%

Concessions - 9%

Current as of June, 2000

Public Spaces - 23%
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Observation Loun ge

The Observat ion Loun ge is loca ted on
the Third Level a t  the end of the Ma in
Bouleva rd between Concour ses A & B.
With  floor  to ceiling windows, t he
loun ge provides pa ssengers wit h  a  grea t
view to the a ir field activities (Exh  ibit
VI I I -1 -C ).

Pu blic  Informat ion

The Public Informat ion  counters a re
loca ted on  the Level One and  are
centered on  the main  circu la t ion  spine
between the bagga ge cla im  a rea s.  The
individu a ls tha t  work  a t  the counters
provide inva luable informat ion  about
hotels, ca r  ren ta ls, s igh tseeing, etc.

BU ILD IN G S YS T EMS

HVAC S YSTEMS

The air conditioning system is a piped
hot  and  cold  water  sys tem.  There a re
two ga s-fir ed boilers ; one 200 HP and
one 150 HP to supply th e hot  wa ter
requirement s.  The boilers, chillers, a nd
other  mecha nica l equ ipment  a re loca ted
a t  the Level One in  a  band  a long the
sou th side of the ba ggage tunnel.  There
a re thr ee chillers combined to provide
efficient  energy use.  Ther e a re two
large chillers of 600 to capacit y a nd one
smaller 300 ton  capa city ch iller .  There
are two cooling towers on  the apron  a t
the west  side of the connector  corr idor
and adjacent  to the south  side of
t icket ing.    Air   handlin g  equ ipm en t   is

loca ted in modular r ooftop rooms in
both  the t ermina l building an d the
concour ses.

ELECTR ICAL S YSTEMS

Bui lding  Electrica l

The major  electr ica l su bst a t ion  a nd
t ransformers a re loca ted to the south  of
commuter  holdroom E.  The su pplier of
elect r ic power  to the termina l has
su fficien t  r edundancy with  t h ree
alt ernat e sour ces.

E m erg e n c y E le c tri ca l P o w e r

There a re four  gas-fired em ergency
elect r ica l genera tors.  Th e first  pa ir  is
loca ted a t  the apron  level to the south  of
commuter  holdroom D.  A second pa ir  of
recent ly insta lled genera tors is loca ted
a t  the r amp level below gat e A4.  The
four  gener a tors h ave a  combined out put
of 800 am ps.

Aircraft  Loading Bridges

There a re twenty-three a ircra ft  gat es
with  airport owned loading bridges.  All
br idges a re two or  th ree tunnel apron
dr ive br idges providing maximum
flexibility.  All bridges a re equipped
with  gr ound power  packs bu t  do not
have condit ioned a ir .  There a re a lso
three fixed br idges on  Concourse A tha t
a re no longer in  use and no longer
serviceable.
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O T HER  T ER MIN AL
AR EA FACILIT IES

TERMINAL DRIVES AND CURBS

The 1989 expansion of the t ermina l
area  roadways extended from Ya le
Blvd. to provide st ru ctur ed eleva ted
dr ives to ser ve the new Level Two
depa r tures facilities and expanded
grade Level One a r r iva ls facilities.  In
addit ion , access was  provided  to the
parking s t ructure and  on  grade parking
with in  the r oad loop and to r en ta l ca r
facilit ies and  lot  a t  the per imeter .  The
termina l drives ha ve been extended
from Ya le Bou leva rd west  t o a  new
interchange a t  Highway I -25 and  are
now called  “Sunport  Boulevard”.
Termina l drives an d cur bs ar e discussed
in deta il in  Chapter  Seven.

RENTAL CAR AREAS

The exist ing r en ta l ca r  facilit ies, which
are loca ted to the eas t  and nor th  of the
t ermina l dr ives loop, cur ren t ly occupy
an a rea  of appr oxima tely 17 (TBV)
acres.  The facilit ies and lan d will be
vacat ed for  development  when the new
Consolidat ed Renta l Car  Fa cilities ar e
act iva ted.

CARGO F ACILITY

The exist ing ca rgo facility bu ildin g is
40,000 square feet  and is loca ted to the
west of t he t ermina l adjacent  to the
apron .  I t  was  built  in t he ear ly 1970s
and is near  the end of its  usefu l life.

P OSTAL FACILITY

The post a l facility is a 25,800 square
foot  facility which serves as a n a ir line
ma il tr an sfer point a nd a s a  public post
office for  the a irpor t  community.

FLIGHT KITCHEN

The fligh t  kit chen is a  28,600 squa re
foot  facility loca ted west  of the Post
Office with  access  to the a pr on  via  a
nearby ca rd opera ted secur ity ga te.
Th is bu ildin g was bu ilt  in  the ea r ly
1970s when meal service was  more
common.  Today it  serves only t wo of
t he car r ier s for longer  fligh ts.  The
bu ildin g is  near  t he end  of it s  usefu l
life.
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INTRODUCTION

PURPOSE

The purpose of the Terminal
Demand/Capacity Analysis is to
quantify and qualify, to the fullest
extent possible, the level that the
existing Terminal Facilities satisfies
current demand of the traveling
public at Albuquerque International
Sunport (ABQ). This evaluation also
provides a basis for determining
facility requirements needed to
satisfy forecast demand.

The four objectives to this effort are
as follows:

1. To quantify the levels of activity 
related to the combined capacity 
of the individual passenger 
processing elements of the 
Terminal.

2. To determine what additional 
facilities would be required to 
optimize passenger processing
by balancing the flow of the 
processing with the efficiency of
space utilization.

3. To analyze the Terminal Building 
to identify physical conditions 
that may currently exist, or are
likely to develop with increased
demand, that will compromise
functionality efficiency. In
addition, existing vacant space 
and area for expansion are 
identified.

4. To provide the planning team
with  a  comprehensive  under-

Chapter Eight
Passenger Terminal

Facilities
Section Two

DEMAND/CAPACITY ANALYSIS

VIII-2-1
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s tanding of the exist ing Ter mina l
Facilit ies a s t he ba sis  to opt imize
the exist ing Facilit ies and to
develop a lt erna t ives  for  fu ture
development  a t  Albuquerque
Interna t iona l Sunpor t .

METHODOLOGY

A sprea dsheet  model is used to
accomplish the Demand /Capacity
Eva lua t ion  of t he Termina l Facilit ies.
Th is m odel, ba sed on  in du st r y
st anda rds, is ca libr a ted specifica lly to
rep resen t  this Term ina l an d it s
opera tions.  The physical a spects of th e
Ter m in a l, in cluding num bers  of
processing unit s a nd funct ion  ar eas for
a ll p rocessing and suppor t  spaces , were
der ived from Inven tory E lement  Two.
The Forecast  Demand of annua l
enplaned pa ssen gers a nd  a ir cra ft
opera t ions were der ived  from the
Forecast  Elemen t  Three.  The Dema nd/
Capa city Analys is  and the following
Termina l Facilit ies  Requirements  a re
based on  the Peak  Hour  (PH) demand
on the Average Da y of t he Peak Month
(ADP M).  The schedule for  tha t  da y,
J une 12, 2000, provided th e demand
inpu t  for t he m odel and is depicted on
Exh  ibit  VI I I -2 -A .  (S  ee Ap  p  en  d  i  x C
for  Com p let e S ch ed u le.)

The opera t ions  input  for  processing of
p a s s e n g e r s  w a s  de r ive d  fr om
observations, qu es t ion n a ir es, a n d
meet ings with  airlines, the a irpor t  st a ff,
an d oth er t ena nt s.

Ca lcula t ions a re based on  the s tandard
queuing th eory, which simply sta ted is:
Pa ssengers a r r iving minus  passengers
processed equ a ls passengers on  Queue.

The eva lua t ion  of individua l processing
elemen ts is based on  indust ry s tandards
and formulas .  S imula t ions  a re not
employed in th ese evaluat ions.

TERMINAL DEMAND BASE

P a s se n g er D e ma n d

! ANNUAL DEMAND
AND P EAK MONTH

Pa ssenger  Dema nd wa s derived from
hist or ica l da ta  as presen ted in  the
forecast .  The forecas t  defines  the record
annua l passengers and  the percen tage
of t he t r a ffic t ha t  occu r s in  the Peak
Month . (S  ee  T  a  b  l  e V  III-2-A.)

The Pea k Mont h  h ist or ica lly is August ,
wit h  9.57% of annua l enp laned
passengers.  The dist r ibu t ion  pa t tern
and percen tage h ave been  cons is ten t  in
the past  and will be used  as a  cons tan t
for  t h is eva lua t ion  and for  facilities
requirem ent  projections.

! AVERAGE DAY PEAK MONTH
(ADPM) SCHEDULE

The Avera ge Day of the Peak  Month
(ADP M) is  the most  common indust ry
base for  the programming of facilit ies.
The ADP M flight  schedule is  the
twent ieth  busiest  day of the year  and
provides a  rea sonable basis  for design
dema nd.  When  th is demand is coupled
with  a  Level of Ser vice t ha t  is
suppor t ive, efficien t  and economica l
funct ions of the Airpor t , appropr ia te
requ irements for  fu ture facilit ies can  be
forecast .  The fligh t  schedu le is used to
est ima te t he t ota l da ily depa r t ing and



   Airline   Gate

FL

AA

AW

CO

TW

UA

SW

SW

TIME (HOURS)

CRJ
B72S
B73S
B733
B735
B73G
B738
C402
M80

-  Canadair Regional Jet
-  B727-200
-  B737-200
-  B737-300
-  B737-500
-  B737-700
-  B737-800
-  Cessna 402
-  MD80 Series

AA
AW
CO
DL
FL
NW

-  American
-  America West
-  Continental
-  Delta
-  Frontier
-  Northwest

SW
TW
 UA
MA
RG
DL*

-  Southwest
-  TWA
-  United
-  Mesa
-  Rio Grand Airways
-  Delta Connection

DL

Source: Albuquerque Consolidated Flight Schedule, June 12, 2000.

AIRCRAFT KEY AIRLINE KEY

UA

B2

AAB1

B3

B4

B6

B7

DL*B8
DLB9

A3

A4

A5

SWA6

SWA7

SWA8

SWA9

SWA11

NWA12

RGD2

MAE1

B10

A1

Aircraft Departure
Aircraft Arrival
Aircraft Occupying
Gate Full-Time

LEGEND

B73SB73SB73S B73SB73SB73S B73SB73SB73S B73SB73SB73S

B733 B733 B733B733B733 B733B733B733 B733B733B733 B757 B733

B733 B757 B735B735B735 B733B733B733

CRJCRJCRJ CRJCRJCRJ

B72S B72S

B72S B72S B72S B72S B72S
B72SB72SB72S

B72S B72SB72SB72S B72SB72SB72S B72SB72SB72S

B738
B72S B72S

B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733B733B733B733

B73GB73GB73G B73GB73GB73G B73GB73GB73GB733B733B733 B733B733B733 B733B733B733 B733B733B733B735B735B735B733 B733

B733B733B733 B73GB73GB73GB733 B733

C402C402C402

B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733B73SB73SB73S B733B733B733 B73GB73GB73G B735B735B735

B73GB73GB73G B733B733B733 B733B733B733 B733B733B733 B735B735B735

B735 B735B735B735

B72S B72S

B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733 B733B733B733B733 B733

B72SB72SB72SB72S B72S

B72S

MD80 MD80
MD80

MD80

MD80MD80MD80

MD80MD80
MD80

MD80 MD80
MD80 MD80MD80MD80

MD80MD80MD80 MD80MD80MD80 MD80MD80MD80MD80 MD80
MD80 MD80

B733B733B733 B73GB73GB73GB735 B735
B733B733B733

MD80MD80MD80 B733B733B733B73GB73GB73GMD80 MD80
B733 B733

B72SB72SB72S

B733
B733B733B733 B733B733B733 B733B733B733 B733B733B733B733B733B733 B733B733B733B733B733B733

B733B733B733 B733B733B733 B733B733B733 B735B735B735B733B733B733
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Exhibit VIII-2-A
TERMINAL GATE OCCUPANCY

all aircraft are Beech 1900
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ar r iving pa ssengers a nd t o det ermine
the da ily t ra ffic pa t tern  and  peaking
condit ions th at  produce th e lar gest
dema nds  on t he F acilit ies.  Monday,
J une 12 t h , 2000 ha s been determined to
be the ADPM.  The 298 schedu led
opera t ions    consist     of   29,472   Major

Carr ier and 1,594 Regiona l Carr ier
sea t s tha t  tota l 31,066 ar r iving and
depar t ing seat s.  Enpla ned a nd
deplaned passengers recorded  on  tha t
day tot a l 19,974. The avera ge ADPM
Load Fa ctor  was 64.3%.  (S ee
Ap p en d ix C for  C  om  p  l  et  e S  c  h  ed  u  l  e.)

T AB L E  VIII-2 -A

D o m e s t ic  D e m a n d  B a s e d  P a s s e n g e r  a n d  Ai rc ra ft  Op e r a ti o n s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

Ye a r 2 0 0 0

S H O R T

T ER M

IN T E R -

M E D I A T E

L O N G

R A N G E

P A S S E N G E R  D E M A N D

Ann u a l  En pla n ed + D eplan ed P a ssen gers

P e a k M on t h  P a s sen g er s

Av er a g e D a y  P ea k  M on t h

C om bin ed  P ea k  H ou r

6 ,267 ,452

599 ,538

19 ,340

2 ,091

7 ,800 ,000

746 ,139

24 ,069

2 ,550

9 ,400 ,000

899 ,194

29 ,006

2 ,970

14 ,200 ,000

1 ,108 ,400

35 ,755

4 ,040

P E A K  H O U R  P AS S E N G E R S

De pa r tin g P ea k  H our  (%)

M a jor Air lin es

Region a l  Car r ier s

56 .63%

1,078

107

56 .63%

1,314

130

56 .63%

1,531

151

56 .63%

2,082

206

S u bt ot a l 1 ,1 8 4 1 ,4 4 4 1 ,6 8 2 2 ,2 8 8

Ar r ivin g  P e a k H ou r  (%)

M a jor Air lin es

Region a l  Car r ier s

55 .95%

1,065

105

55 .95%

1,298

128

55 .95%

1,512

150

55 .95%

2,057

203

S u bt ot a l 1 ,1 7 0 1 ,4 2 7 1 ,6 6 2 2 ,2 6 0

! ADPM MAJ OR CARRIER
DEPARTURES

Major  Carr ier  depar t ing sea t s a verage
just  over 800 per h our  and exceed  the
average for  twelve of the eighteen
act ivity hour s with  five of the hours
exceeding 1,000 sea t s.  The five hours
from 600 hours through 1000 hours
average 950 sea t s wit h  the peak
depar ture a t  1100 hours.  With  1,376
depar t ing sea t s a vailable an d 1,178
passengers, the resu lt an t  Load Factor
was 83.7%.  A second afternoon 4-hour

bank from 1600 to 1900 hours a vera ges
more t han  1,000 LF sea ts  per  hour .
(S  ee  Ex  h  i  b  i  t  VI  II-2-B.)

! ADPM COMMUTE R CARRIE RS
DEPARTURES

Commuter  Carr ier  depa r t ing opera t ions
tot a l 41 with  a  tota l of 797 sea t s
includin g two, 50-sea t  RJ  depa r tures
from Gate B8.  The five hours from 0600
hours through 2000 h ours a vera ge 56
sea ts.  These a re five peak depar tures
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tot a ling 126 sea t s a t  1200 to 1300
hours.  This peak includes one 50 sea t
RJ  .  (S  ee Exhi  bit  VIII-2-B a  nd  Ta  ble
VI  II-2-B.)

! ADPM MAJ OR CARRIER
ARRIVALS

Major  Car rier a rr iving seat s also
average over  800 per  hour  for  t en  of the
eighteen act ive hours. Six of th ese hours
exceed 1,100 seat s.  The two largest
peaks a re a t  1600 and 1800 hours with
1,221 and 1,359 sea t s r espectively. (S ee
Ex  h  i  b  i  t  VI  II-2-C.)

! ADPM REGIONAL CARRIER
ARRIVALS

Regiona l Ca r r ier  a r riva ls t ot a l 41 with
35 (85%) being 19-sea t  a ircra ft  a r r iving
a t  Concourse E .  Four  (9.7%) eight -sea t
aircraft a rr ivals use Concour se D.  The
two RJ s with  50 sea t s a r r ive a t  a  ga t e
on  Con  cou  r  se B.  (S  ee Exh  i  bi  t  VIII-2-C
a  nd  Ta  ble VIII-2-B.)

! ADPM COMBINE D SCHEDULE

The act ivity is described in  ava ilable
a ir cra ft  sea ts  and not  passengers due to
inconsist en t  Load  Factors th rough out
the da y, with  an  average da ily load
factor  of 70% with  h igher  Load  Factors
reaching 84% du r ing peak hour  act ivity.
The da ily act ivity is concent ra ted
between th e hour s of 0500 hours and
2300 hours, a  per iod of eighteen hours.
Dur ing tha t  per iod  the average a ir cra ft
sea t s in a nd out  exceed 1,500 sea t s with
ten  hours exceeding 1,600 t ota l seat s.
The Combined Peak H our  sea t s of 2,485
occur  at  1100 hour s.  The curve is

represen ta t ive of a  very mature
schedu le withou t  ext reme peaks and
corr espondingly low va lleys. (S ee
Exhib i t  VIII-2-D a  n  d  Ta  bl  e VIII-2-
B.)

! PE AK HOUR (PH ) DEMAND(S)

Three peaking condit ions a re impor tan t
in  the eva lua t ion  of the Termina l.  They
ha ve been  ident ified in  the sect ions
preceding a s Ar r iva ls Peak  Hour  (APH),
Depar tures Peak  Hour  (DPH), and
Combined Peak  Hour  (CPH).  Each
peak places demands on t he va r ious
funct ions and differen t  a rea s wit h in  the
Ter mina l.  The peaks a re also expressed
as numbers of passengers and  a ircraft
oper a t ion s.  In  some inst a nces,
passengers dr ive cr itica l dema nd and in
other  inst ances it  is dr iven  by Aircra ft
Operat ions.  Becau se of the dist r ibu t ion
of ca r r ier facilit ies in t he termina l,
demand during the peak hours places is
differ en t  depen din g on loca t ion ,
Therefore, funct iona l elem en ts like
Concourse A and B a re eva lua t ed
separat ely to determ ine imba lances.

! DEPARTURES PEAK HOUR
(DPH)

The Depar tures Peak  Hour  occurs from
1100 to 1200 hour s and consis t s of t en
depar t ing fligh ts.  S ix (59%) of the
depa r tures occur  on  Concourse A, a ll
a re Sout hwest Airlines flight s.  The
other  fou r  (41%) of the depar tures  a re
on  Concourse B.  All th e Concourse B
fligh ts a re by in dividua l Car r iers.  The
tot a l nu mbers of seat s a r e 1,376 with
est ima ted passengers of 1,101 LF . (S ee
Ex  h  i  b  i  t  VI  II-2-B.)
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Exhibit VIII-2-B
PEAK HOUR DEPARTING SEATS
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Regional Carrier Seats Major Carrier Seats

Departing Seats June 12, 2000 Schedule

Concourse A
 Airline Flt# Ops Gate Time Aircraft Seats Passengers
 SW 535 D A11 1120 B733 137 110
 SW 968 D A4 1155 B733 137 110
 SW 2059 D A5 1100 B733 137 110
 SW 343 D A6 1140 B733 137 110
 SW 803 D A8 1105 B73S 122 98
 SW 577 D A9 1105 B733 137 110

 Subtotal  6    807 646
       59% 

 Airline Flt# Ops Gate Time Aircraft Seats Passengers
 DL 1896 D B10 1125 B72S 149 119
 AA 1104 D B3 1131 MD80 139 111
 CO 1696 D B6 1145 MD80 141 113
 TW 160 D B7 1125 MD80 140 112

 Subtotal  4    569 455
       41%

 Total  10    1,376 1,101
       100%

Concourse B
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Exhibit VIII-2-C
PEAK HOUR ARRIVING SEATS
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Regional Carrier Seats Major Carrier Seats

Arriving Seats, June 12, 2000

Concourse A
 Airline Flt# Ops Gate Time Aircraft Seats Passengers
 SW 1373 A A11 1815 B733 137 110
 SW 432 A A4 1820 B733 137 110
 SW 837 A A5 1815 B735 122 98
 SW 1311 A A6 1840 B73G 137 110
 SW 226 A A7 1810 B733 137 110
 SW 1595 A A8 1800 B733 137 110
 SW 902 A A9 1830 B735 122 98

 Subtotal  7    929 743
       68% 

 Airline Flt# Ops Gate Time Aircraft Seats Passengers
 DL 1143 A B10 1828 B72S 149 119
 CO 1697 A B6 1851 MD80 141 113
 TW 287 A B7 1857 MD80 140 112

 Subtotal  4    430 344
       32%

 Total  10    1,359 1,087
       100%

Concourse B
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Exhibit VIII-2-D
ADPM ARRIVING AND

DEPARTING SEATS

Combined Peak Hour Seats/Passengers

Concourse A
 Airline Flt# Ops Gate Time Aircraft Seats Passengers
 SW 535 A A11 1100 B733 137 115
 SW 343 A A6 1115 B733 137 115
 SW 968 A A4 1135 B733 137 115
 SW 137 A A7 1140 B733 137 115
 SW 249 A A8 1140 B733 137 115
 SW 2059 D A5 1100 B733 137 115
 SW 803 D A8 1105 B73S 122 102
 SW 577 D A9 1105 B733 137 115
 SW 535 D A11 1120 B733 137 115
 SW 343 D A6 1140 B733 137 115
 SW 968 D A4 1155 B733 137 115

 Subtotal  11    1,492 1,249
       60% 

 Airline Flt# Ops Gate Time Aircraft Seats Passengers
 AW 2202 A B4 1119 B733 131 110
 AA 1885 A B1 1146 MD80 139 116
 DL 1125 A B10 1157 B738 154 129
 DL 1896 D B10 1125 B72S 149 125
 TW 160 D B7 1125 MD80 140 117
 AA 1104 D B3 1131 MD80 139 116
 CO 1696 D B6 1145 MD80 141 118

 Subtotal  7    993 831
       40%

 Total  18    2,485 2,080
       100%

Concourse B
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TABLE  VIII -2-B
P ea k Ho ur R eg ion al Carrie rs S ea ts/Pa ss en ge rs
Albuqu erqu e In te rna tio na l Su np ort

DEPARTURES Load  Factor 85%

CON COU RSE D , E

Ai rl in e Flt  # Op s Gate Ti m e Airc ra ft Seats P as se ng ers

MA
MA
MA
MA
MA
RG

51
401
700
551
801
123

D
D
D
D
D
D

E1
E1
E1
E1
E1
D2

720
740
742
745
745
735

B1900
B1900
B1900
B1900
B1900
Cessna

19
19
19
19
19
8

16
16
16
16
16
7

Tota l 6 103 88

ARR IVALS Load  Factor 85%

CON COU RSE D , E

Ai rl in e Flt  # Op s Gate Ti m e Airc ra ft Seats P as se ng ers

MA
MA
MA
MA
RG

54
701
558
406
232

A
A
A
A
A

E1
E1
E1
E1
D2

800
800
810
815
800

B1900
B1900
B1900
B1900
Cessna

19
19
19
19
8

16
16
16
16
7

Tota l 5 84 63

COMBINED ARRIVALS/DEPARTURES Load  Factor 85%

CON COU RSE D , E

Ai rl in e Flt  # Op s Gate Ti m e Airc ra ft Seats P as se ng ers

MA
MA
MA
MA
MA
MA
MA
MA
RG

600
105
51

401
452
700
551
801
123

A
D
A
A
D
A
A
A
A

E1
E2
E1
E1
E1
E1
E1
E1
D2

642
705
720
740
740
742
745
745
735

B1900
B1900
B1900
B1900
B1900
B1900
B1900
B1900
Cessna

19
19
19
19
19
19
19
19
8

16
16
16
16
16
16
16
16
7

Tota l 9 160 136

! ARRIVALS P EAK HOUR (APH)

The Arr iva ls  Peak  Hour  occurs from
1800 to 1900 hours and consist s of t en
ar r iving fligh ts.  Seven  or  (68%) the
a r r iva ls occur  on  Concourse A and  are
Sout hwest   Airlines  fligh ts.   The  other

three (31%) of t he a r r iva ls a r e on
Concourse B.  The Concourse B flights
are by individua l Carr iers.  The tota l
sea t s a r e 1,359  wit h  est ima t ed
passengers of 1,101 at  an  81% loa d
fa  ct  or  . (S  ee  Ex  h  i  b  i  t  VI  II-2-C.)
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! COMBINED PEAK HOUR (CPH)

The Combined  Peak  Hour  a lso occurs
from 1100 to 1200 hours a nd consists of
six depa r t ing fligh ts and  five a r r iving
fligh t s on  Concourse A tha t  a re
Sout hwest  Air lines r epr esent ing 60% of
the tota l.  The other  four  a re depa r tures
and three a r r iva ls  a re on  Concourse B
and are 40% of the tota l.  Of t he
Concourse B fligh ts, American  Airlines
and Delt a  Air lines ea ch have an  a r riva l
and a depa rt ur e.  The oth er Car riers,
TransWorld Airlines, Amer ica West
Airlines and Cont inen ta l Air lines have
eith er  an  a rr iva l or  a  depar ture wit h in
the combined Peak  Hour .  The tot a l
a ir cra ft  sea t s a re 2,485 with  est ima ted
passengers of 2 , 080.  (See  Exhib i t
VI  II-2-D.)

TERMINAL FACILITIES
CAP ACITY EVALUATION

P ro gra m  In p u t

! PASSENGER PROFILES

The demand as determined  from the
ADPM Schedu les is  accommoda ted in
va r ious wa ys.  For  example, depa r t ing
pa ssengers may or  may not  have
ba ggage and  may check-in  for  a  fligh t  a t
severa l pla ces with in  the Termina l.  As
such , th e nu mber of options for
p roces sin g pa s sen ger s  a n d  t h e
percen tage of passengers exercisin g
each  opt ion  a re specified by the
Passen ger Profiles.  These Profiles
differ  with  the type of opera t ion  of each
Airline.  The P a ssenger  Profiles  a re
developed with  specific input  from the
Airlin es.  A basic Profile tha t  considers
a ll possible inpu t  is developed to

represen t  depa r t ing and  a r riving
Albuquerque pa ssen gers.  The Profiles
also include the n umber  of checked ba gs
per  pa ssen ger a nd t he r a t io of well
wisher s and  greeters who accompany
the passen ger . (S ee  Ta ble VIII-2-C.)

! PROCESSING PARAMETERS

The Processing Par am eters consist
most ly of t ransact ion  t imes  for  the
processing of passengers for  depar t ing
or  a r r iving fligh ts.  Some of th ese
funct ions like ba ggage cla im a re
dependant on  t he time it t ak es to
process an  ent ire air cra ft  load of
passengers.  Th e following Ta ble is a
list  of the parameters tha t  determine
the number  of pr ocess ing facilit ies
required for  the peak condit ions defined
for  ADP  M J  u  n  e 1  2, 2  00  0. (S  ee T  a  ble
VI  II-2-D.)

! SP ACE STANDARDS

The Space S tandards a re a  dim ensiona l
requirement  the represent  the elemen ts
of the Term ina l, or  a re determined t o be
des ira ble a lt erna tives t o exist ing
dimensions.  For  example, the depth  of
t he ba ggage claim lobby may be
ina dequ a te and a  lar ger dept h  may be
specified as opt im a l to be added  in  the
fu  t  u  r  e.  (S  ee  T  a  b  l  e V  III-2-D  .)

! LEVEL OF SE RVICE (LOS)

Level of Service (LOS) design a t ions has
to do with  the comfor t  and  qua lity of the
experience.  Some a re rela ted to
crowding in  queuing a reas.  Called
ser vice goa ls define the amount  of t ime
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a  passen ger  must  wa it  for processin g.
Dista nce of t r avel cr iter ia bet ween
funct ions    is   another    LOS   standard

employed to promote efficien cy a nd
com for t  in t  h  e Ter  mina  l. (See  Ta  ble
VI  II-2-E.)

TAB LE VIII-2-C
AD P M P H  P a s se n g e r D e m an d  P ro fi le s
Albu qu e rqu e  Inte rn at ion al S u n po rt

Fa ct or %
J u n e  21, 2000

ADP M

PEAK HO UR  DOMEST IC PR OFILE

Origin at in g P as se n ge rs 56.63%

Cur bside
Coun ter Check-In
Gat e Check-In
E-Tickets (Electr onic Check-In)

10.0%
65.0%
25.0%
0.00%

59
829
296

0

Subtota l 1,184

Term in at in g P as se n ge rs 55.95%

Cla iming
Bypa ss Cla im

75.0%
25.0%

819
351

Subtota l 1,170

Tran sfe r P as se n ge rs 10.0%

Online
Offline

80.0%
20.0%

190
47

Subtota l 237

We ll Wish e rs 30.0% 355

Gree te rs 30.0% 351
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T A B L E  V II I-2 -D

F a c i l i t ie s  I n p u t  V a r i a b l e s - S e r v i c e  L e v e l s , S p a c e  S t a n d a r d s ,  a n d  P r o c e s s i n g  R a t e s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

F u n c t i o n / F a c i l i t y

S t d .

U n i t s

S p a c e

P r o je c t

F a c t o r D e s c r i p t i o n /C o m m e n t s

T e r m i n a l  D e sig n  A ct i vit y  L e ve l (T D A L ) 8 5 . 0 % T h e p r oces sin g le ve l es t a blis h ed  for b a la n ced  ope r a t ion s for  t h e p ea k  h ou r

ave ra ge  da y  pea k  m on t h .   (PH ADP M )  % of  to t a l  Ca pa c i ty .

D E P A R T U R E S  P R O C E S S I N G

T i ck e t  C o u n t e r s :

A ge n t  P os it ion s

T ick e t in g  U t i liz a t ion  L e v el (T U F )

% of P k .  H r .  De m an d  a t  p ea k  p e r iod  su rge

P e a k  P e r i o d  M i n u t e s

D om e s t ic T ick e t in g  r a t e

I n t er n a t ion a l  T ick e t in g  r a t e

W ell  W ish er  t o P a ss en ger  Ra t io

%

%  P k .H r .

M i n u t e s

M in ./P a x

M in ./P a x

#

7 5 . 0 %

6 4 . 0 %

2 0

1.3

2.5

0 . 3 0

%  of s e a t s  i n  a i r p or t  p k  h r /a l l a i r li n e  p ea k s  d u r i n g  t h e  A D P M  ( t o b e  ve r i fi ed )

% OF ALL AIRLINE  PE AK HR Deman d in Airport P k H r 11:00 to 11:59 ADPM

P k .  H r .  P e a k  P e r i o d  m i n u t e s

Ave r a ge T r a n sa ction  Tim e

A v e r a g e  a g e n t  c k - in  o r  t i ck e t i n g  r a t e  fo r  i n t e r n a t i on a l  p a s s e n g e r s

N u m b e r  o f W e l l  W i s h e r s  p e r  O r i g in a t i n g  P a s s e n g e r

F r on t a ge /Age n t  P osit ion

T ick et  cou n t er  a cces s a llow a n ce

D e p t h  T i ck e t  C o u n t e r

A .T .O . D e pt h

M in im u m  L ob by  Cir cu la t ion  W id t h

O u t b ou n d  B a gg a ge  D ep t h

F t .

%

F t .

F t .

F t .

F t .

5.3

5 %

10 .0

3 0

2 5

6 0

4'  cou n t er  plu s on e h a lf  of a  2 '-6" ba g w ell

C ou n t er  a cces s: ga t es , et c.

F r on t  of coun t er  t o ba ck w a ll

E x is t in g  P la n

E x is t in g  P la n

Ave r a ge  de pt h  of ba gga ge  h a n dli n g s pa ce

Ticke t  Lobby  (Qu eu ing)

D e p t h  T i ck e t  L o b b y

D o m e s t i c  S e r v i ce  G o a l  M i n u t e s

I n t e r n a t i on a l  s e r v i ce  g oa l  M i n u t e s

Q u eu e  Le n gt h /P a x

Q u eu in g Ar ea /P er son

T ick et  L obb y cir cu la t ion

W e ll w is h er s  in  Q u eu e

F t .

M i n u t e s

M i n u t e s

F t .

F t .2

F t .

%

2 6

7.5

1 5

4.5

15 .1

1 3 . 3 3

2 0 %

D ep t h  fron t  w a ll t o t ick et  cou n t er  in clu de s q u eu in g a n d cir cu la t ion .

M a x i m u m  a v e r a g e  w a i t i n g  t i m e  fo r  D o m e s t i c  p a s s e n g e r  i n  q u e u e .

M a x i m u m  a v e r a g e  w a i t i n g  t i m e  fo r  I n t e r n a t i on a l  p a s s e n g e r  i n  q u e u e .

Len g th  o f qu eu e  a s  gen e ra t ed  by  se r v ice  goa l  t im es  qu eu e  l eng t h  p e r  P ax .

I AT A  se r vice  le ve l C .

W idt h  de pe n ds  on  len gt h  of t ick et  cou n t er  block .  20 fee t  m in .

P e r ce n t a ge  of W e ll W is h e rs  in  Q u e u e w it h  P a s s en g er .

S e cu r it y

In sp ect ion  r a t e P eop le/H ou r

% of Gree ters  & Wel l wishers  Thru  Secur i ty

S e c u r i t y  S e r v i ce  G o a l  M i n u t e s

S e cu r it y  St a t ion  W id t h

S e cu r it y  St a t ion  L e n gt h

Ar ea /St a t ion

S ecu r it y O ffice

P a x ./h r .

%

M i n u t e s

F t .

F t .

F t .2

F t .3

4 5 0

3 0 . 0 %

3

1 2

2 5

3 6 0

1 0 0

P er son s ch eck ed  t h r ou gh  se cu r it y p er  h ou r  pe r  x-r a y u n it .

V is it or s  p a s sin g  t h r ou g h  s ecu r i t y ch e ck .

M a x i m u m  w a i t  i n  Q u e u e .

W i d t h  o f X -r a y  P l u s  p a s s i n g  l a n e  w i t h  M a g n a t o m e t e r .

Le n gt h  of X-r a y S t a t ion  in pu t  t o r ecla im .

1 2 0  S .F .  fo r  X-r a y  &  M a g . S t a .   3 0 0  S .F .  fo r  m a n u a l  se a r c h  w i t h  2  m a g s .

A llow a n ce  a r ea  p e r  X-r a y  U n it .

D om es t ic Ba gga ge C la im

D e vi ce  U t ili za t ion  F a ct or  (D U F )

C h e c k e d  B a g s / P a s s e n g e r

Avg .  S lope  Bed  C la im  Dev ice  F ron ta ge

Avg .  F la t  P l a t e  C la im  Dev ice  F ron ta ge

F r on t a ge /B a g

% t ota l  Ba gs  D isp la yed  D om es t ic

%

#

F t .

F t .

F t .

%

6 0 . 0 %

1.3

1 1 6

1 6 2

1.5

3 0 . 0 %

P e r c e n t a g e  of t h e  p e a k  h o u r  t h a t  a l l  d e v ic e s  a r e  i n  u s e .

A ve r a ge  n u m b e r  of C h e ck e d b a gs  p er  P a s s en g er .

A v er a g e  fo r  e xi st i n g  s p a ce  fr o m  d r a w i n g s .

A v er a g e  b e lt  fr o n t a g e  in c lu d i n g  s t r i p p in g  o n  fl a t  p la t e  c on v e y or s .

A v e r a g e  f r o n t a g e  fo r  b a g s  o n  c la i m  d e v i ce .

%  of t o t a l  H o u r ly  b a g s  d is p la y e d .

D i s t a n c e  b e t w e e n  d e v i ce s

E n d of d ev ice t o obs t r u ct ion

D e vice  W id t h

S lop e B e d D e vice  L en g t h

C l a i m  D e v i ce  A r e a

C l a i m  L o b b y  A r e a  i n c l.  D e v ic e  a r e a

L in . ft.  p er  S .B. D ev ice

Od d  S ize  Ba ggage  Di sp lay  F ron ta ge

F t .

F t .

F t .

F t .

F t .2

F t .2

F t .

F t .

2 5

1 5

2 3

4 3

6 5 2

2 , 9 2 0

6 4

2 , 2 6 8

M in im u m  C le a r an ce

D evice  t o ba ck w a ll

M in im u m  w idt h  plu s fe ed  con ve yor

Avera ge  for  ex i s t ing  sp ace  f rom  d r aw ings

C a l cu l a t e d

A v er a g e  fo r  e xi st i n g  s p a ce  fr o m  d r a w i n g s .

C l a i m  L o b b y

G r ee t er s R a t io

G r ee t er s F a ct or

D ev ice U t iliza t ion  F a ct or

S e r v i ce  G o a l  M i n u t e s

A re a  S .F ./O ccu p a n t

S t r ip p in g  B elt  L e n gt h

In bou n d a r ea /Cla im  D ev ice

C ir cu la t ion

B a gga ge  S er vice /Cla im  D ev ice

#

%

%

F t .2

F t .2

F t .

F t .2

F t .

F t .2

0.5

3 0 . 0 %

6 0 . 0 %

2 0

17 .2

3 0

1 0 3 3

2 5

2 6 0

N u m b e r

of G r e et e r s p er  T e r m in a t in g  P a s se n ge r s

P e r c e n t a g e  of t h e  p e a k  h o u r  t h a t  a l l  d e v ic e s  a r e  i n  u s e .

D e l i ve r y  c y cl e  of s i n g l e  fl ig h t  b a g s  t o  d e v ic e .

IA TA  se r vice le vel C

M in im u m  s t r illin g  be lt  le n gt h

Ba sed  on  w id th  o f be l t+w ork  spa ce+ca r t  p a r k+b y-pass  l an e  t im e  be l t  l en g th

W idt h  of pa ss in g cir cu la t ion

B a g g a g e  s e r v i ce  o ffi ce  a l l ow a n c e  p e r  c l a i m  d e v i c e .
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T AB L E  VI I I -2 -D  ( Co n t in u e d )

F a c i l i t ie s  I n p u t  V a r i a b l e s - S e r v i c e  L e v e l s , S p a c e  S t a n d a r d s ,  a n d  P r o c e s s i n g  R a t e s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

F u n c t i o n / F a c i l i t y

S t d .

U n i t s

S p a c e

P r o je c t

F a c t o r D e s c r i p t i o n /C o m m e n t s

P a ss en ge r  H oldr oom s

P ea k  H ou r  L oa d F a ct or

P ea k  O ccup a n cy % of ca pa city

A re a  S .F ./O ccu p a n t

A vg . H o ld r oom  W i d t h

Ar ea  Allow a n ce for P odiu m s &  AC  exit

G r o u p  A & B  h o ld r o o m  a r e a

G r o u p  C 1  h o ld r o o m  a r e a

G r o u p  C 2  h o ld r o o m  a r e a

G r o u p  C 3  h o ld r o o m  a r e a

G r o u p  D  h o ld r o o m  a r e a

G r o u p  E  h o l d r o om  a r e a

G r o u p  F  h o l d r o om  a r e a

%

%  P k . H r .

F t .2

F t .

F t .2

F t .2

F t .2

F t .2

F t .2

F t .2

F t .2

F t .2

8 5 %

9 0 %

1 2 . 0 0

27 .5

3 0 3

8 0 8

1 , 2 6 7

1 , 6 3 4

1 , 7 9 9

2 , 6 9 0

3 , 7 0 0

4 , 8 4 7

P e r c e n t a g e  of a i r c r a ft  s e a t s  o c cu p i e d

P er cen t a ge of t ota l  boa r din g p a ss en ger s in  h oldr oom  5 m in . pr ior t o boa r din g

B a s e d  o n  6 0 % s e a t i n g  @ 1 5  S .F .  a n d  4 0 %  s t a n d i n g  @ 1 0  S .F . /o ccu p a n t

D im en sion  w in dow  w a ll t o cir cu la t ion

C a l cu l a t e d  b a s e d  on  8 5 %  L .F .  a n d  a i r cr a f t  G r o u p  s e a ls .

C a l cu l a t e d  b a s e d  on  8 5 %  L .F .  a n d  a i r cr a f t  G r o u p  s e a ls .

C a l cu l a t e d  b a s e d  on  8 5 %  L .F .  a n d  a i r cr a f t  G r o u p  s e a ls .

C a l cu l a t e d  b a s e d  on  8 5 %  L .F .  a n d  a i r cr a f t  G r o u p  s e a ls .

C a l cu l a t e d  b a s e d  on  8 5 %  L .F .  a n d  a i r cr a f t  G r o u p  s e a ls .

C a l cu l a t e d  b a s e d  on  8 5 %  L .F .  a n d  a i r cr a f t  G r o u p  s e a ls .

C a l cu l a t e d  b a s e d  on  8 5 %  L .F .  a n d  a i r cr a f t  G r o u p  s e a ls .

Air lin e C lu br oom s

C l u b r o o m  %  o f t o t a l  h o l d r o om  a r e a

H oldr oom s/clu br oom

A v e r a g e  c lu b r o om  a r e a

%

#

F t .2

1 5 %

1

2 0 0 0

P e r c e n t a g e  of t o t a l  p a s s e n g e r s  u s i n g  cl u b s

R a t io of ga t e t o clu b r oom s

Clu br oom s i ze

C on cou r se  C ir cu la t ion

M in im u m  C on cou r s e  C ir cu la t ion  w id t h

Tr a ffic volu m es  se r vice le vels

F t .

P F M

2 5

1 5

Wid t h  d epen ds  on  pea k  H our  vo lum es  a nd  geom et r y .

P eop le p er  foot p er  m in u t e.   L eve l of Ser vice C .  F r u in

A ir lin e s O p er a t ion s % 3 0 % P e r c e n t a g e  of t o t a l  H o ld r o om  a r e a s .

TABLE  VIII -2-E

Le v e l  of S e r vi c e  S ta n d a rd s  (LOS )

Albuqu erqu e In te rna tio na l Su np ort

LEVEL OF  SER VICE  STAN DARD S – AREA P ER  OCCU P ANT

A B C D E F

Fun ct ion/Faci li ty ft 2 ft 2 ft 2 ft 2 ft 2

Check-in Qu eue Area 19.4 17.2 15.1 12.9 10.8

Wait /Circu la t e 29.1 24.8 20.4 16.1 12.8

Hold Room 15.1 13.5 12.0 10.5 8.0

Bag Claim Area (excl. Claim device) 21.5 19.4 17.2 15.1 12.9

Feder al In spection Ser vices 15.1 12.9 10.8 8.6 6.5

Le g e nd

A Excellen t  level of se rvice ; condit ion s of fr ee  flow; excellen t  level of comfort .

B High  level of se rvice ; condit ion  of st able flow; very few de la ys; h igh  level of comfort

C Good  lev el o f serv ice ; con dit ion  of st able  flow ; acc ep table  de lay s; go od  lev el o f com fort

D Adequ ate level of service ; condit ion  of unst able flow; acceptable delays  for  sh or t  pe r iods of t im e; a dequ a te levels of

comfort

E  In adequ a te level of service ; condit ion  of unst able flow; unacceptable delays; in adequ a te levels of com fort

F  Un accept able levels  of ser vice; condit ions of cross flows, syst em  br ea kd own a nd in adequ a te de lays ; un accept able

levels  of comfort
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Capaci ty  Evaluat ion

Each of the processing funct ions was
eva lua ted us ing the inputs and demand
descr ibed above.

Relat ed processin g fu n ct ion s a r e
eva lua ted in t he sequence experienced
by the passenger .  Only t hose funct ions
for  which u ser demand can  be
determined were eva lua ted.  Secondary
funct ions tha t  su ppor t  pr ocess ing is
sized either  in  propor t ion  to the exis t ing
ra t io, or  ra t ios were changed to correct
imbalan ces.  The Dem and E valua t ion  of
relat ed sequen t ia l funct ions were
avera ged to indica te the overa ll
per formance of the F acilit ies.  All
Facilit ies were t hen adjust ed to provide
a  ba lanced processing capacity for  the
ent ire Termina l.  A level of 85% of
capa city wa s est ablished as t he Design
Ut iliza t ion  Factor  (DUF).  This Design
Level of act ivity is selected a s a
“t r igger” t o in it ia t e design  a nd
const ruct ion  of new Fa cilities.  The
excess of 15% capacity a llows for
cont inuing growth  du r ing the design
a nd const ruct ion  per iod un t il new
expanded facilit ies come on  line.

Departure  Process ing  Evaluat ion
(S ee  Ta ble VIII-2-F.)

! TICKE T COUNTERS

The t icket  counters a t  Albuquerque
In terna t iona l Sunpor t  a re leased  by
individua l Air lin es.  As such, the
requirement  for  t icket  counter  posit ions
mu st  accommodate the tota l pos it ions
requ ired for  a ll of the individu a l
Airline’s peak  hours.  The tota l of a ll of
the individua l air line passenger peaks

is 68% of the depa r t ing dem and.  Ticket
counter  pr ocessin g deman d assu mes a
su rge equal to 50% of the peak  hour
passengers a r r iving in  a  peak twenty-
minu te check-in  cycle.

The check-in  ra te a t  the counter  of 1.3
minu tes per  pa ssen ger is ba sed on
weighted average t imes for t hose
ca r r ie r s  p r oces sin g d u r in g t h e
depa r tures peak  hour .  F loor  a rea
ca lcula t ions for  t icket  counters and
suppor t  spaces a re ba sed  on  exist ing
facilities.  The t icket  coun ters were
found to be opera t ing a t  71% of
ca  pa  cit  y. (S  ee  T  a  b  l  e V  III-2-F.)

! TICKE TING LOBBY

The adequacy of the Ticket ing Lobby
floor  ar ea is also eva lua ted to determine
whether  demand levels  resu lt  in
accept able Levels  of Service.  The
eva lua t ion was based  on  a  service goal
of an  8-minu te maximum wait  in  queue,
and a  Level of Service-C of 17 square
feet  per  person  in qu eue with  baggage.
The queu ing ar ea wa s determined to be
opera t ing a t  72% of capa city when
concen t ra t ed wit h in  t h e fr on t a ge
r  equ  ired for  t  icke  t  in  g. (S  ee T  a  b  l  e VIII-
2-F.)

! PASSE NGE R SECURITY
SCREENING

In addit ion  to the depar t ing passenger ,
it  is assu med tha t  30% of well wisher s
and greeter s pass in to the secu re a rea .
The processing ra te a t  cu r ren t  secur ity
levels is 450 pa ssen gers per  st a t ion  per
hour  or  1,800 for  a ll s ta t ions .  The
cur ren t  Peak  Hour  Dema nd of
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or igina t ing pa ssengers in cludin g well
wisher s and greeter s is 1 ,429.  At  the
Design   Ut iliza t ion   Factor  DUF ) of 85%

the capacity is 1,530 persons with  three
s ta t ions opera t ing and  one as  backup.
(S ee  Ta ble VIII-2-F.)

TABLE  VIII -2-F

Exist ing De man d Capacity  Analys is

D e p a rt u r e P r o c e s s in g  F a c il it i e s

Albuqu erqu e In te rna tio na l Su np ort

Fac ility Title Units

B a s e

Year

2000

E xi st in g

P r oc e ss in g

Capacity

Uti .

Fac tor

Exi s t . % of

Capacity

Uti .

Fac tor

85% of

Capacity 2 3 Ga t e s

Annua l Passenge r s Pax. 6,267,452 7,253,169

DEPARTURE PROCESSING

Ti c k e t Co u n t e rs : ( P k .  H r . D e m a n d )

Agent  Posi t ion s

    F ront age

Area

Vacan t  coun ter

Ticket Lobby ( P k .  H r . D e m a n d )

Qu e u i n g  Ar e a

Outbound  Baggage

Vacan t  Ou tbound

Air line  Ticket  Office

Vacan t  Air lin e T ick et  Office

Ticket  Lobby  Circu la t ion

S e cu ri ty  S ta ti on s ( P k .  H r . D e m a n d )

Number  of S t a tions

Area  of St a t ion s

Area  of Qu eu ing

Security Offices

Pax.

#

F t .

F t .2

Ft .2

P a x . + W .W

Ft .2

Ft .2

Ft .3

Ft .2

Ft .3

Ft .2

P a x . + W .W

#

Ft .2

Ft .2

Ft .2

829

75

374

3,749

1,094

904

9,724

21,533

5,797

10,657

3,578

8,295

1,396

4

2,388

876

722

1,152

1,099

1,800

72.0%

82.2%

77.6%

85%

39

385

85%

(3,785)

2,092

1,156

85%

(1,308)

(516)

979

75

394

4,134

1,094

768

5,939

23,625

5,797

11,813

3,578

8,295

1,530

4

1,440

480

300

Subtota l Ft .2 68,413 71,697 66,495

Avg . Ut i li za tion % 77.3%

(    ) mea ns excess cap acity

! PASSE NGE R SECURITY
QUEUING

Requir ed queuing for  secur ity wa s
determined using 3 minu tes a s th e
desired  maximum waitin g tim e in
queue a t  a  LOS-C and 10 square feet  of
floor  a rea  per  person .  The number  of
people in a  double queu e would be 48
requir ing 480 square feet.  The space
ava ilable is not  const ra ined for  queue
len gth , bu t  queues longer t han  24
persons would exceed the service goal of
three minutes. (S ee  Ta ble VIII-2-F.)

Arrivals  Process ing  Evaluat ion
(See Ta  ble  VIII-2-G)

The ma jor  act ivity on  the a rr iva l cycle
is the claim ing of baggage and a ccess t o
ground t ranspor ta t ion .  All t ransact ions
relat ed to ground t ranspor ta t ion  occur
a t  the outer  curb or  a t  the new ren ta l
car  facility a nd a re therefore not  par t of
th is  eva lua t ion .
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! BAGGAGE CLAIM

It  is est ima ted tha t  75% of a r r iving
peak hour  pa ssen gers cla im checked
baggage.  The rema in ing 25% of the
passengers bypa ss the ba ggage cla im
areas and  go d irect ly to the curb or  to
other  ground t ranspor ta t ion  relat ed
facilities.   It   is  a lso assu med tha t  each

passen ger checks an  average of 1.3
bags.  Assuming a  15-minu te cla iming
cycle for  Group II I Aircraft , the capacity
of a  sloped pla te device is estima ted at
four  t imes t he frontage of the device
divided by 1.5 feet  per bag.  Group IV
757-200 Aircraft  would  require a
cla iming cycle of 20 m inutes.  (S ee
Ta ble VIII-2-G.)

TABLE  VIII -2-G

Exist ing De man d Capacity  Analys is

Arriva ls  Process ing  Eva luat ion

Albuqu erqu e In te rna tio na l Su np ort

Fac ility Title Units

B a s e

Year

2000

E xi st in g

P r oc e ss in g

Capacity

Uti .

Fac tor

Exi s t . % of

Capacity

Uti .

Fac tor

85% of

Capacity 2 3 Ga t e s

ARRIVALS P ROCE SSIN G (Pk. Hr .

Dema nd)

Ba ggage Cla im: (Dom.) (P k . H r .  D em a n d )

Devices

Dev. F ront age

Device ar ea

Claim  Lobby (P k . 2 0  m i n  D e m a n d )

Area  not including Devices

Public Lobby & Cir cula t ion

In boun d Ba ggage

Baggage Service Offices

Bags

#

Ft .

F t .2

P ax +Gr.

Ft .2

Ft .2

Ft .2

Ft .2

1,065

8

971

8,009

650

24,385

11,871

11,480

1,754

1,295

851

82.2%

76.4%

85%

(283)

85%

(2,463)

(7,359)

(3,216)

326

1,101

8

688

5,215

723

21,922

4,512

8,264

2,080

114       Subtota l Ft .2 57,499 (12,713) 41,992

1368      Avg. 79.3%

! NUMBER OF DEVICES

The Standa rd Cla im Device at  ABQ is
116 feet  in  lengt h .  The capacit y of t he
device, if fu ll, for  the hour  would be 77
bags.  The working ca pacity of the
devices is 80% of full capacit y with  each
displa y a t  62 bags.  Th e a verage
number  of bags per  fligh t  in  the a r r iva ls
peak hour  is 86.  Ea ch  device can
ha ndle ba ggage for  2.1 fligh ts if in
cont inuous use for  a  tota l of 17 fligh ts.
Concourse A has only th ree devices and
cur ren t ly has  7 PH ar r iving a ircra ft .  At
2.1 a r r ivin g opera t ions per  device 3.3
devices would be required or 110% of

the pr actical capa city.  Concourse B has
four  st anda rd devices plus one la rge
device with  155 feet  of frontage for  a
t ot a l of 5.33 sta nda rd devices.  The
pract ica l capacit y of t hese 5.33 devices
is 11.2 a r r iva ls.  Dur ing the ADPM
Concourse B has five hours during the
day wit h  4 flights.  U t iliza t ion  of the
five devices with  4 a r r ivals is on ly 36%.
The avera ge u t iliza t ion  dur ing the PH
ADPM of a ll termina l devices to
a ccom m od a t e  Ar r ivi n g Ai r cr a ft
Opera t ions is 65.2% (S ee Ta bl e VIII-2-
G).



VIII -2-13

! CLAIM LOBBY EVALUATION

The lobby a rea  surrounding the
Standard Claim  Device is 2,875 squa re
feet  (S.F .).  The LOS-C of 18 S.F . per
person , the capa city for  individu a l cla im
device lobby space, would be 166
persons.  The average number  of
cla iming passengers plu s accompanying
greet ers is 114 people.  All of th ese
people may be in  the cla im area  wa it ing
for  a  bag to ar r ive.  This r epresen ts 70%
of the capacity for  individua l cla im
device in lobby areas .  I f any passengers
from another  fligh t  were cla iming
ba ggage on  the same device the Level of
Service would be un acceptable.

The capacity of a ll of t he cla im a rea  a t
LOS-C is 1,083 passen ger s a nd
greeters.  Th e P H demand a t  ba ggage
cla im from the 10 a r r iving a ircra ft
opera t ions is 1,084 people includin g
greeters.  The t ota l 60% or 650 people
ar r ive in  a  20-minu te peak per iod .  The
650 people repr esen t  60 % of the
capacity of the overa ll Ter mina l Cla im
Lobby Spa ce.  Of th e peak 20-minute
passengers, 522 a re in  the smaller
nor th cla im a rea .  The lobby a rea  for
the t h ree devices is 9,717 squa re feet .
The capacity of t h is space a t  LOS-C is
540 people.  The u t iliza t ion  factor  of the
space is 522 people divided by 540
people, which  equa ls 93% of tota l
capacity.  Because of the a r rangement
to devices wit h in  the Termina l with
three devices on t he ea st  and five
devices on  the west  t here is an
imbalance with in  the cla iming funct ion .

Co n co u rs e  An d
Ai rs id e  F ac ili ti es
(S  ee  T  a  b  l  e V  III-2-H.)

! AIRCRAFT GATE
UTILIZATION

There a re th ir t een  Group III Aircra ft
posit ions a t  Concourse A and  n ine
Group III Aircra ft, an d one Group IV
Air cra ft  position  a t  Concourse B.
Dur ing the Combined  Peak  Hour  there
are six depa r t ing oper a t ions a nd six
ar r iving opera t ions on  Concourse A and
four  depa r t ing opera t ions a nd three
ar r iving opera t ions on  Concourse B.
The avera ge air cra ft  dwell time on
Concourse A was 25 minu tes with  dwell
t imes  a t  Concourse B somewhat  longer
a t  30 m inu tes.  The 5.5 Gat e
Occupa ncies a t  30 minu tes represen ts
48.5% of the capacity.  The 3.5 Gat e
Occupa ncies a t  35 minu tes represen t s
29% of the capa city.

If the ent ire Concourse A and B Ga tes
are considered u t ilized dur ing th is
combined occupancy the Gates would be
29% of the tot a l capa city.  While t h is
overa ll capa city may seem low it is th e
resu lt  of exclusive or  P referent ia l User
Gate Alloca t ion .  Only five of the ten
Airlines using Concour ses A and B had
fligh ts in  the PH.

! HOLD ROOM SIZES

The average number  of sea ts  in  the
ADPM  Schedule  is  136.   The Forecast
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Average Load Factor  is 66%.  The
average number  of sea ts  in  the CPH is
138 with  a  Load Factor  of 80% or  110
passengers.  With  well wishers t he
aver a ge hold room would serve 120
people per  fligh t .  The Peak Occupancy
of the hold r oom would be 95% of 120 or
114  passengers.   At   a   LOS-C the a rea

required would be 1,368 square feet
with  a  10% a llowance for  cir cula t ion .
The hold  room size would be 1,505
square feet .  In  addit ion  t o t he hold
room, 550 square feet  per  Gate a re
a llowed for  check-in coun ters a nd for
exit  space from the a ircra ft .

TABLE  VIII -2-H

Exist ing De man d Capacity  Analys is

Ai rs i d e  a n d  Co n c o u rs e  F a c il it i e s

Albuqu erqu e In te rna tio na l Su np ort

Fac ility Title Units

B a s e

Year

2000

E xi st in g

P r oc e ss in g

Capacity

Uti .

Fac tor

Exi s t . % of

Capacity

Uti .

Fac tor

85% of

Capacity 2 3 Ga t e s

COMMUTER CARRIER FACILITIES
(P k . H r .  D em a n d )

Pass en ger  Holdrooms

Air lin e Ope ra t ion s

P a s . + W .W .

Ft .2

Ft .2

137,826

7,653

7,170

306 75.0% 85%

(1,910)

(840)

260

5,743

6,330

DOM. GATE FACILITIES (P k . H r .  D em a n d )

Pass en ger  Hold Room s

Pa ssen ger H old Rooms Area L O S  C

Clu br oom s

Con course  Cir cula t ion

Air lin e Ope ra t ion s

Covered U nen closed  St ora ge

P a s .

#

Ft .2

Ft .2

Ft .2

Ft .2

Ft .2

1,157

23

51,961

1,883

21,253

15,515

13,498

2,622 73% 85%

(4,696)

117

2,380

(1,402)

(1,220)

2,245

23

47,265

2,000

23,633

14,113

12,278

PUBLIC SPACES (P k . H r .  D em a n d )

Rest  Room s

Mezzan ine

Pax .

Ft .2

Ft .2

520

8,630

4,569

719 72%

(1,289)

520

7,341

176,471

Subtota l 48% 132,132 -32,038 100,094

73.4%

The average hold rooms on  Concourse A
and B including check-in  spa ce a re
2,055 square feet .  Some of the gates on
the nor th  side of th e concour ses ar e less
than  adequa te.

Ot h e r F a ci li ti es

! CONCESSIONS

While dem a n d is a n  im por t a nt
considera t ion  in  the adequacy of

concessions in  a  termina l, there a re
m a r k e t i n g  con s id e r a t i on s  t h a t
determine the capacity and economica l
viabilit y of a ir por t  food/bever a ge
services an d ret ail concessions.

Circulat ion

! WALKIN G DISTANCES

E n pla n in g  pa s s en ge r s  wa lk in g
dis tances  average 1300 feet  from the
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center  of t he east side t icket ing t o the
center  of Concourse A and a  sim ila r
d is tance from the center  of the westside
t icket ing to the cen ter  of Concourse B
hold rooms.  Of the 1300 feet  there is
1 7 5  fe e t  of m ov i n g  w a l k w a y
(mechan ica l a ssist ed) t ravel available to
passengers.  Th e deplan ing length  of
t ravel is s imila r , except t here is an
escala tor  between , increas ing the
assist ed t ravel dist ance to 210 feet .
With in  the Concourse, it is 1075 feet
from the end Ga tes on Concourse A to
the end Ga tes of Concourse B.

! CIRCULATION CAPACITIES

The minimum widt h  of circu la t ion  in
the Ter mina l is 13.75 feet  a t  t icket ing.
The corr idors a t  t he nor th  s ide of the
Buildin g a re pr imar ily one-way flowing
toward the cent er  of the Bu ilding.  At
Level of Service C, t hese corr idors
would have an  hour ly ca pacit y of 162
passengers per  minu te.  In a  peak 20
minutes t he capacity of the eas t  and
west t icket ing corr idors would be 6,500
people compared to the depa r t ing pea k
20 minu te dema nds of 550 passengers.
Th e corr idors a re a t  8.5% capa city.

The minimum circu la t ion  wid th  in  the
Concourse is 22.5 feet  where hold rooms
are on both  sides.  Assuming 80% of the
width  is ava ilable for  cir cula t ion , the
capacity at  LOS is 112 passengers per
minu t e or  6,750 per  hour  for  each
Concourse.  The peak hour  combined
passengers on  the ADPM are 2,080
passengers.  Concourse A has 1,249,
wh ich  is 60% of the pa ssengers.  Th is
represen ts 18.5% of capa city.

Based on flow t he Concour ses h ave
s u fficien t  ci rcu la t ion  wid th s  t o
accommodate pa ssengers a nd well
wishers.  There a re condit ions  such  as
greet ers accumula t ing for  a r riva l of
passengers and check-in queues t ha t
impin ge flow. Th is t ype of condit ion  is
difficu lt  to eva lua te and will cont inu e to
occur  unt il a ir line ga te opera t ions  a re
a ffect ed  by  impr oving  sys t em s
technology.

! VERTICAL CIRCULATION
ESCALATORS

Escala tors a re the pr imary mean s of
ver t ica l circu la t ion  in  a  th ree-st ory
st ructure.  On the cent ra l axis  of the
termina l t here ar e two ban ks of 4
esca la tors with  two in each  direct ion ;
one bank from level one to level two,
a nd one ba nk from level two to level
three.  Th e capa city of 40 passengers
per  m in u t e t r a n sla t es t o 4800
passengers per  hour  in ea ch  direct ion .
Sign ificant ly more capacity than  is
requ ired.  With  two Esca la tor s in  each
direct ion  there is lit t le or  no queuing
during su rges.  Dur ing down t ime for
servicing a  sin gle esca la tor  there is
en ough  capa city, however  there may be
shor t  t erm queuing du r ing su rge
condit ions. There is a  second up/down
pa ir  of esca la tors a t  the wes t  end of
t icket ing which  is  a  remnan t  of the old
t ermina l and is curren t ly a  convenience
but  not  necessary to the funct ion  of the
Ter mina l.

! ELEVATORS

Becau se the fir st  and  th ird floors of the
Termina l do not overlap t here is not a
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bank of eleva tors t ha t t ouch a ll levels.
The two pa irs of eleva tor a re loca ted at
the nor th  and sou th  end of the Grea t
Ha ll.  The pa ir  serving from level th ree
to the tunnel to the parking st ructure is
in  the center  spine.  The second pa ir
serving level two an d level t h ree is
loca ted away from the cir cu la t ion  pa th
and is somewh at  obscure a nd n ot  well
signed.  All elevat ors a re pa ired serving
no more than  three floors.  They ar e of
sufficien t  size and h ave sh or t  cycle
times.  There is also a  la rge ser vice
eleva tor  a t  the eas t  end .

R e st ro o m F a ci li ti es

! LOCATION AND SEPARATION

Arr iving pa ssen gers h ave mult iple
oppor t u n it ies t o a cces s r es t r oom
facilit ies on  the wa y to Level One and
Baggage Claim.  On Level On e there is
a  la rge cen t ra l bank  of rest rooms
loca ted beh ind t he esca la tors in  rea dily
accessible, bu t  somewhat  obscure visua l
posit ion .  It  is with in  200 feet  of six of
the eight  claim  devices.  The la st  two
devices in  the wes t  cla im area  a re
with in  350 feet  of t he cen t r a l rest rooms.
On Level Two, rest rooms a re cent ra lly
loca ted at  th e entr ies to hold rooms D
and E.  These loca t ions a re accessible to
the major  car r iers t icket ing a reas , bu t
are not  on  the pa th  to th e Gates.  There
is also a  res t room group a t  the west  end
of t icket ing n ea r  the TWA Clubroom,
wh ich  is with in  250 feet  of a ll t icket ing
posit ions in  the west  t icket  lobby.
While the t ravel d is tances  a re a t  the
limit s of acceptable t ravel they a re
convenien t  and recognizable.

Rest rooms on  Level Thr ee exceed LOS-
C requirem ents for  dist ance of t ravel
and a re loca t ed in  prominen t , ea sily
a ccess ible posit ions.  Th er e a re
convenient  res t rooms on  the pa th  from
t icket ing to secur ity on Level Three a t
the hea d of the esca la tors.  In  the non-
secure a rea  of Level Three concessions
and food service esca la tors a re wit h in
150 feet  of rest rooms, also s imila r  to the
secure levels of Level Three.

! PLAN E VALUATION

The pla n  eva lua t ion  is in t ended to
record phys ica l condit ions  tha t  a re not
ident ified by t he model, which a re
eith er  cons t ra in ts  to the opera t ion  of
the Termina l, or  condit ions, which offer
oppor tun it ies for capa city enhance-
men  ts.  Exh  i  b  i  t  s V  III-2-E th rough
VIII-2-H  r  epr  esen  t  di ffe r e n t  p a r t s of
the Termina l by level layer .  The
diagrams and comments serve as a
record of observa t ion  and  eva lua t ion .
They a re considered in t he development
of th e facilities requiremen ts a nd
development  of a lter na t ive concept s.

! FINDINGS AND
CONCLUSIONS

The exist ing Ter mina l Facilit ies have
an overa ll capa city of 73% under  the
curren t  ADPM demand.  These facilities
are in  a  s ta te of ba lance with  each  other
for  a ll eigh t  ma jor  demand funct ions for
wh ich  demand is a  determinant .  They
average a  76.7% of ca pa city with  a
range of 72% to 82%.
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TICKETING AREA FACILITIES
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However , with in  individua l funct ions
there was a  good dea l of var ian ce due to
the pa t tern  of a irline occupa ncy and
individua l a irline demand.  For
exa mple, Concourse A handles 64% of
the da ily opera t ions compa red to 35% of
the tota l for  Concour se B.  The Ea st
Cla im Area  ha ndles 64% of the demand
with  less  capa city than  the five claim
devices t ha t  handles  36% of dem and in
the West  Cla im Area . of a ll of
Concourse  A  demand tha t  is genera ted

du r ing the a r r iva ls pea k hour  is
concent ra ted in  the sma ller  East  Cla im
Area , it  would be requir ed to funct ion  a t
110% of opt imum.

I m p l e m e n t i n g  s o m e  c a p a c i t y
enhancements to cor rect  the imba lances
with in  the exist ing Ter mina l would
a t t a in  the 85% design u t ilizat ion  level
a t  3.6 million  a nnua l enpla n ed
pa ssengers for  the Ter mina l.
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INTRODUCTION

PURPOSE

The purpose of the passenger
terminal facilities requirements is to
quantify and qualify, to the fullest
extent possible the terminal facilities
that would be required to
accommodate the forecast
passenger, aircraft and public
demand.  The terminal facilities
requirements are also intended as
the base for the development of the

alternative(s).  In addition, the
facilities requirements would serve
as a base for the development of
funding requirement(s) for the
Capital Implementation Program.

METHODOLOGY

A spreadsheet model is used to
determine the Terminal Facilities
Requirements.  This model is an
extension to the model used in the
Terminal Demand Capacity
Analysis and employs the same
industry standards that include
service goals, functional space
standards and operational
parameters.  Please see Table 
VIII-2-E for input used in the
evaluation of the existing terminal
and its operations.  Levels of service
space standards were established as
“Level of Service-C” during peak
conditions of the Design Day.  These
levels of service space standards
with definitions were presented in
Table VIII-2-E.

Chapter Eight
Passenger Terminal

Facilities
Section Three

REQUIREMENTS

VIII-3-1
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PASSENGER AND
AIRCRAFT DEMAND

The forecast  demand of annua l, peak
month , dema nd da y passengers a nd
a ir cra ft  opera t ions  were developed in
Chapter  Three - Foreca  st  s (See Table
VI I I -3 -A ) a  n  d t  h  e p  la  n  n  in  g h  orizon
act ivity milestones  were used  as the
ba sis  for  determining the fa cilit ies
requirement s.

De m an d D ay  Sc h e du le

The schedu le for  J une 12, 2000 (see
Exh  ibit  VI I I -3 -A ) wa  s u  sed as t  he ba  se
for  the Demand Capacit y An a lys is for
the a ir field and for  t he t ermina l
fa cilities.  The schedule was  for  the
months of J une, J u ly and  Augus t  - the
peak  per iod  of the year .

DEMAND DAY AIRCRAFT
OP ERATION S AND
P ASSENGER PEAK HOURS

Major Carrier Com bine d
P e a k  Ho u r Op e ra tio n s

The demand day schedu le of opera t ions
exh ibit s a  pa t tern  of peaks a t  th ree-
hour  in t erva ls from 09:00 to 15:00.  Two
hours la ter , a t  17:00, th ere is another
peak and a t  four  hours la ter  a t  21:00
there is a  fina l peak .  The largest
number  of opera tions occurred  from
11:00 to 11:55 hours.  Ther e were a
tot a l of 18 major  car r ier  opera t ions
during th is per iod consist ing of eigh t
a r r iva ls and t en  depa r tures tha t  tota led
2,485 seat s.  The combined peak hour
opera t ions repr esen t  8.43% of the tota l
da ily opera t ions  by the n ine ma jor

car r iers.  At  an  84% load  factor , the
2,091 combined peak hour  passengers
was 10.8% of the design  day passengers.
For  the purpose of the facilit ies
requ irements, it  was  assumed tha t  the
peaking pa t t ern  and the percentage of
da ily opera t ions a nd pa ssen gers would
cont inue through the forecas t  per iod
(See Tab  le  VIII-3-A).

Major Carrier Dep arting  An d
Arriv ing  Pe ak Hour Operat ions

The t en  depa r t ing ma jor  ca rr ier
opera t ions tot a led 1,376 sea t s, which
are 4.67% of the tot a l da ily sea t s and a t
an  86% load  factor  the 1,184 passengers
are 6.12% of the tot a l daily passengers.
Th e t en  a r r ivin g m a jor  ca r r ier
opera t ions tota led 1,359 sea t s, which
are 4.61% of the tota l da ily sea t s and a t
an  78.8% load factor  the 1,170
pa ssen gers a re 6.05% of the t ota l da ily
pa ssengers.  For  the purpose of t he
facilit ies requirem ent s, it wa s assu med
tha t the peaking pa t tern  and  the
percen tage of da ily opera t ions and
passengers would cont inue through the
for  eca  st  per  iod (See Tab  le  VIII-3-A).

R e gi on a l Ca rri er Co m bi n e d
P e a k  Ho u r Op e ra tio n s

The pa t tern  of commuter  fligh t s has
peaking ear ly in  the day between  07:00
and 09:00 hours a nd is  genera lly fla t
during the r est  of t he day averaging six
opera t ions per  hour .  The n ine combined
peak hour  opera t ions r epresen t  9.8% of
the tot a l da ily oper a t ions.  At  a  67%
load factor , th e 107 combined peak hour
pa ssengers was 9.9% of the design da y
passengers.  For  the purpose of the
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Exhibit VIII-3-A
TERMINAL FACILITY REQUIREMENTS

ENPLANEMENT HORIZONS (millions)

Counter Length (l.f.) 298 298 347 430
Counter Area (s.f.) 3,000 3,000 3,500 4,300
Ticket Queue (s.f.) 9,724 5,500 6,400 8,000
Ticket Lobby (s.f.) 7,740 7,500 8,100 10,800
Office Area (s.f.) 14,235 8,900 10,400 12,900
Bag Make-up (s.f.) 17,900 17,900 20,900 25,800

Stations 4 5 6 7
Security Area (s.f.) 1,920 2,300 2,800 3,400
Security Offices (s.f.) 300 500 600 700

Restrooms (s.f.) 14,000 14,000 28,200 31,300
Concessions (s.f.) 75,441 78,090 91,972 112,920

Program Area (s.f.) 579,000 584,000 700,500 867,000
Gross Building Area (s.f.) 596,000 601,000 722,000 893,000

Devices 8 9 11 13
Claim Display (l.f.) 934 1,137 1,329 1,576
Claim Lobby (s.f.) 28,908 24,100 34,200 40,500
Circulation (s.f.) 10,800 10,800 12,800 15,100
Bag Input (s.f.) 9,300 9,300 11,000 13,000
Baggage Service 
  Offices (s.f.) 2,340 2,400 2,800 3,300

MAJORS
 Gates 23 24 31 44
 Hold Room Area (s.f.) 49,000 45,500 60,600 85,600
 Circulation (s.f.) 23,600 22,900 30,800 43,700
 Airline Operations (s.f.) 15,515 15,100 20,200 28,700
COMMUTER
 Hold Room Area (s.f.) 7,653 1,900 2,200 3,000
 Airline Operations (s.f.) 7,170 700 800 1,200

AVAILABLECATEGORY 3.9 4.7 7.1

Airline Counter/Office

Security Processing

Public Spaces

Gross Terminal Area

Baggage Claim

Concourse/Gates
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facilit ies requirem ent s, it wa s assu med
tha t the pea king pa t tern  and  the
percen tage    of    da ily   opera t ions    and

passengers would cont inue through the
forecast  per iod (See Table  VIII-3-A).

T AB L E  VIII-3 -A

Ai rc ra ft  Op e r a ti o n

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

Ye a r C u r r e n t

S h o r t

T e r m

I n t e r -

m e d i a t e

L o n g

R a n g e

M AJ O R  A IR L IN E  O P ER A T IO N S

An n u a l Op er a t ions  (AN N )

P e a k  M on t h  O p er a t i on s  (P K  M O )

Av er a g e  D a y  P e a k  M on t h  (AD P M )

C om b in e d  O p e r a t i on s  (P K  H R )

77 ,056

8 .69%

216

22

91 ,000

8 .68%

255

25

104 ,800

8 .68%

294

29

143 ,600

8 .70%

403

37

P E A K  H O U R  O P E R A T I O N S  P R O F IL E

A I R  C AR R I E R

Gr ou p  C1 (B737-100 ,400)

Gr ou p  C2 (B737-600-800)

Gr ou p  C2 (B757-200-400)

Gr ou p  D (B767 , B767 ,  MD 11)

Gr ou p  V (B747-100-B747-400)

S u bt ot a l

17

4

0

0

   0

22

15

9

1

0

   0

25

4

23

1

0

   0

29

3

33

2

0

   0

38

R E G IO N A L  A IR L IN E S  O P ER A T IO N S

An n u a l Op er a t ions  (AN N )

P e a k  M on t h  O p er a t i on s  (P K  M O )

Av er a g e  D a y  P e a k  M on t h  (AD P M )

C om b in e d  O p e r a t i on s  (P K  H R )

22 ,694

1 ,980

84

12

22 ,800

1 ,987

84

12

22 ,800

1 ,980

84

12

23 ,200

2 ,015

84

12

G r ou p  I (C essn a ) 9

Gr ou p  I I  (B1900) 19

G r o u p  I I  (C R J ) 50

S u bt ot a l

2

9

   0

11

2

10

   –

12

2

7

   3

12

2

6

   4

12

IN T ER N AT IO N AL  AIR C R AFT  O P ER AT IO N S

An n u a l Op er a t ions  (AN N )

P e a k  M on t h  O p er a t i on s  (P K  M O )

Av er a g e  D a y  P e a k  M on t h  (AD P M )

C om b in e d  O p e r a t i on s  (P K  H R )

112

17

1

1

100

15

1

1

200

30

2

1

300

45

3

2

P E A K  H O U R  O P E R A T I O N S  P R O F IL E

A I R  C AR R I E R

Gr ou p  I I I  (B737-100 , 400)

Gr ou p  I I I  (B737-600-800)

Gr ou p  IV (B767 ,  B767 , MD  11)

Gr ou p  V (B747-100-B747-400)

S u bt ot a l

1

0

0

   0

1

0

1

0

   0

1

0

0

1

   0

1

0

1

1

   0

2
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Re gion al Carr ie r D e part in g  An d
Arriv ing  Pe ak Hour Operat ions

The six depar t ing r egiona l ca r r ier pea k
hour  opera t ions tota led 103 sea t s which
are 6.31% of the tota l da ily sea t s and a t
a  75% loa d factor  the 77 passengers a re
6.12% of the tota l da ily pa ssen gers.
The five a r r iving ma jor  ca r r ier  peak
hour  oper a t ions t ota led 84 sea t s wh ich
are 5.05% of the tot a l da ily sea t s and a t
an  80% load factor  the 67 passengers
ar e 5.32% of total da ily passengers.

For  the purpose of the facilit ies
requirem ent s, it  was  assumed tha t  the
peaking pa t tern , the percen tage of the
da ily opera tions a nd pa ssengers would
cont inue through the shor t  t erm
planning hor izon .  Beyon d the shor t
t erm, it  is a ssumed tha t  t he r egiona l
car r iers would be flying a  sign ifican t
number  of lar ger regiona l jets (RJ ’s) like
the 50 sea t  CRJ  curren t ly used  by Delt a
Express.  The forecast  indicat es a
cons is ten t  number  of 12 Design Da y
hour  opera tions t hr ough t he forecast
per iod (See Table  VIII-3-B ).

T AB L E  VIII-3 -B

A i r c r a f t  G a t e  P o s i t i o n  R e q u i r e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

D e m a n d  Le v e l

D w e l l

(m i n u te s C u r r e n t

S h o r t

T e r m

I n t e r -

m e d i a t e

L o n g

R a n g e

An n u a l Air cr a ft  Op er a t ion s

P ea k  Mon t h  Op er a t ion s

Av er a g e D a y  P ea k  M on t h

77 ,056

6 ,700

216

91 ,000

7 ,900

255

104 ,800

9 ,100

294

143 ,600

12 ,469

402

J E T  G A T E S

P E AK  H OU R  O P E RATIO N S

  P ea k  H ou r  G a t e U t iliza t ion

Gr ou p  I I I  -  B737-300

Gr ou p  I I I  -  B737-600 , A320

Gr ou p  I I I+  -  B757-200

S u bt ot a l

25

35

45

22

26%

14

5

   0

19

25

26%

12

10

   2

24

29

26%

3

26

   2

31

39

26%

2

40

   3

44

R E G I O N A L  C A R R I E R  G A T E S

P E AK  H OU R  O P E RATIO N S

  P ea k  H ou r  G a t e U t iliza t ion

G r ou p  I - C essn a

Gr ou p  I I  -  B1900

G r o u p  I I  - C R J

S u bt ot a l

20

20

25

11

60%

1

6

   0

7

12

60%

1

7

   0

8

12

60%

1

5

   2

8

12

60%

1

4

   3

8

Tota l  Ga tes 26 32 39 52
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AIRCRAFT GATE
P OSITION R EQU IRE MEN TS

J e t  Ga te s

The number  of jet  gat es pr esumes tha t
the number of carr iers remains  cons tan t
and tha t  the preferent ial u se of ga tes
cont inu es.  Cur ren t ly the average
u t iliza t ion  is 26%.  If some join t  usa ge
of ga t es wa s t o occur , ut ilizat ion  could
be increa sed r equ ir ing the addit ion  of
fewer ga  t  es (See Tab  le  VIII-3-B  ).

Co m m u te r Ga te s

The regiona l jet s, t hough  sm all, a re
more compa t ible with  major  ca r r ier
a ir cra ft  than  with  the turbo prop
regiona l a ircra ft .  If th ere is a  desire to
board via jet br idges th ere a re
res t r ict ions due t o sill heights and the
bu ilt -in  st a ir s t ha t  may requ ire special
br idges and  build ing considera tions.
Also, if commut er opera t ions a re split
between br idged  and ground-loaded
pos i t ions ,  a ddit ion a l  ga t es  a n d
opera t iona l spaces may be required.  If
the CRJ  gat es a re to be served from the
exist ing depa r ture levels, special m eans
of get t ing to the pr oper  boarding level
will be required.  This ma y rest rict u se
of these ga tes by other  a ircra ft  (See
Tab  le  VIII-3-B  ).

TERMINAL FACILITIES
REQU IRE MEN TS

D e pa rt u re s  Fa c ili ti es

D e m a n d  d e t e r m i n e d  f a ci l i t i e s
a ssociat ed with  the processing of
passen gers and their ba ggage for

depart ing fligh ts include severa l mea ns,
modes, an d locat ions.  The number
us ing ea  ch  m  ode is  list  ed in Table  VIII-
3-C.  The loca t ions  a re cu rbside check-
in , t icket count er check-in, ga te check-in
and electr onic or  E-check-in .  E-check-in
a t  Albuquerque In t erna t iona l Sunpor t
is negligible, at  presen t , bu t  will
increase over t ime.  The facilit ies
requ irements for  E-t icket ing a re an
est imate to ensu re t ha t  loca t ions  of E-
t icket ing a reas a re of appropria te size
and loca t ions a re provided in  the plan
a  lter  n  a  t  ives (See Tab  le  VIII-3-D  ).

P a s se n g er S e cu rit y S c re e n in g

The cu r ren t  passenger  screen ing has
adequate process ing capa city.  However,
the a r rangement  of the s ta t ions  and the
queuing compromises the capa city in-
peak dem and per iods.  Th e qu eu ing
sh ould be r edesigned to a llow for  more
than two queues.  On e per  st a t ion  is
desirable.  The addit ion  of st a t ions to
meet  fu ture demand will be very
difficu lt  a t  th is posit ion  withou t  an
expa  n  sion of t  h  e bu  ildin  g (See Table
VI I I -3 -D ).

B ag ga ge  S e cu rit y S c re e n in g

Checked ba ggage screen ing curren t ly is
not  required but  will be requ ired with in
the t ime fra me of th is Ma st er  P la n .  The
curren t  opera t ions with  individua l
ba ggage make-up  space will not
accommodate down st ream automated
scanning of checked bags.  A sha red
baggage room and baggage sor t ing
system would be requir ed.  The cur ren t
CTX 5000 m achines a re ext remely
bulky, slow and heavy to opera te.  To
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insta ll t hem up st rea m of check-in
would requ ire a  st ructured expa nsion of
the lobby in probably th ree spaces: two
to the wes t  of the center  of the bu ildin g
and  one  to  the  ea st .   The space a va il-

able for  the machines  would  require
expa nsion a t  the depar tu res level in to
the open  space between the build ing
and the drives  st ructu re (See Table
VI I I -3 -D ).

T AB L E  VIII-3 -C

D o m e s t ic  D e m a n d  B a s e  P a s s e n g e r  a n d  Ai rc ra ft  Op e r a ti o n s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

C u r r e n t

S h o r t

T e r m

I n t e r -

m e d i a t e

L o n g

R a n g e

P A S S E N G E R  D E M A N D

Ann u a l  E n p l .+Dep l . Pa s s .

P e a k M on t h  P a s sen g er s

Av er a g e D a y  P ea k  M on t h

C om bin ed  P ea k  H ou r

6 ,276 ,452

599 ,538

19 ,340

2 ,091

7 ,800 ,000

746 ,139

24 ,069

2 ,530

9 ,400 ,000

899 ,194

29 ,006

2 ,959

14 ,200 ,000

1 ,108 ,400

35 ,755

3 ,509

P E A K  H O U R  P AS S E N G E R S

D ep a r t in g P ea k  H ou r

M a jor Air lin es

Region a l  Car r ier s

S u bt ot a l

56 .63%

1,078

     107

1 ,184

56 .63%

1,314

     130

1 ,444

56 .63%

1,531

     151

1 ,682

56 .63%

2,082

     206

2 ,288

Ar r ivin g P ea k  H ou r

M a jor Air lin es

Region a l  Car r ier s

S u bt ot a l

55 .95%

1,065

     105

1 ,170

55 .95%

1,298

     128

1 ,416

55 .95%

1,512

     150

1 ,655

55 .95%

2,057

     203

1 ,963

P E A K  H O U R  D O M E S T I C  P R O FIL E

O r igin a t in g

C u r b s id e

C ou n t e r  C h e ck -I n

G a t e  C h e c k -I n

E -T ick e t s  C h e ck -I n

S u bt ot a l

178

711

296

0

1 ,184

217

722

289

217

1 ,444

252

841

252

336

1 ,682

343

1 ,030

572

343

2 ,288

Ter m in a t in g

C la im in g

B yp a ss  C la im

S u bt ot a l

819

351

1 ,170

991

425

1 ,416

1 ,159

497

1 ,655

1 ,374

589

1 ,963

Tr a n sfer

O n lin e

O fflin e

S u bt ot a l

190

47

237

231

58

289

269

67

336

366

92

458

Wel lwisher s 355 347 404 549

G r eet er s 351 649 756 1 ,028



VIII -3-7

TABLE  VIII-3-D
Departure  Process ing  Fac i li t ies  Requiremen ts  (Ticket ing  and Secur ity)
Albuqu erq ue  Inte rna tio na l Su np ort

D e m a n d
Le v e l TDUF  85% Cu r re n t

Sh ort
Term

Inte r-
me diate

Lo n g
Range

Fa ci lity  Title Units
R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

D EP A R TU R E P R O CE SS IN G

Tick et  Coun . (Pk.Hr. Demand)

Agent  Posit ion s
Agent  Posit ion s (Vacan t )
F ron tage
Area
Vacant

E-Check-In (Pk.Hr. Demand)

Nu mber  of termina ls
S ta t ion  a rea  includ ing
  wor k space
Baggage Ck-In  posit ion s

Passen ger
#
#

Ft .
F t .2

Ft .2

Passen ger
#

Ft .2

#

721
41
13

286
2,856

683
0
0

0
0

711
54
13

298
2,977

0

0

0
0

722
54

0
298

2,977
562
217

32

478
4

841
63
-9

347
3,473

-431
336

49

742
6

1,030
78
-2

430
4,300

-1,257
343

50

757
6

Ticket  Lobby (Pk.Hr. Demand)

Qu eu ing Area  (incl. circul.)
Ou tbound Baggage
Air line Ticket  Office
  Vacan t  Air line Ticket  Ofc.
Tick et  Lobby Cir cu la t ion

Pax.+WW
Ft .2

Ft .2

Ft .2

Ft .2

Ft .2

765
5,327

17,136
8,568
3,578
8,295

0
7,740

17,861
8,930
3,578
7,442

791
5,513

17,861
8,930

7,442

922
6,422

20,837
10,419

8,682

1,139
7,938

25,799
12,899

10,749

Secur it y Sta t ion (Pk.Hr. Demand)

Number  of S ta t ions
Area  of Sta t ion s
Secur ity Queuing
Secur ity Offices

Pax.+Vis.
#

Ft .2

Ft .2

Ft .2

1,530
4

1,440
480
300

1,422
4

1,440
480
300

1,743
5

1,694
565
471

2,030
6

2,118
706
588

2,761
7

2,541
847
706

Subtota l 48,662 46,869 46,492 53,556 65,279

TDUF:  Termin a l Design  Ut il it y F actor .

Arrivals  Facil it ies

The passenger a rr ivals process consist s
pr imar ily of those facilities an d
funct ions tha t  provide means to reun ite
the a r r iving passenger  with  items  tha t
were checked  a t  the or igin of the flight .
The exist ing claim  devices a re la rge
enough to service the exist ing s ize of
aircrafts.  However , not  the frequency of
use requ ired by the h igh volume
car r iers.  The Avia t ion  Depar tmen t  has
in it ia ted a  program to expa nd t he claim

areas by reloca t ing or  removing cla im
ra ilings to maximize the a rea  for
people.  The requirem ents for  devices
est ima ted in t he facilit ies requ irements
assume an  increase in front age of
twenty feet  from 116 linea l feet  to 136
linea l feet .  In addit ion  to the cla im
devices and the cla iming space a round
them there ar e provisions for  it ems tha t
a re too lar ge to fit ont o the conveyors
serving t  h  e devices (See Table  VIII-3-
E  ).
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TABLE  VIII-3-E
Arrivals  Proce ssing Fa ci l i ty  (Bagga ge Claim)
Albuqu erq ue  Inte rna tio na l Su np ort

D e m a n d
Le v e l TDUF  85% Cu r re n t

Sh ort
Term

Inte r-
me diate

Lo n g
Range

Fa ci lity  Title Units
R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

ARRIVALS PROCESSING
Baggage Cla im:

Devices
Dev. Fron t ’g
Device ar ea

Claim  Lobby
Area  In cl. Devices

Public Lobby Cir cu la t ion
In bound Baggage
Baggage Service Offices

Ba gs
#

Ft .
F t .2

Pax.+Gr .
F t .2

Ft .2

Ft .2

Ft .2

1,101
8

826
5,215

964
21,922

4,512
8,264
2,080

1,059
9

934
5,215

921
28,908
10,800

9,297
2,340

1,288
9.0

1,137
5,866
1,121

24,096
10,800

9,297
2,340

1,506
11

1,329
6,931
1,310

34,154
12,760
10,984

2,765

1,787
13

1,576
8,220
1,580

40,506
15,133
13,027

3,279

Tota l F t .2 41,992 56,560 52,400 67,594 80,164

Ground Transportat ion

All in ter faces of ground t ranspor ta t ion
occur  a t  the a r r ivals curb or  a t  the
isla nd to the nor th  of the primary curb.
These in ter faces a re not  addressed in
th e term ina l facilities requiremen ts.

Holdroom And Co n c ou rs e  Fac ilities

The number  of gat es requ ired servicing
the combined peak hour  opera t ions  and
the mix of a ircra ft  sizes during the peak
hour  determines holdroom capacity
requirement s.  The holdrooms a re sized
to provide adequ a te space and a rea  for
the la rgest  group of a ir cra ft  t ha t  can
use each  gat e.  The requirem ent  for
ga te podiums and check-in  space a re
based on  providing one fu ll bay for  each
funct ion  a t  each  individua l gat e (See
Tab  le  VIII-3-F  ).

The width  of the concourse circu la t ion
depends upon the volume of t ra ffic and

the a r rangement  of the act ivit ies
adjacent  to it .  The exis t ing concourses
were sized to accommodate the t ra ffic
ant icipa ted for  the planned build-out .
Ga tes have been a dded a t  Concourse A
and a  p lanned  expansion  of Concourse
B is possible.  While t he width of the
concour ses, as  planned , a re adequa te to
serve the a n t icipa ted volume of t ra ffic,
some cont rol of greet er s is  necessary to
ma in ta in  a  h igh  level of ga te check-in
(See Tab  le  VIII-3-F  ).

Co n ce s sio n s

The size an d nu mber  of concessions
with in  the main t ermina l is adequ a te.
At  th e out boar d ends of the concour ses,
especially Concour se B, th ere is a  shor t
fa ll in  both  food service and reta il.  The
Avia t ion  Depar tment  ha s engaged a
consultan t  to provide a det a iled
planning st udy for  the loca t ion , s ize and
type   of  needed  concess ions.   Approxi-



VIII -3-9

mately 5,000 squ are feet  of ret a il
concessions   will   be   added  and  some

exist ing spaces will be r edesign  and
r  econ  figur  ed (See Tab  le  VIII-3-G).

TABLE  VIII-3-F
Holdroom and  Concourse Fa ci l i ty  Requireme nts
Albuqu erq ue  Inte rna tio na l Su np ort

D e m a n d
Le v e l TDUF  85% Cu r re n t

Sh ort
Term

Inte r-
me diate

Lo n g
Range

Fa ci lity  Title Units
R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

REGIONAL CARRIER
  FACILITIES

Passenger  Hold rooms
Secur ity
Air line Op era t ion s

Pax.+WW
Ft .2

Ft .2

Ft .2

260
2,810

720
1,059

169
2810

720
1059

169
1,901

720
716

197
2,214

720
834

268
3,012

720
1,135

MAJ OR CARRIER
  FACILITIES

(Pk .Hr . Demand)
(Pk .Hr . Demand)

Nu mber  of Ga tes
Passenger  Hold  Rooms

Pax.
A.C. Ops

#
Ft .2

1,211
22
19

44,298

2,708
22
32

44,298

1,418
25
24

42,968

1,652
29
31

57,685

2,247
39
44

81,837

Subtota l F t .2 48,887 48,887 45,589 60,619 85,569

Clubrooms
Concourse Cir cu la t ion
Air line Op era t ion s

Ft .2

Ft .2

Ft .2

2,000
23,633
15,504

2,444
23,633
15,504

2,279
22,924
15,039

3,031
30,775
20,190

4,278
43,660
28,643

Subtota l 41,137 41,582 40,242 53,996 76,581

PUBLIC SPACES
(Pk .Hr . Demand)

Res t  Rooms
Public Con venience
  Con cession s

Pax.
F t .2

Ft .2

2,892
7,341

4,569

2,642
14,000

4,569

3,526
28,156

4,569

4,118
28,156

7,500

5,086
31,333

15,000

Subtota l F t .2 11,910 11,910 32,725 35,656 46,333

Tota l F t .2 101,935 109,038 119,272 151,105 209,618

SUP P ORT F ACILITIES

Mechanica l, E lec tri cal,
An d  Te le p h on e

The requirem ent  for  these types of
spa ces is estima ted based on  the
cur ren t  percentage of 10% of the tota l
t ermina l space.  The assumpt ion  is  tha t
any expansion to th e exist ing t ermina l

will r  equ  ir  e a  dded syst  em  s (See Table
VI I I -3 -G ).

Bu ildi n g S u pp ort

These include maint enance, service and
storage spaces  tha t  a re es t imated  a t  the
cur ren t  percentage of 1% of t he tot a l
t  er  m  ina  l spa  ce (See Tab  le  VIII-3-G).



VIII -3-10

TABLE  VIII-3-G
Terminal  Support  Fac i l i ty
Albuqu erq ue  Inte rna tio na l Su np ort

D e m a n d
Le v e l TDUF  85% Cu r re n t

Sh ort
Term

Inte r-
me diate

Lo n g
Range

Fa ci lity  Title Units
R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

R e qu i re d
F a ci li ti e s

CONCESSIONS
(A.D.P.M. Dema nd) Pax.+Vis. 25,128 19,340 31,290 37,708 46,481

Food a nd Bever age
Coffeeshop/Din ing
  Room/Kitchen
Food  Cour t
Sna ck Shop(s)
Cockta il Loun ge(s)
Misc. Food Shop(s)

F t .2

Ft .2

Ft .2

Ft .2

Ft .2

15,705

10,667
4,811
5,000

13,951

18,425

10,667
4,811
5,000

13,951

19,556

10,667
2,933
4,889
4,889

23,568

16,001
3,535
5,892
5,892

29,051

24,001
4,358
7,263
7,263

Gift a nd News a nd Ret a il
Specia lty Reta il
 En ter ta inment F t .2

7,125

7,148

8,625

2,148

1,500

8,000

1,500

8,500

1,500

9,000

Public Con venience
 Concession s

Barber  Shop
Bank
ATM Machine
Busin ess Cen ter

F t .2

Ft .2

Ft .2

Ft .2

Ft .2

2,925
395

1,300
336

2,925
395

1,300
336

2,925
395

1,300
336

13,600

2,925
395

1,300
504

13,600

2,925
395

1,300
600

15,000

Subtota l F t .2 69,363 68,583 70,991 83,611 102,655

Con ces sion  Support  Space Ft .2 4,300 6,858 7,099 8,361 10,265

Subtota l F t .2 73,663 75,441 78,090 91,972 112,920

Mecha nical/Electr ical/
  Telephone
Build ing Suppor t
Airp ort  Adm in/Ops Offices
Teg Drive an d Tu nnel
Misc. Space
Ver t ica l Cir cu la t ion
Genera l Cir cu la t ion

Ft .2

Ft .2

Ft .2

Ft .2

Ft .2

Ft .2

Ft .2

71,126
5,952

47,720
9,151

11,930
10,120
90,068

71,126
11,140
90,050

9,151
10,120
10,120
90,068

63,253
12,651
50,603

9,704
12,651
12,243

126,507

73,966
14,793
59,173
11,347
14,793
14,316

147,932

87,721
17,544
70,177
13,457
17,544
16,979

175,443

Subtota l F t .2 246,067 291,775 287,611 336,320 398,866

___ ARE AS Ft .2 512,319 579,683 583,864 700,547 866,847

___ ARE AS 527,688 596,000 601,380 721,563 892,852

Misce llaneous  Space

These spaces  include structu re walls,
chases and shaft , etc.  These spaces ar e
est ima t ed based  on  the cu r ren t

percen tage of 2% of the tot a l t ermina l
gr oss a rea .  Th is percen tage was
determined by dividing the gross ar ea
minus t he progra mmed a rea  by t he
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gr os s a rea  of t  h  e t  er  m  ina  l (See Table
VI I I -3 -G ).

Airport Adminis trative
And  Ope ration s Offices

The exist ing office space is abou t  8% of
the tota l.  Por t ions of th is space a t  the
nor th end are vacant  and existing space
is quite generous.  The future spa ce for
t h e a ir p or t  a d m in is t r a t ive a n d
opera t ions offices has been  est imated a t
5% of the tota l ter mina l ar ea  (See
Tab  le  VIII-3-G).

Gene ral Circulat ion

Genera l circu la t ion  is cir cu la t ion  tha t is
not  programmed as suppor t  to a
pa r t icu la r  processing fun ction, such a s,
t icket  lobby or b a gga ge claim
cir cula t ion .  It is circu la t ion  tha t  is
genera lly requ ired by the plan  layou t ,
su ch  as, t he main  cen t ra l circu la t ion  of
the exist ing t ermina l.  This spa ce has
been est imated a t  20% of the tot a l
t ermina l.  This is t he same percen tage
as in  the exist ing termina l.

Sum mary Of Terminal
Faci l i t ies  Requ ireme nts

The exist ing t ermina l ar ea  is 596,500
square feet  of gross a rea .  The Demand
Capa city Eva lua t ion  indica t ed tha t  a t
85% u t iliza t ion  the cur ren t  bu ild ing
could accommoda te 7,284,000 tota l
a n n u a l enp la ned  a n d  dep la n ed
passengers.  Ut iliza tion of 85% is a
t r igger  tha t  is in tended to indica te
when the Level of Service is beginning
to drop  below the desired Level of

Service-C during peak  per iods of the
Average Da y Pea k Month  (ADP M).  It  is
also an  indica tor  to init iat e a  design
and cons t ruct ion  of new facilit ies.  At
7.8 million t ota l annua l pa ssen ger s,
shor t  t erm, a  sin gle t ermina l of 601,380
square feet  will be required.  An
increa se of 71,545 squa re feet  to t he
exist ing termina l.  At  9.4 million  tota l
an nu al passengers, in termedia te t erm,
a  sin gle t ermina l of 721,563 squa re feet
will be required.  An increa se of 116,948
square feet  to the exist ing termina l.  At
14.2 million  tot a l annua l pa ssengers,
long range, a  sin gle t ermina l of 892,852
square feet  will be required.  An
increa se of 283,248 square feet  to the
exist  in  g termin  a  l (See Tab  le  VIII-3-H  ).

The summary reflect s t he cont inu ed
expa nsion of a  single consolidat ed
termina l facility.  I f a  second separa te
t ermina l is cons t ructed , then  the
Facilit ies Requir ements could be 20% to
40% larger  due to p lan  layout  and
duplica t ion  of required facilities (i.e.
gener a l cir cula t ion ,  concess ions, etc).  If
a lter na t ives a re developed th a t  include
two or  more term in a l facilit ies, t hen  it
wou ld be appr opr iat e to revise the
Facilit ies Requ iremen ts t o reflect  th is
condit ion .

FED ER AL INS P ECTION
FACILITIES

F .I.S  P ro c e ss in g  F ac ili ti es

Alt h ough  t h e r e  a r e  occa s ion a l
in t erna t iona l char ter s fligh t s a t  ABQ
the development  of tha t  market  would
require new facilities as t hose now
exist ing a te ina dequa te in size and the
ar rangement  does  not  reflect  cur ren t
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passenger processing procedures.  The
facilit ies requiremen ts presented in
Ta  b  l e  VI  I  I  –3  –J  r ep r esen t  t h e
requ irement .  To accommodate A gr oup
III size a ircra ft  a t  the shor t  t erm, a
gr oup   V   s ize   a ircraft    a t    the   in ter -

media te t erm  and A group II  an d IV or
a  single gr oup V a ircra ft  a t  long ra nge.
Th is pr ogram may be opt imist ic, bu t  it
is pruden t  to ident ify and plan  for
a lter na t ives to sa t isfy th is poten t ia l
market .

T AB L E  VIII-3 -H

T e r m i n a l  F a c i l i t i e s  R e q u i r e m e n t  S u m m a r y

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

F u n c t i o n a l Ar e a s

C at e g o ri e s

2 0 0 0

E x i s ti n g

F a c i l i t i e s

a t  8 5 % T D U F

R e q u ir e d

S h o r t

T e r m

I n t e r -

m e d i a t e

L o n g

R a n g e

An n u a l  P a s sen g er s 6 ,276 ,452 7 ,384 ,000 7 ,800 ,000 9 ,400 ,000 1 ,420 ,000

Mech /Se rv ices /

  C ir cu la t ion  (F t .2)

G a t e  F a cilit ie s (F t .2)

D ep a r t u r e  P r oce ss in g  (F t .2)

Ar r iva ls  P r ocess in g (F t .2)

C on ce ss ion s  (F t .2)

281 ,655

122 ,926

68 ,002

57 ,499

53 ,517

246 ,067

101 ,935

48 ,662

41 ,992

73 ,663

287 ,611

119 ,272

46 ,492

52 ,400

78 ,090

336 ,320

151 ,105

53 ,556

67 ,594

91 ,972

398 ,866

209 ,618

65 ,279

80 ,164

112 ,920

T er m in a l  P r og r a m  (F t .2) 583 ,599 512 ,319 583 ,864 700 ,547 866 ,847

I n cr e a se  (F t .2) -71 ,280 71 ,545 116 ,948 283 ,248

In crea se (%) -12% 12% 20% 49%

T er m in a l  G r os s (F t .2) 596 ,000 527 ,688 601 ,380 721 ,563 892 ,852

Inte rnation al  Gates

No int erna t iona l gat es have been
pr ogrammed.  If interna t iona l t ra ffic is
developed it  will r equ ire one or two gate
posit ions   a t   a   st and-a lone  facility,  or

swin g ga tes a t  the termina l th a t  can  be
isolat ed from domest ic users to serve
in boun d in t er n a t iona l passenger s.
In t erna t iona l out boun d t ra ffic could u se
domest ic gates.
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T AB L E  VIII-3 -J

F e d e r a l  I n s p e c t i o n  S e r v i c e s  F a c i l i t i e s  R e q u i r e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

D e m a n d

L e v e l

S h o r t

T e r m

I n t e r -

m e d i a t e

L o n g

R a n g e

F a c i l i t y  Ti t le U n i t s

R e q u ir e d

F a c i l i t i e s

R e q u ir e d

F a c i l i t i e s

R e q u ir e d

F a c i l i t i e s

I N T E R N A T IO N A L  AR R I VAL S  P R O C E S S I N G  (F I S )

  O p er a t ion s -Air cr a ft  G r ou p  D es ign a t ion 1 -G r o u p  I I I 1 -G r o u p  I V

2-G r ou p

I I I + I V

I m m ig r a t i on s  (I N S ) (Pk .Hr. Dema nd)

Ag en t  P os it ion s

IN S In spect ion  Area

I N S O ffices  & S u p por t

P H S  O ffice  &  Su p p or t

Im m igr a t ion s Q u eu in g

P a x

#

F t .2

F t .2

F t .2

F t .2

150

4

224

750

510

1 ,040

275

6

357

900

510

1 ,540

525

10

624

1 ,500

510

2 ,540

S u bt ot a l 2 ,524 3 ,307 5 ,174

B a gga ge  C la im : (In t ’l)

D ev ices (I n t ’l)

D ev . F r on t ’g

Cla im  Lobby (Pk .Hr. Dema nd)

Area  In clud ing D evices

In boun d B a ggage Ar ea

Ba gs

#

F t .2

P a x.

F t .2

F t .2

263

1

140

275

9 ,000

1 ,500

481

1

240

400

9 ,000

1 ,500

919

2

380

400

18 ,000

3 ,000

S u bt ot a l 10 ,500 10 ,500 21 ,000

C u st om s /Agr icu lt u r e (Pk .Hr. Dema nd)

Ag en t  P os it ion s

U S CS /AP H I S P r ocess in g

U S C S O ffice  &  Su p p or t

AP H IS  O ffice  &  S u p p or t

Q u eu in g

G r een  La n e

P a x.

#

F t .2

F t .2

F t .2

F t .2

F t .2

45

3

273

350

750

910

800

83

5

43 0.5

400

900

1 ,435

800

158

9

74 5.5

950

1 ,500

2 ,485

800

S u bt ot a l 3 ,083 3 ,966 6 ,481

C ir cu la t ion  &  M is c. S p a ce

T oile t s

G en er a l C ir cu la t ion

F t .2

F t .2

96

5 ,000

150

6 ,500

250

8 ,000

S u bt ot a l 5 ,096 6 ,650 8 ,250

T ot a l 21 ,203 24 ,423 40 ,905

N ot e:  Tot a l d oes  n ot  in clu d e h old r oom s  or  secu r e  cor r id or .
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The purpose of this work phase is to
identify and evaluate alternative
terminal area development
strategies for Albuquerque
International Sunport and select a
preferred strategy to pursue.  The
analysis is conducted for the airside
and landside of the airport.  The
terminal area airside analysis is
limited to the restrictive constraints
imposed by the runway and
taxiway systems and the utilization
of the aircraft apron.  The landside
analysis includes the passenger
terminal facilities, terminal curbs,
public parking, public ground
transportation staging, and terminal
roadways.  Both initial and long-
term strategies will be developed,
including those for the optimization

of existing terminal facilities to
identify potential modest
incremental expansion to meet near
term demand.  In addition to
identifying long-term development
strategies for the existing terminal
area, alternative sites for a
replacement terminal area will be
considered and measured against
development criteria.

For the airside analysis, the focus is
on the efficiency of utilization of the
aircraft apron as it relates to the
terminal, size and type of aircraft it
serves, and the needs of the airlines
operating the aircraft.  In addition,
aircraft movement in and out of
gates, servicing of the aircraft, and
passenger boarding methods are
considered.

The focus of the landside analysis is
the level of service afforded
passengers, efficiency of airport
operations, efficient use of capital
resources, and operational
flexibility.  Together these optimize
the utilization of terminal area
facilities.  The landside analysis also
considers how development
strategies relate to operations
sectors (domestic origin and
destination, connecting, international
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flights) of the a irpor t , and the t ermina l
facilit ies needs of the a irlines.  The
lan dside ana lysis will be segrega ted
into term ina l, lan dside, and site/support
as t he st udy proceeds.

Th is work  phase draws on  in format ion
developed in t he previous work ph ases
of the Mast er  P lan .  The In vent ory,
Dem a nd/Ca pa cit y, a n d F a cilit ies
Requirements pha ses set t he physica l
context and cr it er ia  for  ident ifica t ion  of
alt ernat ives.  The Goa ls and Object ives
serve to assist  in  the ident ifica t ion  of
a lter na t ives and their  eva lua t ion  to
determine t he preferred st ra tegy.

ALT ER N AT IVES  APP R OACH

AN D  S U MMAR Y

The study appr oach  taken  to determine
t h e  p r e fe r r e d  t e r m i n a l  a r e a
development  plan  for  Albuqu erque
In terna t iona l Sun port  ut ilizes the sam e
planning methodologies  of previous
work phases .  The approach  relies on
r egu la r ly  s ch ed u led  in t e r a ct ive
exchange of inform at ion a nd idea s  and
clear  communica t ion  between the
consultan t  study t eam, a irpor t  st a ff,
mast er  pla n  advisory commit tees , and
t h e com m u n it y.  The a ppr oa ch
incorpora tes findings from previous
pha ses, ana lyzes them to ident ify
op p or t u n i t i e s  a n d  con s t r a in t s ,
ident ifies, dep ict s, a nd eva lua t es
con cep t u a l  a l t e r n a t ives , r e fin es
promis ing a lterna t ives , and determines
the pr eferr ed developmen t  dir ect ion  or
st ra tegy.  The framework  of the
appr oach follows.

DEVELOP MENT ISSU ES,
GOALS, AND STRATEGIES

Key a irpor t  development  issues  were
der ived from the in it ia l inpu t  by
par t icipa t ing a irpor t  st a ff, ma st er  pla n
a d vis or y  com m it t ee s ,  a n d  t h e
community.  The consu lta n t  st udy team
reviewed the issues, noted those
relevant  to this pha se of work , and
ident ified goa ls a nd st ra tegies t ha t  will
be considered du r ing the iden t ifica t ion
of developmen t a ltern at ives.

SITE ALTERNATIVES
AND  SITE ANALYSIS

Const ra in t s and oppor tunit ies  of the
exist ing t ermina l a rea  sit e were
ident ified pr ior  to iden t ifica t ion  of
a irport -wide sit e a ltern at ives.  Terminal
area  sit e a ltern at ives included sites t o
the nor th , sou th , eas t , and  wes t  of the
runway system .  Through  eva lua t ive
discussions, the exist ing t ermina l ar ea
sit e (Sit e E1), including land adjacen t  to
the east  and nor th (Sit e A1), and a  new
sit e for  a  rep lacement  termina l a rea  in
the vicinit y of the exist ing Genera l
Avia t ion  (GA) a rea  (Site A2), were
recommen ded for  fur ther  st udy.

INITIAL TERMINAL
AREA ALTERNATIVES

Termina l a rea  (a ircraft  apron , t ermina l
facilities, and  roadways , curbs , and
pa rking) developmen t a ltern at ives were
ident ified for  eva lua t ion .  One group of
a lternat ives is conceptua lly organ ized to
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provide a  cent ra lized  rep lacement
t ermina l with  a ir side concourses nor th
of the exis t ing termin a l, growing into
th is configura t ion  incrementa lly over
t ime.  The second group is  concept ua lly
or gan ized t o pr ovide cen t r a lized
replacement  t ermina l a r ea  facilit ies and
regiona l access in  the GA area .  The
conceptua l a lterna t ives a re indicated by
b l o c k  d i a g r a m m i n g  f o r m a t
represen ta t ive of facility r equirem ents
in  the plan  as well a s a  ver t ica l
rela t ionsh ip to the site.  Th is was
n eces sa r y du e t o t opogra ph ica l
condit ions a t  the a irpor t .  The method
also ena bles th e evaluat ion t o focus on
which  a lternat ives st ra tegically addr ess
the object ives of the a irpor t .  In  addit ion
to th is a pproach, developm en t  scenar ios
addressing other  tha n  the three
Planning Act ivity Levels (PALs) were
discussed.  The scenar ios discussed
included impacts  on  the a irpor t  from
consolida t ion  of major  a ir  car r iers
through corpora te merger , r e-defin it ion
of the r egiona l a ir  ca r r ier  market ,
development  of an  in terna t iona l a ir
ca r r ier market , and  changes  in  the
or igin and  des t ina t ion  character  of the
a irpor t  due to an  increa se of a ir car r ier
“hub a ct ivity”.

EVALUATION TO
REDUCE ALTERNATIVES

Evalua t ion  cr it er ia  were developed by
t h e s t u dy t ea m  t o a ssess  t h e
a lt erna t ives.  The cr iter ia wer e based
on a irport  goals and st ra tegies for
development .   They  were  u sed  during

discussions descr ibing t he character -
ist ics of individual a ltern at ives to
assess merits  and deficiencies.  Ther e
were a lso sever a l key issues  and
determina t ions tha t  were ident ified a t
the ou t set  tha t  gu ided discussions.
They were the recommenda t ion  to close
Runway 17-35 to increa se overa ll
a ir field capa city and sa fet y, the issue of
t ermina l a r ea  roadway complexit y or
the need for  addit iona l regiona l access
to the a irpor t , and the issue rela ted to
im plem en t a t ion  p h a s i n g , cos t s ,
incremen ta l facility growth , a nd re-use
of vaca ted exist ing facilit ies.  The five
in it ia l t ermina l alt erna t ives a nd two
a irside concourse a lterna t ives  were
reduced to two alt erna t ives, ea ch  with
two var ia t ions relat ed to the loca t ion  of
the t ermina l building for  fur ther
development  and  eva lua t ion .  The
a lter na t ives selected focus development
in  the exist ing t ermina l a rea  of t he
a irpor t .

T ER MIN AL AR EA IS S U ES ,

G OALS , AN D

D EVELO P MENT

S T R ATEG IES

The followin g development  st ra tegies
are relevan t  to the ident ifica t ion  of
a lter na t ives for  the t ermina l a r ea  of
Albuqu erque Interna t iona l Sunpor t .
They suppor t  the goa ls  for  termina l
area  development  tha t  were der ived
from issues ident ified during the in it ia l
consult a n t  tea m work ing sessions for
the Alter na t ives P hase.
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ISSUES

•  Size of exist ing a ircra ft  pa rking
posit ions is too sma ll – increa se
design  a ircra ft  to new gen era t ion
B737-700 and A320 size a ircra ft .

•  Air field/Apron  – loca te a t  exist ing
grade a  pr ior ity (a irport  is bu ilt  on
a  mesa ; topography fa lls off
rapidly).

•  Curb ca pa cit y, esp ecia lly a t  t he
a r r iva ls curb, is inadequa te – cont rol
dwe ll t im es, op por t u n it ies  t o
increa se capa city.

•  P rolong the effect ive use of exist ing
t er m in a l fa cilit ies – opt im ize
funct ions and t ake advantage of
m od e s t  i n cr em en t a l  fa ci l i t y
expa nsion in  order  to provide shor t -
t erm capacity.

•  P la n  for  r eu s e of t h e exist in g
termina l – convert  use or  t ea r  down
and r ebuild.

•  Reuse of exist ing t ermin a l spa ce –
space u t iliza t ion in exist ing t ermina l
if a  new second t ermina l is bu ilt .

•  I m p a c t s  o f  t e r m i n a l  a r e a
development  on t he a irfield –
a ircra ft  cir cula t ion /proximit y t o
runway system, etc.

•  Air line consolida t ion  – impa ct  on
term ina l space dema nd.

•  C e n t r a l i ze d  ba gga ge  s ecur i t y
screen ing – plan  provisions for
facilit ies in t he fu ture.

•  S u pp or t  fa cilit ies pr oxim it y t o
termina l a rea  – em ployee pa rking,
a irfreight , fligh t  kit chen.

•  P reserva t ion  of t he Old Termina l
Building – reuse opport un ities,
accessibility.

•  Employee work ing environmen t  –
t ranspor ta t ion , pa rking, workspace.

•  Noise – term ina l ar ea genera ted.

•  Air por t  access  – t ermina l roads a re
a  priority a s ar e conn ections t o th e
regiona l highway system .

•  P ot en t ia l Regiona l Ligh t  Ra il
Transit  – nor th  a lignmen t , possible
cor r idor  on  Yale and University.

•  Air  qua lity vs. t r a ffic den sit ies –
ph ysical configu ra t ion  of t ermina l
facilit ies to enable a ir  flow in  and
a r ou n d  t e r m in a l  cu r bs  a n d
ut ilizat ion of shu tt les or H OVs.

GOALS

•  P lan  concepts a t  appropr ia t e Level
of Service (LOS) goa ls – define LOS
cr iter ia .

•  P r ovide for  efficien t  a ir line tu rn
t ime – a ircra ft  pa rking layout , taxi
dista nces.

•  P rovide for  oper a t iona l flexibility –
consolidat ed vs. disbursed fun ctions.
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•  P rovide for  efficiency of t ermina l
area  opera t ions – dist ances between
funct ions, configura t ion  of pa ssenger
processing funct ions , t enant  goals,
airport goals.

•  Im pr ove a ir cra ft  movement s - dua l
ta xiway/ta xilane access to gates.

•  Modera t e genera l cost s – order  of
magnitu de assessment  including
const ructability issues for  t ermina l
ar ea concepts.

•  Include cons idera t ion  of opera t iona l
cos t s  –  or der  of m a gn it u de
a ssessment  ba sed on efficien cy and
flexibility of the pla n .

•  P rovide oppor tunit ies to maximize
revenu e - non-a irline revenu e
oppor tunit ies, configura t ion  and
rela t ionsh ip of revenu e facilit ies to
passenger pr ocessing facilities.

•  Assess implementa t ion  fea sibilit y of
a lter na t ives – phasin g, st aging,
sequ en cing.

•  P r ovide expa n sion  ca pa bilit y –
beyond plan  considera tions.

•  Provide for  incrementa l development
– opt imize the funct ion  and  fina l
development  of exist ing t ermina l
facilit ies to pr olong its life as t he
t ermina l a r ea  grows int o new
facilities.

•  Opt imize the passen ger experience
and enjoymen t  of Albuqu erque
In terna t iona l Sunpor t  - th roughout
a ll phases  of expansion  as well as for
completed  development .

STRATEGIES

Ge n e ra l

L ook  com p r e h en s ive ly  a t  t h e
rela t ionsh ips of a ll t ermina l a rea
elemen ts such a s aircra ft a prons,
t ermina l facilities, and curbs, roads,
and pa rking in order  to rea lize efficient
opera t ion  of a ll elements of the a irpor t
an d ut ilizat ion of land resour ces.

•  Review altern at ives that  pr incipa lly
a lter  the termina l a rea  layout  for
their  a bilit y t o a llow logica l
expa nsion of facilit ies to meet  fu ture
dema nd.

•  Deve lop a lt er n a t ives  t h a t  a llow
airpor t  opera t ions to cont inue wh ile
improvements a re implemented
without  dras t ica lly compromis ing
ca pa city, pu blic sa fety, a ir line
opera tions, or  the level of service to
the pu blic.

•  Consider  order  of magn itude cost s
for  impr ovements r ela t ive to their
shor t , mid-, or  long-term level of
se r vice  a n d  life  exp ect a n cy;
incremen ta l capita l impr ovemen ts
sh ould be consisten t  with  the long-
range p lan .

•  Iden t ify a lt erna t ives  that  en a ble
growth  consist ent  with  the facilit ies
program and base the opt ima l
rela t ionsh ips bet ween  p rogram
elemen ts on  fu ture flexibility of t heir
use.

•  Respect  the n eed for  impr ovements
with in  the t ermina l a r ea  tha t
ben efit or  respond to the needs of the
employee work en vironment .
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•  Iden t ify an  in it ial ph ase of modest
developmen t  s t ra tegies  for  the
opt imiza t ion  of t he funct iona l
capacity of th e existing a irpor t
t ermina l a r ea .

Airs ide

•  Deve lop a lt er n a t ives t h a t  ena ble
flexibility of a ir cra ft  pa rking a t
ga tes and  movement  to and  from the
parking apron .

•  Develop a lterna t ives t h a t  increa se
the size of a ircra ft  ga tes and a llow
for  flexibility of use by a ll air lines.

•  Develop a lt erna t ives tha t pr iorit ize
use of level topogr aphy for  a ircra ft
movemen t  and pa rking.

Terminal

•  Deve lop  a lt er n a t ives  t h a t  ca n
include swing (flexible/sha red use)
ga t es  bet ween  dom es t ic a n d
in terna t iona l service sectors.

•  Develop a lt erna t ives tha t  can  grow
from exist ing con dit ions in to a
consolida t ed t er m in a l fa cilit ies
configura t ion .

•  Develop alter na tives tha t provide for
the secur ity a nd sa fety of pa ssen gers
an d th eir ba ggage at  all times.

•  Develop a lter na t ives t h a t  include
considera t ion  of cir cula t ion  and
access to facilit ies  with in  the
t ermina l a r ea  for  baggage tugs , and
ser vice veh icle  a ccess t o t h e
t ermina l.

•  Develop a lt er n a t ives t h a t  h ave a
l og i ca l  a n d  u n d e r s t a n d a b l e
rela t ionsh ip to exis t ing termina l
facilit ies to enable cla r ity of the
airport layout  for u sers.

•  Develop alter na tives th at  maximize
logica l oppor tunit ies for  concessions
con s i s t e n t  w i t h  p a s s e n g e r
wa yfindin g, a ir line opera t ions , and
overa ll t ermina l efficien cy.

Lands ide

Iden t ify a lter na t ives tha t maximize th e
amount  of a r r iva ls  and depar tures
termina l curb frontage.

•  I ncor por a t e fa ci l it i es  p la n n in g
pr inciples t ha t enable a ir  movement
in  and a round veh icles in  order  to
impr ove air  qu a lity.

•  Iden t ify a l t e rn a t i ve s  for  t h e
in t er face of t ermina l facilit ies with
the poten t ia l Regiona l Ligh t  Ra il
Transit .

•  Develop a lterna t ives for  access roads
tha t provide dir ect pa ths wit h in  the
t er m in a l a r ea  a n d  m in im ize
unnecessary cir cu la t ion , such  a s
driving past  t ermina l fron tage tha t
is not  the desired dest ina t ion .

•  Develop a lt erna t ives tha t offer  easy
access to shor t  and long-term pu blic
pa rking, ren ta l cars , and ground
t ranspor ta t ion .
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D ES CR IP T IO N  AN D

AS S E S S MEN T  O F

T ER MIN AL AR EA

S ITE ALT ER N ATIVES

As pa r t  of the Alter na t ives Phase of
st udy, in  addit ion t o studyin g the
poten t ia l for  growth  with in  the exis t ing
termina l a rea , s ites  for  a  rep lacement
t ermina l a rea  wer e ident ified in  order  to
expand the range of cons idera t ion  for
facilit ies development .  The sit es
ident ified were also viewed as poten t ia l
loca t ions for  addit iona l a irside, or
a ir cra ft  gat e development , in  suppor t  of
t ermina l expa nsion possibilit ies with in
the existing ter mina l ar ea.  The study
team a lso discussed the issu es, or
cr iter ia  for  eva lua t ion , to in it ia lly
assess th e altern at ive sites t o determine
which  held th e best  potent ial for  fur ther
st udy.  The sites  a re loca ted in d ifferent
relat ionsh ips to the a ir field  and are
diverse in  topographica l na ture.  They
are depicted  on  Ex  h  ib  it  VIII-4-A.

The fin ding of t he order  of m a gn itude
in it ia l evalua t ion  is tha t  Sites A3, A4,
and A5 would not  be considered fur ther
for  reasons  noted in  the following
eva lua t ion .  Site A2 would be test ed a s
appropr ia te for  a  r eplacemen t  t ermina l
area  for  t he a irpor t  and a s a  sit e for  a
sa tellit e concourse connected to t he
exis t in g t e r m in a l  a r ea  v ia  a
peoplemover  system.  The group a greed
tha t the displaced GA act ivity and
facilit ies would be reloca ted to the
exist ing t ermina l a r ea  a ir cra ft  apron  if
Sit e A2 wer e developed  as  a
rep lacement  t ermina l a r ea , and to S it e
A1 if A2 wer e developed as a  sa tellit e
a irside.   S ite  E1  would  absorb Site A1

and be test ed for  its potent ial to provide
a dequa te facilit ies in  the fut ure.  Sit e
A6 would be t est ed a s a  poten t ia l sit e
for  locat ing an  airside t ha t  would
provide addit iona l long-range ga te
capa city to the combined E 1/A1 sit e.

SITE ALTERNATIVES ISSUES

•  Ru n wa y 17-35 – Alt er n a t ive
requ ires closure of runwa y.

•  Airfield Circula t ion  – P roximity to
runway system and efficiency of
a ircraft  circu la t ion .

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Rest r ict ion s  –  F ea sib ilit y of
developmen t of building str uctu res.

•  Regiona l Access – P roximity a nd
access to existing int ercha nges.

•  Landside Circula t ion  – Efficiency of
on -a ir por t  ve h icle  cir cu la t ion
system.

•  R e g i o n a l  M a s s  T r a n s i t  –
Rela t ionsh ip to poten t ia l ligh t  r a il
a lignment .

•  Sit e Expansion  – Fu tu re ca pa city
and cont igu ous expansion  of the sit e.

•  Ava ilability/Acquisit ion  of Proper ty
– P rocess t o acqu ire m ore pr oper ty.

•  Reloca t ions – Defin it ive s t r at egy
ident ified.

•  Topogra phy – Viability ba sed on
impacts of existing gra des.
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•  In fr a s t ruct u r e – Availa ble in fr a -
s t ructure improvemen ts t o meet
demand of t ermina l ar ea .

•  Im plem en t a t ion  – Sch ed u le a n d
const ructability.

•  Cost  – In itia l, by pha se, long-t erm,
and oper a t ing.

SITE E1

Descript ion  – Th is site is t he exist ing
termina l a rea  including land to t he
nor th .  The sit e’s boundary to the nor th
is the proper ty lin e of the a ir por t ; the
termina l exit drives to th e east;
Taxiway B to the south ; and Ya le
Bouleva rd (not  including th e hotel site)
to the west .  The sit e is gen era lly la rge
en ough  to accept  some growth  of the
a irpor t  bu t  it  is not  su fficient  in a rea  to
provide for m ore t ha n m odest expa nsion
of a ir cra ft  ga tes, ter mina l facilities,
pa rking, and  termina l roads.  The sit e
becomes topogra ph ica lly difficu lt  a s the
land falls away to the n ort hwest.

Assessm ent  – 

•  Ru n wa y 17-35 – This site does not
requ ire closu re of the runwa y.

•  Air field Circula t ion  – The sit e ha s
very good proximity to ru nway
syst em  a nd e fficient  a ir cr a ft
cir cula t ion .

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Res t r ict ions – Th e sit e does not h ave
bu ildin g str uctu res envelope issues.

•  Regiona l Access – P r oximity a nd
access to int erchanges on  I-25 exists
with  the cu r ren t  roadways.

•  Landside Circu lat ion  – The system
of roadwa ys is st ressed on  approach
to the t ermina l dr ives but  capa city
and level of service can  be impr oved
with  fur ther  development .

•  Regiona l Mass-Trans it  – The sit e
would be a ccess ible t o the poten t ia l
ligh t  ra il alignm ent .

•  Sit e E xpa n sion  – Th e sit e h a s
l im it ed  fu t u r e ca pa cit y a n d
op p or t u n i t y  for  con t i gu ou s
expa nsion of site a rea  without
absorbing ad jacent  a irpor t  land to
the eas t  or  acquir ing addit iona l land
to the nor th .

•  Ava ilability/Acquisit ion  of Proper ty
– The sit e is with in  the a irpor t
bounda ry.

•  Reloca t ion s  – Addit ion s  a n d
recons t ruct ions of exist ing bu ildin g
facilit ies and roadway system s will
be requ ired  in  order  to expand
capacity on  th is sit e.

•  Topography – Topogra phy condit ions
to the nor th  of t he exist ing exit
r oa dwa y loop will becom e a
development  issue for  t ermina l a rea
concepts requ iring use of tha t  lan d.

•  In fr a s t ruct u re – In fr a s t ructu re is
ava ilable but  would need t o be
upgra ded and expanded as the
termina l area  grows.
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•  Implementa t ion  – The cons t r a ined
na tu r e of the s ite, in  and  about
exist ing facilit ies tha t  would need to
be kept  opera t iona l, would increase
the du ra t ion of the schedule.  The
s i t e  w o u l d  h a ve  a d e q u a t e
accessibilit y from the nor th  but
s taging ar eas for const ruct ion  may
be an  issue.

SITE A1

Descr ipt ion  – This site is the land du e
east  of the exist ing t ermina l a rea  tha t  is
cu rren t ly accessed by Runway 17-35
and it s a ssocia ted t axiways wit h  an
ea st er ly boundary of Kir t land  Air  Force
Base; north erly boun dar y of Gibson
Bouleva rd S.E.; and  souther ly boundary
of Ta xiway B.  The sit e is gen era lly
la rge enough  to provide for  a  second
unit  t ermina l developm en t  includin g
parking and r oads if Runway 17-35
were closed.  The sit e is topogra ph ica lly
sim ila r  to the exist ing t ermina l ar ea ;
fla t  a ir side with  a  t ermina l a r ea  tha t
fa lls awa y from the a irside.

Assessm ent  – 

•  Ru n wa y 17-35 – Th is sit e requires
closure of the run way to develop a
new termina l and a ir side facility.
An “a irside only” facility to provide
addit iona l ga te capa city could be
developed for  small na r row-body
a ir cra ft  bu t  it wou ld r equ ire
s u b s t a n t i a l  t o p o g r a p h i c a l
adjustments a long t he west  side of
the site.

•  Airfield Circu la t ion  – P roximity to
the runway sys tem is  very good from
the sou th end of th e site a nd less so

from the nor th .  The efficien cy of
a ircra ft  movement s will depend on
the layout  pr oviding du a l t axiwa y/
taxilane circu la t ion .

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Res t r ict ions – Airfield sloped su r face
envelope rest r ict ions will const ra in
a ir cra ft  layou t  a t  ga tes and  build ing
st ructures unless Runwa y 17-35 is
closed.

•  Regiona l Access  – P roximit y a n d
access to int ercha nges on  I-25 exists
with  the current  roadway system
tha t could be extended to ser ve th is
site.

•  Lan dside Circu la t ion  – The system
of exist ing t ermina l a r ea  roadways
could be incorpora ted int o a  new
roadway sys tem to serve both  t he
exist ing termina l a rea  and new
development  on t his site.  The
system wou ld likely be complex in
number  of gra de changes, have less
cla r ity of use than  s imple termina l
area  roadway systems, an d be
cha llenging to implemen t .

•  Regiona l Mass Trans it  – The sit e
would be accessible  a t  the nor th  to
the possible light  ra il alignm ent .

•  Sit e Expansion – E xpans ion  of t he
sit e would require acquisit ion  of
land from Kir t land  Air F orce Base
and/or  acqu isit ion  of la nd to the
nor th  of the exist ing t ermina l ar ea .

•  Ava ilability/Acquisit ion  of Proper ty
– The sit e is with in  the exist ing
airport boun dar ies.
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•  Reloca t ions – Min ima l developed
facilit ies cur ren t ly occupy t he sit e
and their  uses have previously been
reloca ted.

•  Topogra phy – The sit e is genera lly
level in  the vicin ity of the a ir field
and topogra ph y dr ops awa y rapidly
to the west  of Taxiway C.

•  In fr a st r u ct u r e – Th e sit e wou ld
r e q u i r e  n e w  i n fr a s t r u ct u r e .
Extens ions of services may be
possible if they ar e available at  the
adjacent  exist ing t ermina l ar ea .

•  Im plem en ta t ion  – Site development
would increa se the dura t ion  of the
schedu le; the sit e would h ave
adequa te accessibility and s taging
areas  for  cons t ruct ion .

SITE A2

Descr ipt ion  – This site is th e la nd tha t
is the cur ren t  genera l avia t ion  a rea .
Th e sit e’s boun da ry on the nor thea st  is
Taxiway G, on  the southea st  is Taxiway
F, and on the westerly side is Access
Roa d B and Spir it  Dr ive.  The sit e is
genera lly la rge enough to provide for  a
rep lacement  t ermina l a rea of modest
scale an d with  modest growth  poten t ia l.
The site is topograph ica lly simila r  to
the existing term ina l ar ea; flat  a irside
with  a  t ermina l ar ea  tha t  fa lls awa y
from the a irside t owa rd t he west , fa lling
rapidly beyond Spir it Dr ive.

Assessm ent  – 

•  Runway 17-35 – Development  of th is
sit e would  not  require closure of the
runway.

•  Airfield Circu lat ion  – Th is sit e has
good proximity to th e runway
sys t em  a n d efficien t  a ir cr a ft
circu la t ion  can  be provided  to and
from a ircra ft ga tes.

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Res t r ict ions – Airfield sloped surface
envelope rest r ict ions do impa ct
flexibility in  layout  of a irside
st ructures and  a ircraft  parking
though good layouts can  be achieved
between the runways  and ma jor
t opogra ph ica l ch a n ges a t  t h e
western  side of the site.

•  Region a l Access – Th e sit e is
pr oximate to an exist ing in ter change
of I -25; d irect  connect ion  to the
int erst a te could be implement ed.

•  L a n d s i d e C i r cu la t ion  –  Th e
oppor tun it ies pr esented by pla nning
a  new development  would cont rol
the efficiency of on-a irpor t  t ermina l
area  circu la t ion .  The topography of
t h is site should be used as an
advan tage in  the development  of
mult iple level ter mina l an d roadway
facilities.  There may be conflict s
with  exist ing road a nd u t ilit ies
infras t ructure tha t  would need to be
r esolved  su ch  a s  r e-r ou t in g,
abandonment , or  re-use of exist ing
ut ilities corr idors.

•  Regiona l Mass  Transit  – Th is site is
not  pr oximate t o the poten t ia l ligh t
ra il a lignment .

•  Sit e Expan sion  – Th e sit e h a s
l imi t ed  fu t u r e  ca p a ci t y a n d
op p or t u n i t y  for  con t i gu ou s
expansion  of sit e a rea  except  to the
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west where topography changes
radically.

•  Availability/Acqu isit ion  of Proper ty
– The sit e is with in  the a irpor t
bounda ry.

•  Reloca t ion s – This s it e is  t h e
exist ing genera l avia t ion  (GA)
development  a t  the a irport .  The GA
act ivity would have to be reloca ted
elsewher e to make th is s ite a va ilable
for  t ermina l ar ea  development .

•  Topography – Th e sit e is  genera lly
level in  the vicin ity of the a ir field
and GA facilities but  topography
drops away r a pidly to th e west
beyond Access Road C.

•  In fr a st ructu re – Th e sit e wou ld
r e q u i r e  n e w  in fr a s t r u ct u r e ;
ext ensions of services from the GA
a rea  may be possible if they a re
a va ila ble  a n d h a ve a dequ a te
capacity. Pavement  a t  the GA apron
would require r edevelopment  to
accommodate la rger  a ircra ft .

•  Im plem en ta t ion  – Site development
would increase the dura t ion  of the
schedu le; the sit e would h ave
adequa te accessibility and staging
areas  for  cons t ruct ion .

SITE A3

Descr ipt ion  – This sit e is t he land tha t
is in  the sou thwest  corner  of the a irpor t .
The sit e’s  boundary on  the nor th /
north east  is t he Ru nwa y Protection
Zone (RPZ) off the 35 end of Runway 17-
35, a irpor t  p roper ty line on  the south ,
and rest r ict ion  lines off Runway 3-21 on

the nor thwest .  The site would provide
a  long nar row shape for  a  rep lacement
t ermina l a rea  if Runway 17-35 were
closed.  It  would be quest ionable if the
sit e wou ld  be a d equ a t e for  a
rep lacement  t ermina l a r ea  if Runway
17-35 were to remain  open .  The sit e is
topogra ph ica lly cha llenging, with  land
fa lling ra pidly to the sout h a nd ea st
beyon d a  very nar row fla t  a rea  ad jacent
to Runway 3-21.

Assessm ent  – 

•  Runway 17-35 – Requires closur e of
runway in  order  to ga in  usea ble site
a rea .

•  Air field Circula tion – Distance a nd
pr oximity to ma in  runwa y resu lt  in
l es s  t h a n  e f fi cien t  a i r cr a ft
cir cula t ion .

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Res t r ict ions – Airfield sloped surface
envelope rest r ict ions con st r a in
bu ildin g st ructures to a  small ar ea
between the nor th  end of the sit e
a nd where t he t opograph y drops at
the east ern  edge.

•  Regiona l Access – P r oximity a nd
access to exist ing intercha nges on I-
25 is less direct  than  other  sites
a long the wester ly s ide of the
a irpor t .

•  La n ds id e  Ci r cu la t ion  –  Th e
efficiency of on-airpor t  t ermina l ar ea
cir cula t ion  would be defined by new
development  and unencumbered by
const r a in ing existing road systems,
but  it  would have to respond to the
limited oppor tun it ies  of a  nar row
site.
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•  Regiona l Ma ss  Tr a nsit  – Th is sit e
would not  be proximate to the
potent ial light  ra il alignment .

•  Sit e E xp a n sion  – Th e sit e h a s
l im it ed  fu t u r e  ca pa cit y a n d
op p or t u n i t y  for  con t i gu ou s
expansion  of site a rea .

•  Availability/Acqu isit ion  of Proper ty
– The sit e is with in  the a irpor t
bounda ry.

•  Reloca t ion s – Min ima l developed
facilit ies current ly occupy the site.

•  T op og r a p h y  –  T h e  s i t e  i s
t op og r a p h i ca l l y  con s t r a i n e d ;
oppor tun it ies to increa se level grade
sit e a rea  would be cost ly.

•  In frast ructure – New infras t ructure
is r equ ired to meet  needs of a  new
termina l a r ea .

•  Im plem en ta t ion  – Site development
would increase the dura t ion  of the
schedu le; the sit e would h ave
adequa te access ibility and staging
areas  for  cons t ruct ion .

SITE A4

Descr ipt ion  – This sit e is the land on
Kir t land Air  Force Ba se t ha t  is
n or t h ea st  of t he in t er sect ion  of
Runways 17-35 and 8-26.  The sit e’s
boundary to the north  is Gibson
Boulevard, Apron  E  to the eas t , to the
west the proper ty line between the
Airbase and  the a irpor t , and  to the
sou th Ta xiway B.  The sit e is gen era lly
la r ge en ou gh  t o p rovide for  a
rep lacement  t ermina l a rea  with  good

growth  poten tia l .  The sit e is
topographica lly genera lly fla t , opt imal
for  development .  Environmen ta l issues
rela t ed to topics of the a ssessmen t  will
ma ke it  difficu lt  to fur ther  cons ider  the
oppor tun it ies of th is sit e.

Assessm ent  – 

•  Runway 17-35 – Th is sit e does not
requ ire closu re of the runwa y.

•  Air field Cir cu la t ion  – Th e sit e ha s
excellen t  proximity to ru nway
syst em  a n d efficien t  a ir cr a ft
cir cula t ion .

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Res t r ict ions – Th e sit e does not h ave
bu ildin g str uctu res envelope issues.

•  Regiona l Access – P roximity a nd
access to exist ing intercha nges on I-
25 is less direct t han  other  sit es
a long the wester ly side of the
a irpor t .

•  L a n d s i d e Ci r cu la t ion  –  Th e
oppor tun it ies pr esented by pla nning
a  new development  would cont rol
the efficiency of on-a irpor t  t ermina l
area  circu la t ion .  There may be
conflict s with  exist ing r oad and
ut ilit ies infrast ructure t ha t  would
need to be resolved su ch  as r e-
rout ing, abandonment , or  re-use of
existing utilities corr idors.

•  Regiona l Mass Tr a nsit  – The sit e
would be a ccess ible t o the poten t ia l
ligh t  ra il alignm ent .

•  Sit e E xpa n s ion  – F u t u r e sit e
capacity and cont iguous expansion
would be dependen t  on  secur ing
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addit iona l proper ty from Kir t land
Air Force Base.

•  Availability/Acqu isit ion  of Proper ty
– The s ite is  cur ren t ly a  pa r t  of
Kir t land Air  Force Ba se a nd would
need to be acqu ired by the a irpor t .
Acqu isit ion  may be dependen t  on
closu re of the Base.

•  Reloca t ions – E xten sive reloca t ions
of exist ing development  would be
necessary to clear  the s ite for  a irpor t
t ermina l a rea  development .

•  T op ogr a p h y –  T h e  ex i s t i n g
topography is not  an  issue for  the
development  of the site.

•  Infras t ructu re – It  is assu med tha t
in frast ructure is available but
capacity improvements  and re-
a lignments would  probably be
necessa ry.

•  Im plemen ta t ion  – Site prepa ra t ion
r e l a t e d  t o r e l oca t i on s  a n d
infras t ructure would increase the
dura t ion  of the schedule.  Th e size
and shape of the sit e would provide
adequa te access ibility and staging
areas  for  cons t ruct ion .

SITE A5

Descr ipt ion  – Th is  site is  the land  tha t
i s  g e n e r a l l y b ou n d e d  b y  t h e
in tersect ions of Ru nwa ys 8-26, 3-21,
and 12-30 on  Kirt lan d Air F orce Base.
The sit e’s bounda ry to the nor th  is
Taxiway E, Taxiway H  to the west ,
rest r ict ion  lines off Runway 12-30 on
t h e  sou t hwes t ,  an d  r ea son a ble
dim ension to the sou theast .  The sit e is

la rge enough  to suppor t  development  of
a  replacement  t ermina l a rea  for  the
a irpor t .  The sit e is gen era lly fla t  with
topography fa lling r apidly t o the
sou t hea s t  beyon d  e xi s t in g si t e
developmen t a nd facilities.

Assessm ent  – 

•  Runway 17-35 – Th is sit e does not
requ ire closu re of the runwa y.

•  Air field Cir cu la t ion  – Th e sit e ha s
good proximity to the runway
system and  reasonably efficien t
a ircraft  circu la t ion .

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Res t r ict ions – Th e sit e is  la rge
en ough  to not  ha ve bu ildin g
str uctu res envelope issues.

•  Region a l Access – P roximity a nd
access to exist ing in terchanges on  I-
25 is not direct; regiona l access is an
issue for  th is site.

•  La ndside Circu lat ion  – Th e on -
a irpor t  t ermina l a rea  circu la t ion
would be new and  there is  adequate
site to make it  efficient .  There may
be conflict s with  exist ing u t ilit ies
infras t ructure tha t  would need to be
resolved.  Also, th ere may be
addit iona l sit e prepa ra t ion  required
due to the cu r ren t  avia t ion  uses a t
the east  end of the site.

•  Regiona l Mass Transit  – Th is site is
not  proxima te to the poten t ia l ligh t
ra il a lignment .

•  Sit e E xpa n sion  – Th e sit e h a s
l imi t ed  fu t u r e ca pa ci t y  a n d
oppor tunity for  cont iguous
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expa nsion of site a rea  due to
topograph ica l condit ions to the sou th
and east .

•  Availability/Acqu isit ion  of Proper ty
– The site is cur ren t ly pa r t  of
Kir t land Air  Force Base, relat ed to
the Mission of th e Base, a nd would
need to be acquired by th e airport .
Acqu isit ion  may be dependen t  on
closu re of the Base.

•  Reloca t ions – Reloca t ions of exist ing
development  would  be necessary to
clear  the s ite for  a irpor t  t ermina l
a rea  development .

•  Topogra phy – Th e sit e is somewha t
topogra ph ica lly cons t ra ined  to the
sou th and ea st ; oppor tun it ies to
increa se level gra de sit e a rea  beyond
wh at  is a va ilable would be cost ly.

•  Infrast ructu re – It  is assu med tha t
infra st ructure is available but
capacity improvements  and re-
a lignments would probably be
necessa ry.

•  Im plem en ta t ion  – Sit e p repa rat ion
r e l a t e d  t o r e l oca t ion s  a n d
infras t ructure would  increase the
dura t ion  of the schedule.  Th e size
and shape of t he site would provide
a dequ a t e  s t a g in g  a r e a s  for
cons t ruct ion , bu t  access ibility would
be more of an  issue t han  with  sit es
to the wes t  and nor th  sectors of the
a irpor t .

SITE A6

Descr ipt ion  – This site is t he land tha t
is to the west  of the exist ing termina l

a rea , curren t ly used  for  commercia l
long-term pa rking.  The site’s boundary
to the n orth  is Ra ndolph  Road, t o the
east  is Ya le Boulevard, t o the south  is
Sunpor t  Bouleva rd, a nd t o the west  is
University Bouleva rd S.E.  The sit e is
not  la rge enough t o develop a
rep lacement  t ermina l a r ea  and is
sepa ra ted from the a ir field by Sunpor t
Boulevard, bu t  cou ld have poten t ia l a s
an  a irside development  adju nct  to the
exist ing a irside.  The sit e has m odest
slope down toward  the wes t  and
sou thwest .

Assessm ent  – 

•  Ru n wa y 17-35 – Ut iliza t ion  of th is
sit e as a n  a ir side for  t ermina l
development  elsewhere does  not
requ ire closu re of the runwa y.

•  Air field  Cir cu la t ion  – Su npor t
Bouleva rd segr ega tes the sit e from
the exist ing a ir field.  Ta xiing
a ir cra ft  to and from the sit e would
require means  to br idge the roadway
or  abandon it  for  other  means of
access.

•  A i r s i d e / L a n d s i d e  E n v e l o p e
Res t r ict ions – The sit e would  not  be
impacted with  building envelope
rest r ict ion s im posed from the
a ir field.  Access to/from the site for
taxiing a ircra ft  may be rest r icted
due to the pr oximity to the end of
Runway 8-26.

•  Regiona l Access – Developmen t  of
the sit e would im pa ct  regiona l
access for  the exist ing termina l a r ea .
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•  Landside Circula t ion  – The avia t ion
use considered for  th is s ite would
not  inclu de landside cir cula t ion .

•  Region a l Ma ss  Tr a n sit  – Th e
avia t ion  use considered for  th is s ite
would pr oba bly not  ben efit from
adjacency to the poten t ia l ra il
tr an sit a lignment  unless a  direct
tr an sit connect ion  to a ircra ft  ga tes
was desired.

•  Sit e E xpa n sion  – Th e fu t u r e
ca pa city of t h e s it e t h r ou gh
cont igu ous expa nsion cou ld be
accomplished th rough  addit iona l
acqu isit ion  of land.

•  Ava ilability/Acquisit ion  of Proper ty
– The sit e is curren t ly n ot  a  pa r t  of
the a irpor t  and wou ld have to be
acquired.

•  Reloca t ions – Impr ovements on  the
sit e a re minimal.

•  Topogra phy – Th e t opogr a ph ica l
condit ions a re difficu lt  for  sit e
access; it  may not  be not  possible to
circula te a ircra ft  to the site.

•  Infras t ructure – New infras t ructure
would be requ ired to u t ilize the sit e
for  avia t ion .

•  Implemen ta t ion  – Other  t han t ime
needed for  acquisition , th ere would
n ot  b e  s ch e d u l e i s s u e s  or
const ructability issues relat ed to
const ruct ion  phase access and
s taging.

D ES C R IP T IO N  O F

T ER MIN AL AR EA

ALT ER N ATIVES

EXISTING TERMINAL AREA
OP TIMIZATION  AND
INCREMENTAL
EXPANSION PHASE

Genera l Descr ipt ion – An opt imiza t ion
and increm ent a l expansion pla n  is
recommended for  t he t ermina l a r ea  in
order  to improve efficien cy and level of
ser vice a t  the a irpor t .  Modest
impr oveme n t s  a re  ident i fied  t o
a ccom p l i s h  op t i m i z a t i on  a n d
in cr em en t a l ga in s in  pr ocess in g
capacity.  (See Ex h ibit  VI I I -4 -B .)
Im plementa t ion  of the improvements
will be the most  cost -efficient  wa y to
increa se capacity and ba lance capability
of the termina l a rea  pr ior  to fu ture
ma jor  a irpor t  development .  The
following improvemen ts a re proposed
for  the opt imiza t ion  and incremen ta l
expansion st ra tegy:

Terminal  Opt imizat ion

0T-1 Move or  r em ove t h e posit ive
cla im ra ilings a t  the ba ggage
cl a i m  a r e a s  t o i m p r ov e
cir cu l a t i on  a n d  cl a i m i n g
funct ion .

0T-2 Du r in g pea k  h ou r  a r r iva l
conditions, s tage opera t ion  of
cla im devices so the middle
devices a re used pr ior  to devices
closest  to the center  of the
t ermina l in  order  to spread out
the load on  the a r r ivals curb.
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0T-3 Revise secu r it y screening ent ry
layou t  to provide ent ry queu es
for  ea ch  set  of scr een in g
equipment .

0T-4 Ma xim ize wid t h  of con cou r se
cir cu l a t i on  b y  r e m ov i n g /
r eloca t ing vendor car t s; widen
connector  ra mps and incorpora te
ven dor ca r t s in  widen ing.

Landside /Si te  Opt imizat ion

OL-1 Reduce a r r iva ls cur b dwell t ime
via  policin g a nd poten t ia l
incent ive parking p lan  for  the
ga rage (reduced ra te for first
ha lf-hour).

OL-2 Recon figu r e a u t o cir cu la t ion
with in  ar ea of parking s t ructure
dir ectly adjacen t  to t he sk ylit
pedest r ian  wa lkway t o funct ion
as an  a r r iva ls loading cu rb for
pa ssen gers wit h  baggage.

OL-3 Develop dyna mic roa dwa y and
termina l sign age to offer  opposit e
curb fron tage (depa r tu res and
a r r i v a l s ) d u r i n g  p e a k i n g
condit ions (efficiency dependen t
on  d u r a t ion  of s e p a r a t e
depar tu res a nd a rr ivals peaks).

Terminal  Increme ntal  Expansion
(S  ee  Ex  h  i  b  i  t  VI  II-4-C.)

ET-1  Expand termina l to the east :

• Ut ilize exist ing in-place st ructure
for  fu tu re en t ry vest ibu le as pa r t  of
two-level t ermina l expansion  to add
t icket ing and ba ggage cla im.

•  Ut ilize a ddit iona l depar tures cu rb
gain ed (to appr oxima tely 50 feet
past  new ent ry) to supplement  curb
capacity.

•  R e l o c a t e  b u i l d i n g  s e r v i c e s
equ ipmen t  a t  the eas t  side of the
reta in ing wall t o open  a rea  for
landside road/curb development
noted above.

•  Reloca t e ca rpen ter sh op to ena ble
termina l expansion .

•  Reloca t e oversize  eleva tor  to open
termina l for  expansion .

•  Cons t ruct  a  new consolidat ed OBB
facility a t  the eas t  commuter  apron .

•  Provide new a r r iva ls level curbs by
r ou t in g d rives  pa s t  t er m in a l;
poten t ia l to provide addit iona l
a r r iva ls curbs a t  the end of the
expa n ded t er m in a l (cou ld  be
dedica ted a s WN curbside).

ET-2  Expan d termina l to th e west:

•  Ut ilize exist ing in -pla ce s t ructu re
for  fu tu re en t ry vest ibu le as pa r t  of
two-level t ermina l rem odel and a dd
t icket  counter s a nd ba ggage cla im
device; r eloca te regiona l ca r r iers t o
the west  end.

•  Extend  the exis t ing curb to the west
by tying in to existing s t ructure and
in fillin g t h e la n d sca p ed  a r ea
between the dr ive a nd wa lkwa y to
ga in  approximately 100 feet  of
depa r tures curb.

•  Reconfigu r e r oa dwa y a t  a r r iva ls
level to a dd a ppr oxima tely 100 feet
of curb.
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Exhibit VIII-4-B
TERMINAL OPTIMIZATION ALTERNATIVES
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Exhibit VIII-4-C
TERMINAL INCREMENTAL EXPANSION

ALTERNATIVES ET-1 & ET-2
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•  Remove/r eloca t e escala tors and re-
st ructure building for  expansion .

•  Cons t ruct  a n ew consolida t ed OBB
facility a t  the west  commuter  apron
incorpora t ing exist ing OBB rooms
for  capacity (s taged  cons t ruct ion).

ET-3  Baggage Secur ity Sequence

•  Cons t ruct  a ddit ions to the t ermina l
front  between vestibules to suppor t
CTX-5000 technology for  screening
baggage.

Airs ide  Increme ntal  Expansion

EA-1  Expand Concourse B to the west
with  wide-body a ircra ft  gates at
th e end (FIS ga tes?).

EA-2  Poten t ia l t o loca t e F IS a t  t he
apron  level of an expanded
Concourse B; poten t ia l to loca te
the Greet er ’s H a ll in  a  new two-
s tory space between t he end of
exist ing Concourse B and the
new ga tes in  an  ext ended
concourse.

EA-3  Const ruct  a  new r egiona l gr ound
level concourse in  the loca t ion  of
the exist ing Concourse C.

Lan dside /Site
Increme ntal  Expansion

EL-1 Con s t r u ct  a  n ew com m er cia l
vehicle curb a t  the nor th  side of
the pa rking st ructu re and
in s t a l l  m ov ing  wa lkwa ys
through the center  a t r ium of the
ga rage for  passenger  access;

u t ilize a r r iva ls inner  curb for
pr iva te vehicle act ive load and
unloa d only, ou ter  curb for
pr iva te vehicle 10 minute load
zone.

EL-2 Cons t ruct  a n  ou ter  st r uctu red
depar tures dr ive for  pu blic
vehicles.

EL-3 Cons t ruct  new curb for  r egiona l
ca r r iers a t  the west  end of the
t ermina l.

SITE E1 ALTERNATIVES

Alternat ive  1

This a lterna t ive, a s depicted on
Exh ibit VI I I -4 -D , loca  t  es a  n  ew
termina l facility on  the sit e of the
exist ing park ing st ructure.  The new
facilit ies t ha t  include a ir cra ft  ga tes,
t ermina l building, termina l drives an d
roadwa ys, and pa rking resu lt  in it ia lly
in  two un it  t ermina ls a t  the a irpor t .
The new termina l facility cou ld gr ow
in to a  cent ra lized  termina l for  the
a irpor t  in  the fu ture.  The concept  is
based on  a  two-sided multi-level
t ermina l facility with  associat ed cur bs,
roads, an d parking.  The airside is a
mu lt i-pier  concourse configura t ion
linked by a  pedes t r ian  connector  to the
t ermina l.  A consolida ted ba ggage
handling facility is proposed at  the
sou th end  of the concourse .  In  the
fu t u r e, if t h e n eed a r ises , a n
in t erna t iona l a r r iva ls facility could be
const ructed above t he ba ggage facility
with  a ircra ft  ga tes designed for
opera t ion  in  a  “swing m ode” for
u t iliza t ion  flexibility.  A multi-level
shor t -term pa rking st ructure is loca ted
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nor th of the exist ing pa rking s t ructure
a t  the long-term pa rking lot  and is
linked across the curbs to the t ermina l.
An addit iona l mult i-level pa rking
s t ructure is loca ted nort h  of the exist ing
termina l exit  roadway for  long-term
pa rking.  Regiona l access would be
p rovided fr om  exis t ing Su npor t
Bouleva rd and could a lso be provided
fr om  Gibson  Bou leva r d.   This
a lt erna t ive requires t he closu re of
Runway 17-35.  In  the fu ture, u pon
expa nsion of the new termina l in to a
cen t r a lized fa cilit y, t h e exist in g
termina l an d concour ses cou ld be
convert ed to an  a irside facility.  An
automated peoplemover system could be
implemen ted in  the fu ture to connect
the cen t r a lized t ermina l to remote
a irsides  and  the consolida t ed r en ta l ca r
facility.  The poten t ia l regiona l t ransit
st a t ion  for t he a irport  could be
in tegra ted in to the nor th  end  of the
sh ort -term pa rking facility.

Alternat ive  2

This a lt erna t ive, as depicted on
Exh  ibit  VIII-4-E  , l oca t e s a  s e con d
t e r m in a l  fa ci l i t y  b e t w e e n  t h e
nor thwes tern  corner  of the s ite and  the
east  side of the exist ing t ermina l ar ea .
The new facilit ies tha t  inclu de a ircra ft
gates, t er mina l bu ilding, t ermina l
dr ives and roadways , and  park ing
resu lt  in  two unit  t ermina ls  a t  the
a irpor t .  The t ermina l a rea  concept  is
based on  a  sin gle-sided m ult i-level
t ermina l facility with  associat ed curbs
and roads.  The a irside is a  mult i-pier
concourse configura t ion lin ked by a
pedest r ian  connector  to the t ermina l.
Con s ol i d a t e d  ba gga ge h a n dl in g
facilit ies would be loca ted in  t he

t ermina l.  In  the fut ure, if the need
ar ises, an  in t erna t iona l a r r iva ls facility
could be const ructed between t he new
and exist ing t ermina ls  with  a ircraft
ga tes designed for  opera t ion  in  a  “swin g
mode” for  u t iliza t ion flexibilit y.  A
mult i-level parking s t ructure is loca ted
nor th of the exis t ing pa rk ing s t ructure
and is linked across th e curbs  to the
t ermina l.  Regiona l access would be
pr ovided fr om  exist ing Sun por t
Bouleva rd and could a lso be provided
fr om  Gibson  Bou leva r d.   This
a lt erna t ive requires t he closu re of
Runway 17-35.  The poten t ia l regiona l
tr an sit st a t ion for t he a irpor t  could be
loca ted ad jacent  to the nor th  end  of the
termina l facility.

Alternat ive  3

This a lterna t ive, a s depicted on
Exh  ibit  VIII-4-F  , loca  t  es a  n  ew
termina l facility on  the sit e of the
exist ing long-ter m pa rking lot .  The new
facilit ies tha t  include a ircra ft  ga t es,
t ermina l building, ter mina l cur bs an d
roads, and  park ing resu lt  in it ia lly in
two un it  t ermina ls a t  t he a irpor t  and
could grow into a  cent ra lized termina l
in  the fu ture.  The concept  is based on  a
two-sided mult i-level t ermina l facility
with  associat ed curbs  and roads.  The
airside is a mu lti-pier concour se
configura t ion  linked by a  pedest r ian
con n ect or  t o t h e t er m in a l.  A
consolidat ed baggage handling fa cility
is proposed at  the sout h en d of t he
concourse.  In  the fu ture, if the need
ar ises, an  in t erna t iona l a r r iva ls facility
could be const ructed above th e baggage
facility with  a ircra ft  gat es designed for
opera t ion  in  a  “swing m ode” for
u t iliza t ion  flexibility.  A new multi-level
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Exhibit VIII-4-D
SITE E1, ALTERNATIVE 1

PLAN VIEW - NORTHWEST

PLAN VIEW - SOUTHEAST
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Exhibit VIII-4-E
SITE E1, ALTERNATIVE 2

PLAN VIEW - NORTHWEST

PLAN VIEW - SOUTHEAST
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Exhibit VIII-4-F
SITE E1, ALTERNATIVE 3

PLAN VIEW - NORTHWEST

PLAN VIEW - SOUTHEAST
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parking s t ructure is  loca ted  nor th  of the
exist ing termina l exit  roadwa y for
shor t -term parking and is linked across
the curbs  to the termina l.  Regiona l
access would be provided from exist ing
Sunpor t  Boulevard a nd could a lso be
provided from Gibson  Bouleva rd.  Th is
a lt erna t ive requires t he closu re of
Runway 17-35.  In  the fu ture, u pon
expa nsion of the new termina l in to a
cen t r a lized fa cil it y, t h e exist in g
termina l and  concourses could be
convert ed to an  a irside facilit y.  An
automated peoplemover  system could be
implemen ted in  the fu ture to connect
the cen t ra lized t ermina l to remote
a irsides  and the consolida ted ren ta l ca r
facility.  The poten t ia l regiona l t ransit
st a t ion  for  the a irpor t  cou ld be
in tegra ted in to the nor th end of the new
sh ort -term pa rking facility.

Alternat ive  4

Th is a ltern a t ive, a s depicted on
Exh  ibit  VI I I -4 -G , l oca t e s a  s e con d
termina l facility n or th  and east  of the
exist ing t ermina l.  The new facilit ies
tha t include a ircra ft  ga tes, t ermina l
bu ildin g, t erminal drives an d roadwa ys,
and pa rking resu lt  in it ia lly in two un it
t ermina ls a t  the a irport  and could gr ow
in to a  cen t ra lized  termina l in  the
fu ture.  The concept  is based on  a  two-
sided mult i-level t ermina l facility with
associat ed curbs a nd roads loca ted a t
the exist ing long-term park ing lot .  The
a irside is a fron ta l ga te linea r  concourse
linked to the termina l.  The concour se
would be s t ructured  above the t ermina l
dr ives in  order  to ra ise it  to the a ir field
eleva t ion .  Buildin g above th e dr ives is
also necessary to provide en ough  space
for  the roa dwa y system .  Consolidat ed

ba ggage ha ndling facilit ies would be
loca ted in  the t ermina l.  In  the fu ture, if
the need a r ises , interna t iona l a r r iva ls
facilit ies could be added  to the t ermina l
with  a  st er ile linkage to close-in a ir cra ft
ga tes on  the concourse.  A new mult i-
level parking s t ructure is  loca ted  nor th
of the exist ing termina l exit  roadway for
shor t -term parking.  Regiona l access
would be provided from exist ing
Sunpor t  Boulevard a nd could a lso be
provided from Gibson  Bouleva rd.  Th is
a lt erna t ive does not r equire th e closur e
of Runway 17-35.  The poten t ia l
r egiona l t rans it  s ta t ion  for  the a irpor t
could be int egra ted in to the nor th end of
the n ew short -term pa rking facility.

Airs ide  Alternat ive  A

Th  is a lterna t ive (shown on  Exhibit
VIII-4 -H ) loca  t  es a sa  t  ellit  e airs  ide
concourse west  of Ya le Bouleva rd and
the exist ing termina l a rea , and  nor th  of
Sunpor t  Boulevard.  The a lt erna t ive
would requ ire closin g Ya le Bouleva rd,
and a lso includes t he sites  of the hotel
and commercia l development  east  of
Yale Bouleva rd for  a ircr a ft  apron  and
cir cula t ion .  The new facilities would
include basic passenger concour se
funct ions such a s holdrooms, services,
concessions, an d support  fun ctions for
a ir line opera t ions.  The facilities ma y
also include out boun d baggage ha ndling
facilities.  Apron  development  for
parking a ir cra ft , in -r amp services, and
associat ed taxiways and t axilanes
would a lso be a  pa r t  of developmen t .  In
addit ion , due to it s r emote loca t ion  from
the a ir field, dua l t axilanes tha t  cross
Sunpor t  Bouleva rd would be requ ired.
The concourse would be connected back
to the t erm ina l ar ea via a  sub-grade
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au tomated peoplemover  system tha t
could also be ext ended to the exist ing
consolida ted ren ta l ca r  facilit y.

SITE A2 ALTERNATIVES

Alternat ive  5

This a lterna t ive, a s depicted on
Ex  hibit VI I I -4 -J , loca  t  es a  rep lacement
t ermina l a rea  wes t  of the in tersect ion  of
Runways 12-30 and 3-21.  The n ew
facilit ies t ha t include a ircra ft ga tes,
t ermina l building, termina l cur bs an d
roads, pa rking, an d regiona l access
resu lt  in  a  sin gle new t ermina l a r ea  for
the a irport  with  the exist ing t ermina l
a rea  conver ted to an  a lt erna t ive use
such  as gen era l avia t ion .  The t ermina l
area  concept  is based on  a  sin gle-sided
mult i-level t er mina l fa cility with
associat ed curbs  and roads.  The a irside
is a  hybrid-type concourse with  both
linea r  fronta l ga tes  and mult iple pier
t ype ga tes  connected  to the termina l.
Con s ol i d a t e d  b a g ga g e h a n d l i n g
facilit ies would be loca ted in  the
t er m in a l.  If t h e n eed a r ises,
in t erna t iona l a r r iva ls facilit ies could be
added to the termina l with  a  st er ile
linkage to close-in  a ircra ft  ga tes  on  the
concourse.  A mult i-level parking
s t ructure is loca ted wes t  of the t ermina l
s t ructure and is linked across the curbs
via  pedest r ian  br idges.  Regiona l access
would be provided from existing
Sunpor t  Boulevard or  a lt erna t ively
from a  new int erchange at  I-25.  This
a lt erna t ive does not r equire th e closur e
of Runwa y 17-35.  The poten t ia l
r egiona l t rans it  access to the a irpor t
would have to be extended t o th is site.

Airs ide  Alternat ive  B

Th  is a lterna t ive (shown on  Exh  ibit
VI I I -4 -K ) loca  t  es a sa  t  ellit  e airs  ide
concourse west  of the in ter sect ion  of
Runwa ys 12-30 and 3-21.  The new
facilit ies would include basic pa ssen ger
concourse funct ions such  a s holdrooms,
ser vices, concessions , and  suppor t
funct ions for  a ir line opera t ions.  The
facilit ies may a lso include outbound
ba ggage handlin g facilit ies.  Apron
development  for  pa rking a ircra ft , in-
ramp services, and a ssocia ted taxiwa ys
and t axilanes  would  a lso be a  par t  of
the development .  The concourse would
be connected back  to the t ermina l a rea
via  an  automated peoplemover  system
tha t could h ave a  s top  a t  the exis t ing
consolida ted ren ta l ca r  facilit y.

EVAL U AT IO N  O F
ALT ER N ATIVES

EVALUATION CR ITER IA FOR
TERMINAL AREA ALTERNATIVES

Al t e r n a t i v e  con ce p t s  for  t h e
development  of the termina l ar ea
sh ould be p lanned  to accommodate the
needs of the overa ll a irpor t  long-term
development  plan  a s well a s responding
to nea r-term needs.  Alterna t ive
concept s should facilita te th e airport ’s
funct ion  as an  impor tan t  community
asset  tha t  links Albuqu erque to other
communit ies with in  the st a te, to t he
region , and beyond.  The concepts
sh ould ant icipa te long-term needs, h ave
the flexibility to respond to the
changing   opera t iona l  requirem ent s  of
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Exhibit VIII-4-G
SITE E1, ALTERNATIVE 4

PLAN VIEW - NORTHWEST

PLAN VIEW - SOUTHEAST
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Exhibit VIII-4-H
AIRSIDE ALTERNATIVE A
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Exhibit VIII-4-J
SITE A2, ALTERNATIVE 5

PLAN VIEW - NORTHWEST

PLAN VIEW - SOUTHEAST
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Exhibit VIII-4-K
AIRSIDE ALTERNATIVE B



VIII -4-21

the a irpor t  over t ime, and sh ould be
efficient  in  opera t ion  and use of
r es ou r ces .  F or  t h ese r ea s on s,
es tablish ing eva lua t ion  cr it er ia  t ha t
will ident ify th e opt imal a lt erna t ive for
development  from among other  viable
a lt erna t ives is impor tan t .

Cr it e r ia  for  t h e  eva lu a t ion  of
a lt erna t ive developm en t  pla ns a re
der ived from noted goa ls and st ra tegies
of th is  Mas ter  P lan .  The termina l ar ea
of t he Airport  should exhibit efficient
land u t ilizat ion , be capable of meet ing
program requirem ent s, enable efficient
opera t ion , be oper a t iona lly flexible, a nd
have expa nsion capa bility.  Planning
th ese cha ra cter istics mu st a lso be
ba lan ced with  cost  and implementa t ion
of t he plan  a t  an  opera t ing a irpor t .
C on c ep t s  s h ou ld  a l s o p r ov id e
op p or t u n i t i e s  for  a r ch i t e ct u r a l
development  tha t  is  cons is ten t  with  the
expression  and sense of p lace of the
exist in g a ir por t  design  t h a t  is
represen ta t ive of the spir it  of the
region .

The following are cr iter ia  for  eva lua t ing
termina l a rea  a lter na t ives. They were
ident ified in  working sessions wit h
agreem ent  tha t  they would not  be
priorit ized.

Faci li t ies  P rogram

•  The abilit y of t he t ermin a l a r ea
a lt erna t ives to meet  the projected
requirements for  t ermina l facilit ies,
sit e veh icu la r  cir cula t ion , t ermina l
cur bs, pa rking, and accommoda te
fu ture mass-t ransit  commensura te
with  level of service goa ls for
passengers a nd employees.

•  The ability t o increase a ircra ft  ga te
capacity and  enhance a ir cra ft
cir cu la t ion  t o m eet  specified
demand levels with in  the t ermina l
a rea  apron .  The a lter na t ives
sh ould preserve the in tegr ity and
usefulness  of the old termina l.

Effi c iency

•  The orga n iza t ion a l relat ionsh ips
be t ween  componen ts  in  t h e
t ermina l a rea  will determine the
efficiency of th e airport .  This is a
k e y  i s s u e  a t  Al b u q u e r q u e
In terna t ion a l Su npor t  du e to
l i m i t e d  a v a i l a b i l i t y  a n d
topograph ica l condit ions of land.
Both  a irpor t  and  a ir line opera t ions
require the m ost  direct , funct iona lly
efficient  a r rangements of elements
with in  the termina l ar ea  in order  to
opt imize opera t ion  of the a irpor t .
Air line turn  t ime of a ircra ft  is a  key
issue a t  th is a irport  and is one of
th e key ten an t goals.

•  The ability of the t ermina l a r ea  t o
adapt  to opera t iona l changes due to
cha n ging t en a nt  r equ ir emen t s
includin g a ir line consolida t ion ,
techn ologica l, regula tory or  policy
changes is  impor tan t .  Opera t iona l
flexibility must  be considered;
fu ture modifica t ions may crea te
condit ions a t  the a irpor t  tha t
render  it d ifficu lt t o use a nd
un derst and, thus lower ing it s level
of service.

•  E fficien cy of sit e u t iliza t ion  is
rela ted to overa ll phys ica l s ize and
configura t ion    of   the  a lt erna t ives.
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Some a lter na t ives may crea te a
differen t  organ iza t iona l character
from wha t  exist s; th is magnitude of
change should be eva lua ted based
on va lue.  Alterna t ives sh ould be
judged based  on  opt imiza t ion  of
land resources in  suppor t  of
efficient  airport opera tions.

•  Efficien t  re-use of exist ing t ermina l
facilit ies due to occupancy of new
termina l space should be considered
in  the eva lua t ion .

Financia l

•  Order  of magnitude cost s will va ry
be t ween  t h e  t e r m in a l  a r ea
development  a lt erna t ives.  Each
a lterna t ive will have a  phys ica l
con figu r a t ion  focu sed on  it s
development  pr ior ity.  Cost s should
be reviewed for  magnitude, bu t  be
ba lan ced with  ben efits  tha t  ach ieve
sta ted goals.

•  The opera t iona l cost s considered a t
the pla nning level a re the order  of
magnitu de differences between
managing and  main ta in ing an
efficient , consolidat ed termina l a rea
versu s a  t ermina l a rea  with
separat ed facilities.

•  Revenu e pot en t ia l m a y differ
bet ween  a lter n a t ive t er m in a l
build ing layouts a nd should be
considered in  the eva lua t ion .

Developmen t  Strategy

•  Implem en ta t ion  fea sibilit y sh ould
be considered a s it is relat ed to

via bilit y of t h e con st r u ct ion
ph asin g, st aging, and sequ en cing of
work requ ired t o implem en t  a  pla n .
I t  is  necessary during expa nsion to
ma in ta in  opera t ion  of the a irpor t
without  compromising public sa fety
or  d r a s t ica l ly  com pr om is in g
capacity, a ir line opera t ions, or  the
level of service to the public.

•  The termina l ar ea  mu st  be capa ble
of accept ing growth  over  the long
term .  The projected need for
facilit ies is genera ted from cr iter ia
tha t a re est ima tes.  Spa ce sh ould be
r e s e r v e d  b e y on d  w h a t  t h e
a l t e r n a t i v e s  a n t i ci p a t e  t o
acknowledge th is.

•  Fa cilit ies sh ou ld be conceptu a lly
organ ized so their expa nsion  does
not  impa ct  the or igina l cla r ity of
their  layout  and be able t o expand
incremen ta lly as needs become
apparen t .

Archite ctu ral  Oppo rtun ities

•  Th e t er m in a l a r ea  developm en t
a lterna t ives a re diagrammat ic in
na tur e but  organizat iona l concepts
provide va rying oppor tunit ies for
a rch it ectu ra l and sit e development .
It  is  impor tan t  to note tha t  the
genera t ion  of concepts, even a t  th is
level of planning, can  provide for
enhanced oppor tun it ies to crea te an
appropria te s ta tement  for  the
image of th is a irpor t  and an
environmen ta lly responsive design .
At  ABQ, the sense of place evoked
by the exist ing a rch itectu re is a
recognized asset  to th e community.
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Airfield Impa cts

•  The development  a lter na t ives may
b e  im pa ct ed  b y  t h e  f ina l
configura t ion  of the a ir field.  The
closure of Runway 17-35 will be
required in order  to provide
adequa te spa ce t o su bst an t ia lly
impr ove the exis t ing t ermina l a r ea .
Also, the layou t  of an  a lter na t ive’s
a irside facilit ies may impact  the
opt ima l layou t  of the a irfield’s
a ircraft  circu la t ion  pa t tern .

Comm un ity Impa cts

•  T h e  con ce p t u a l  l a y ou t  or
orga niza t ion of the termina l a rea
a lter na t ives may ha ve differ ing
order  of ma gnitude impa cts on
adjacent  communit ies.  Layou t  of
t ermina l a rea  roads, loca t ion  of
t ermina l cu r bs, pa r kin g, a nd
a ir p or t  r eg ion a l  a cces s  a l l
con t r ibu te to noise genera ted by t he
a irpor t ; differ ing den sit ies between
a l t e r n a t i v e s  s h o u l d  b e
ackn owledged.

•  Air  qua lity in  the t ermina l a rea  is
impacted by con figura t ion  and
la yout  of facilit ies .  Fa cility
p lanning for  the a lterna t ives will
c o n s i d e r  a i r  m o v e m e n t
oppor tun it ies.

EVALUATION  TO  R EDUCE
N U MBER  O F T ER MIN AL
AR EA CO N CEP T
ALT ER N ATIVES

Con s u lt a n t  s t u dy t ea m  workin g
sessions were held over a  two-day
per iod to in it ia lly discuss and eva lua te

m er it s of a ir field a n d la n ds ide
development  a lter na t ives.  The second
day was focused on  lan dside t ermina l
area  issues.  Review an d d iscussion  of
the five a lter na t ive concept s was guided
by the findin gs and recomm enda tions of
the first  da y discussions r ela ted to
a ir field development  and the eva lua t ion
cr iter ia .  In  addit ion , two a ir side
con cou r s e  a l t e r n a t ives,  exis t in g
termina l a rea  facilit ies opt imiza t ion ,
and exis t ing termina l a rea  land
expansion oppor tunit ies were discussed.

There wer e severa l key issues and
determina t ions tha t  were ident ified a t
the out set of the evalua t ion a nd gu ided
discussion  of the a lt er na t ives.  F ir st , the
pr oposa l from t h e st u dy team’s
discussion  on  the fir st  day of working
sessions was  to recommend a  three-
runway a ir field  sys tem for  the a irpor t
tha t closes Runway 17-35 in  order  to
increa se overa ll a ir field capa city and
sa fet y.  The second is the issue of
roadway complexity; a  requirem ent  for
new or  additiona l regiona l access to the
a irport  and/or  the level of development
required of t he t ermina l a r ea  road
system to ser ve the a lterna t ive termina l
concepts.  The th ird is  the issue relat ed
to implem en ta t ion ph asing, cost s, a nd
reuse of vacated exist in g fa cilit ies; the
abilit y to achieve t he desir ed t ermina l
a r e a  con ce p t  l a y ou t  t h r ou g h
incremen ta l facility growth  versu s a
requirement  to in it ia lly implement
ext en sive facilit ies to achieve necessary
growth .

The proposa l from the eva lua t ion  was to
for wa rd two of the termina l ar ea
con cept  a l t ern at ives  for  fu r t h er
cons idera t ion .  Both  a lt erna t ives a re for
expansion  of facilit ies in  the exist ing
termina l a rea .  One a lt erna t ive is to
add a  second t ermina l resu ltin g in two
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unit  t ermina ls  a t  the a irpor t  and  the
other  is to a dd a  t ermina l th a t  will
cen t r a lize a ll processing of passengers.
Each  ha s opt ions  rela ted  to loca t ion  of
the termina l bu ilding an d roadway
system s.  Alterna t ive 1 will be combined
wit h  Alter n a t ive  3  t o becom e
Alter na t ives 1A and 1B, respect ively,
with  the termina l loca ted  either  on  the
sit e of, or  to the nor th  of, the exis t ing
parking st ructure.  These a lter na t ives
could be developed t o init ially be a
cent ra l t ermina l for  a ll pr ocessin g of
passengers or  a  second un it  t ermina l
growing in to the cen t ra l t ermina l
concept .  Alt erna t ive 2 will become 2A
and 2B, with  the termina l loca ted on
the site of the former  r en ta l ca r
ready/retu rn .  The en t r ance roadway
system for  Alter na t ive 2A takes a  pa th
through the south  ha lf of the exis t ing
parking s t ructure as  depicted .  The
ent rance roadway for  Alter na t ive 2B
takes a  pa th  nor th  of the exis t ing
pa rk ing st ructure through t he site of
the exist ing long-t erm parking lot .

T h e  con s u l t a n t  s t u d y  t e a m ’s
r ecom m enda t ion , from discussion s
relat ed to t he a ir field a lterna t ives, is
tha t the genera l avia t ion  (GA) act ivity
a t  the a irpor t  should  remain  a t  the
cur ren t  sit e.  This influenced the team
to recommend tha t  Alter na t ive 5
(loca ted on  Site A2) should not  be
forwarded for  fur ther  cons idera t ion .
Th is a lso meant  the a lterna t ive tha t
loca ted an  a irside concourse a t  the GA
sit  e (S ee Ex  h  ib  it  VIII-4-J  ) should  not
be forwarded for  fu r ther  considera t ion
as oppor tunity with in  the t ime frame of
th is P lan .  In  addit ion, t he a lt erna t ive
tha t loca ted a n  a irside concourse a t  Sit e
A6 (See Ex  h  ib  it  VIII-4-K) w a s
determined to be too difficu lt  to develop
due to it s ver t ica l eleva t ion  change from

the existing airfield and wa s not
cons idered  for  fur ther  study.

Refinem ents will be in corpora ted in to
the concept layout s based on discussions
a n d  pre l imina ry  implem en t a t ion
s t rat egies.  Costs by P lanning Act ivity
Level (PAL) will a lso be ident ified pr ior
to fur ther  eva lua t ion  to determine the
prefer red concept .

The following iden t ifies issu es, in
addit ion  to the eva lua t ion  cr iter ia , t ha t
guided discussion  and determina t ion  of
recommended a lter na t ives for  fur ther
considera t ion .  The issues a re included
in  the assessm ent  a s t hey a re rela ted to
the eva lua t ion  cr iter ia .

TERMINAL AREA
ALTERNATIVES ISSUES

•  Airfield - The recommendat ion , for
both  a irport  sa fety and capa city
rea sons, is tha t  Runway 17-35 be
closed.  Th is will a llow for  the
pr ovision of a  dual taxiway/taxi-
lane layou t  of the a ir field east  of
the termina l a rea .  This la yout  is
necessary to avoid sign ifica nt
congest ion  and delay for  the
n u m ber  of pot en t ia l a ir cr a ft
parking posit ions; dua l ta xiwa y/
t a x i l a n e  c a p a b i l i t y  i s  a
requ irement .

•  Air cra ft  Apr on  – Air cr a ft  ap ron
depth  must  consider  the pr ovision
of a  dedica ted in ner /or  ou ter  veh icle
ser vice road with  the appropr ia te
clear an ces, both  hor izonta l and
ver t ica l.  Separa t ion  between piers
sh ould be such  tha t  des ign  a ircraft
can  ea sily m aneuver .  La rge
a ir cra ft    can    pa rk   a t   th e  ends  of
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piers  wh ere t he geomet ry of the
radia l layou t  rea dily accommoda tes
them.

•  Regiona l Access – Any a lt erna t ive
for  the a irport  access road system
sh ould consider  improving the
connect ion  to the regiona l fr eeway
system.  This connect ion  should be
as direct  a s possible.

•  Lan dside Circula t ion  – Each  of the
a l t e r n a t i v e  t e r m i n a l  a r e a
configura t ions requ ires ext en sive
r oa d w a y  r e a l i g n m e n t s  a n d
expa nsion.  Access and egress from
eith er  a  single combined or dua l
termina ls, recircu lat ion  between
termina l cu rbs, and to and from
pa rking, dir ect a ccess and egress
and revenue cont rol for  shor t  a nd
long-term pa rking, and service
veh icle circula t ion  a ll requ ire
cla r it y and simplicity.  Ther e
sh ould be a  min imum of decis ion
poin ts, wea ves a nd cha nges in
eleva t ion , a nd as direct  a  rou te to
the desired funct ion  as possible.

•  Ter m in a l Con cep t  – Th e t wo
selected a lterna t ives a nd t heir
var ia t ions offer  th ree termina l
concepts: un it  t ermina ls; a  cen t r a l
t ermina l, and  unit  t ermina ls  that
gr ow in to a  cen t ra l t ermina l over
t ime.  Each  must  be considered
both  as t o its  lan dside and a irside
accessibility, the level of ser vice it
offers the public, t enan t s and st a ff
through each  PAL, an d over it s fu ll
life.  In  addit ion , cost  a t  each  phase,
c o n s t r u c t a b i l i t y ,  a n d  t h e
oppor tun ity each offers to ma in ta in
and enhance the r egiona l character
of th e existing term ina ls must  be
considered.

•  Reuse – Ca re must  be t a ken  to
esta blish new u ses  for  exist ing
facilit ies tha t  a re  vaca ted  by the
respect ive a lter na t ives to ma in ta in
revenue gen era t ion or  min imize
duplicat ion of fun ctions.

•  Level of Service (LOS) – LOS is a
cr it ica l mea su re in  judging the
acceptability of each  a lt erna t ive.
S u ch  fa ct ors  a s  p a ss en ge r
experien ce, wa lk in g dist a nces,
services offered to pa ssen gers by
va r ious tr avel sectors (business,
leisur e, concessions , a r t  work) ease
of way-finding, a ssistance provided
to ease long wa lking d istances to/or
changes of level, and proximity of
relat ed funct ions  a re a ll a re factors
to be considered in t he development
of each  a lt erna t ive and used to
compare their a cceptability one to
another .

•  I m plem en t a t ion  – As  growth
seldom comes in h uge increa ses, the
phasing of improvemen t s is an
impor tan t  factor .  Incremen ta l
growth  tha t  r esponds to an t icipa ted
dema nd, con s t r u ct a bilit y t h a t
min imizes impacts  on  cont inuing
a irpor t  opera t ions , and  cont rol of
the level of investment  to ba lance
with  return  and financia l capability
of the a irport  over t ime a re a ll key
considera tions.  Each  of th ese needs
to be a na lyzed to assure the
viability of the a lter na t ive.

•  Cost  – Cost  is  a  k ey fa ct or  in
judgin g the acceptability of each
a lter na t ive.  From the outset , the
program, schedu le an d budget m ust
be developed together .  The in it ia l
invest ment ,   cost    by   pha se,  long-
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t e r m  cos t ,  op er a t in g a n d
main tena nce cost s, ba lance of
revenue and  non-revenue facilit ies
cost s a ll need t o be assessed.

ALTERNATIVE 1

Genera l – Th is a lterna t ive will be
refined for  fur ther  cons idera t ion  and
will have two options.  The alt ernat ives,
1A and 1B, differ  in t he loca t ion  of the
t ermina l bu ildin g.  Alter na t ive 1A
loca tes the t ermina l as  depicted  on  the
sit e of the exist ing pa rking st ructure.
Alterna t ive 1B loca tes the t ermina l a s
depicted in  Alt erna t ive 3 on  the sit e of
the exist ing long-t erm parking lot .  The
assessmen t  of Altern at ive 1 is as
follows:

Alterna t ive 1 pr ovides close proximity
between the exis t ing and new t ermina ls
a llowing the new a ircra ft  gat es t o be
added, on a n a s-needed basis.  As access
to th e new nort h/sout h concour se would
be asymmet r ical, t here would be a
shor ter  connect ion  to init ial n ew gat es
but  a  longer  connect ion  in  the fu ture.  If
and when  a  decision  is made to
cen t r a lize a ll processing fun ctions for
passengers (t icket ing and bag cla im) in
the new termina l, tr avel dista nces to
exist ing gat es would be sh or ter  than  in
Alter na t ive 3.

Alt erna t ive 1 r equ ires t he r emoval of
the exis t ing parking s t ructure and  the
development  of a  new parking s t ructure
capa ble of ser ving both  the exist ing and
new term ina ls, a t  a  considerable
d is tance from the existing term inal.  If
ba ggage cla im and  t icket ing a re
cent ra lized in  the new termina l, th is
disadva nta ge is m inimized.  Ava ilable
curb frontage is improved considerably
with  the du a l fr on t age of the new

termin a l, bu t  may be st ra ined if
processing funct ions for  passengers a re
cent ra lized.

In  Alterna t ive 1, a ddit iona l fronta l
ga tes could be developed a long a n ew
connect ion  from the eas t  end  of the
exist ing t ermina l to the south  end  of the
new nor th /south  concourse.  Du a l taxi-
lane capa bility sh ould be main ta ined
which  will limit  the size of a ircra ft  in
th is a rea .  This  a lterna t ive a lso offers
the oppor tunity for  a  cent ra l ba ggage
make-up a rea , directly a ccess ible to the
apron  for  baggage car t  t ra ffic and
con ve yor  (or  b a gg a ge  ca r t  i f
advant ageous) connect ion  between t he
termina l and a ircra ft .

Assessm ent  – 

•  Facilit ies Progra m
Level of S ervice – Shor t  walk ing
d i s t a n ces  b e t w e e n  t e r m in a l
buildings, very long dista nces
between new s t ructured  park ing
and the exist ing termina l.  In it ia lly,
a s two termin a ls, th ere will be a
du plicat ion  of passenger  services
an d concessions.

•  Efficiency
Term inal Concept – Un it ter mina ls,
in it ia lly, tha t  can  grow in to a
cen t r a l t ermina l over t ime t ha t  will
increa se overa ll t ermina l a rea
funct iona l efficien cy.
Reuse – Close pr oximity of exist ing
and new termina ls  a llows  for  the
most  likely con t inued use of the
exist ing termina l and  consequent
dela y in  cen t r a lizing t ermina l
fun ctions.  The rep lacement  of the
exist ing st ructu red park ing a t  a
fur ther  dist ance from the exist ing
termina l is problem at ic to users of
tha t  t ermina l.
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•  F inancia l
Costs – In it ia l cost s a re increa sed
due to the need  to rep lace the
capacity of the exist ing st ructured
pa rking.  As with  a ll a lt erna t ives,
ga tes can  be added incremen ta lly
and accessed from the exist ing
termina l.  The need  for  addit iona l
t e r m in a l ca p a ci t y, h ow ever ,
requires  the implementa t ion  of the
ent ire t ermina l ar ea  dr ives syst em
as pa r t  of t he in it ia l new t ermina l
pha se.  Su bsequen t  expa nsion of
the new t ermina l and n ew parking
s t ructure can  be implem en ted with
m in im a l im pa ct  on  exist in g
opera tions.
Landside Circulation  – Exten sive
and complex turn ing rad ii and
weaves to change lanes a ll occur
a n d  a r e  r equ ir ed wit h in  a
const r a ined a rea .

•  Development  Alter na t ives
Im plem entat ion  – P hasin g of
improvement s, incrementa l growth ,
and const ructability a ll will be
difficu lt.  See “Costs” above.

•  Ar ch it ect u r a l Oppor t u n i t ies  –
Oppor tun ities to main ta in  and
enhance the unique cha racter  of the
a irpor t  a r e ava ilable with  th is
concept .

•  Air field Impacts
Airfield  – Ru nwa y 17-35 closu re is
requisite, dua l ta xiway/taxilanes
can be provided.
Aircraft Apron  - Apron  depth  is
adequa te to provide for  a ir cra ft
parking and for  dedica ted vehicle
service roads.

• Community Impact s
R egional Access  – Th is a lt erna t ive
ut ilizes existing regiona l access to

the termina l ar ea .  There ma y be
advantages to providing addit iona l
access via  Gira rd to the nor th  a s a
reliever ent ra nce and exit  for  the
a irpor t .  This would ha ve t r a ffic
impact s on  the community tha t
would requ ire assessment , t hough
access to the a irport  curren t ly exists
using th is rout e.

ALTERNATIVE 2

Genera l – Th is a lt erna t ive will be
refined for  fur ther  cons idera t ion  and
will have t wo opt ions.  The alt ernat ives,
2A and 2B, differ  in  the loca t ion  of the
ent rance roadway for  the new t ermina l.
Alterna t ive 2A loca tes the roadway
pa ss ing through the south  ha lf of the
exist ing pa rking st ructure.  Alterna t ive
2B reloca tes  the roadway nor th  of the
exist ing pa rking st ructure and will be
developed and a ssessed as  par t  of the
next  phase of a lt erna t ives  study.  The
assessment  of Alter na t ive 2 is as
follows:

Alterna t ive 2 removes  ha lf of the
parking st ru ctur e to provide spa ce for
the by-pa ss lanes, on  two levels, to the
new termina l cur b.  Likewise, by-pass
lanes would be requ ired a t  the new
termina l for  exit ing t ra ffic fr om the
exist ing ter mina l.  Weave dista nces for
t r a ffic to cha nge lanes ar e limited.
Ample curb frontage would  be provided
a t  the n ew t ermina l.  Th is a lt erna t ive
offers the simplest r oadway alignm ent
of t he four  a ltern a t ives: a  single, dua l
level loop dr ive.  With  t he r emoval of
ha lf of t he exist ing pa rking st ructure,
t here would be t he opport unity t o
impr ove curb frontage a t  the existing
termina l by t he use of islan d cur bs.
Th is a lter na t ive develops t he new
termina l as  a  second unit  t ermina l with
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limit ed oppor t u n it y t o cen t r a lize
funct ions  in  the fu ture.

Par t  of the new parking st ructure would
be requ ired immedia tely to repla ce
pa rking lost  in t he exist ing st ructure.

A secure connect ion  between the
exist in g t er m in a l a n d  t h e n ew
concourse, with  poten t ia l sma ll a ir cra ft
fron ta l ga tes  and dua l ta xiway between
th ese and t he exist ing Concourse A,
could be provided.  An addit iona l
secur it y checkpoint  would be requir ed.
Access to the exist ing t ermina l from the
poten t ia l Light  Rail Sta t ion  would be
difficu lt .

Assessm ent  – 

•  Facilit ies Progra m
Level of S ervice – Two separa te
termina ls, each  with  its  own
pa rking, curb frontage, and  a ircra ft
gates, provide clear  destina tions,
shor ter  wa lking distances for  or igin
and dest ina t ion  passengers.  The
connect ion  from the pot en t ia l Light
Ra il S ta t ion  to the exist ing termina l
would be more difficu lt  and wa lking
dis tances for pa ssengers between the
two term ina ls would be long for
fligh t  conn ections or  other  business.

•  Efficiency
Term inal Concept – Sepa ra ted u nit
termina ls, a  complete duplica t ion  of
pa ssen ger services an d concessions,
a irpor t  opera t ions and maint enance,
and other  bu ilding services would be
necessa ry.
Reuse – As a ll exist ing fu nct ions
cont inue in  use, there is efficiency of
space u t ilizat ion  over  t ime for  a ll
except  spa ce vacat ed by t enan t s
moving to the new un it  termina l.
New tenan t s would need to be

ident ified for  t h is space tha t  may
change use.  Also, a ll const ra in t s of
the exist ing termina l would remain
in to the fu ture.  The most  sign ificant
issue will be th e locat ion a nd a ccess
of the rep lacement  parking for  the
exist ing term ina l.  If loca ted in  the
new pa rking st ructure, wa lking
distances to the exist ing t ermina l
would be extensive.

•  F inancia l
Costs – As with  Alter na t ive 1, ga tes
can  be a dded increm en ta lly and
accessed from the exist ing t ermina l.
The need for  addit iona l termina l
capacity, however , requ ires  the
imp lemen t a t ion  of t h e en t ir e
t ermina l a rea  dr ives system as  par t
of the in it ia l new termin a l phase.
Subsequent  expansion  of the new
termina l and  new parking s t ructure
can  be im plem en ted with  minimal
impa ct  on existing operat ions.  In
addit ion , th is a lter na t ive wou ld bea r
the added in it ia l cost s a ssocia ted
with  the replacement  and then
dem olit ion  of ha lf the exis t ing
st ructured pa rking.  The new
t er m in a l a r ea  d r ives  in  t h is
a lt erna t ive would be the least
expensive, an d ha ve th e fewest
bridges an d elevat ed roadwa ys.

•  L a n d sid e Circu lation  – St r a igh t
forwa rd dr ives syst em with  a  sin gle
loop roadwa y, two levels a t  the two
termina ls.  However, ther e is a
difficu lt  weave to change lanes
required bet ween the exis t ing and
new termina ls for  the by-pass  and
cur b access lan es.

•  Development  Alter na t ives
Im plem entat ion  – P hasin g of
improvemen ts, incremen ta l growth ,
and const ructability of th is
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a lter na t ive a re st ra igh t forward with
min ima l complicat ion.  Relief to the
exist ing t ermina l curb congest ion
wou ld  be a va ila ble in  t h is
a lter na t ive.  Also, see “Costs” above.

•  Ar ch it ect u r a l Op p or t u n i t ies  –
Oppor tunities to main ta in  and
enhance the unique character  of the
a irpor t  a r e ava ilable with  th is
concept .  Care must  be exercised  in
developing the new termina l and
associa ted park ing st ructu res to
ma in ta in  views to the mounta ins
from the exist ing t ermina l (tha t  was
a  goa l of the development  of the
exist ing t ermina l).

•  Air field Impacts
Airfield – Ru nwa y 17-35 closu re is
requisite; dua l taxiway/taxilanes can
be provided.
Aircraft Apron  - Apron depth  is
adequa te to provide for  a ircraft
parking and for  dedica ted vehicle
service roads.

•  Community Impact s
R egional Access  – Th is a lt erna t ive
ut ilizes existing regiona l access to
the t ermina l a r ea .  There may be
advan tages to provid ing addit iona l
access via  Gira rd to the nor th  a s a
reliever  en t rance and  exit  for  the
a irpor t .  This would h ave t ra ffic
impact s on  the community tha t
would require a ssessm en t , though
access to the a irport  curren t ly exists
using th is rout e.

ALTERNATIVE 3

Genera l – This a lter na t ive will be
refined   for    fu r ther    considera t ion    a s

Alterna t ive 2B.  The assessment  of
Alter na t ive 3 is as follows:

Alt erna tive 3 r et a ins t he exist ing
termina l and  park ing s t ructure in it ia lly
and adds  a  new termina l and pa rk ing
s t ructure to the nor th .  Available curb
fron tage is impr oved considerably wit h
the du a l frontage of the new t ermina l,
bu t  they may become s t ra ined  in  the
fu ture if processing fu nct ions for
passengers a re cent ra lized.  Ava ilable
curb front age is sim ila r  to Alterna t ive
1.  Access to th e nort h/sout h concour se
is cen t ra lized, wh ich  is in  ba lance a t  fu ll
bu ild ou t , bu t  a  lengthy connection
would be required in it ia lly t o the south
ga tes of the concourse.  I f and when the
processing funct ions a re cent ra lized in
the new termina l, either  dua l moving
wa lkwa ys or  au tomated peoplemovers
would be required to access the exis t ing
termina l and ga tes  (under , th rough , or
over the exist ing pa rking s t ructure), the
new concour se, and t he poten t ia l Ligh t
Ra il Sta t ion (th rough t he n ew parking
s t ructu re).  There would be a  poten t ia l
cen t r a lized secur ity loca t ion  under  th is
opt ion .

In  Alt erna t ive 3, a ddit iona l fron ta l
ga tes could be developed a long a n ew
connection from the eas t  end  of the
exist ing term ina l to the sout h en d of the
new nor th /sou th  concourse.  Dua l t axi-
lane capa bility should be m aint a ined
which  will limit  the size of a ircra ft  in
th is a rea .  This a lter na t ive a lso offers
the oppor tun ity for  a  cen t r a l baggage
make-up a rea , direct ly a ccessible to the
apron  for  baggage ca r t  t ra ffic and
con ve yor  (or  b a gga ge  ca r t  i f
advant ageous) connect ion  between  the
termina l and a ircra ft .
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Assessm ent  – 

•  Facilit ies Progra m
Level of S ervice – Th is a lt erna t ive
gives the cleares t  fu ture poten t ia l
for  a  cen t r a lized termina l.  It a lso
a llows the new termina l an d new
concour se to be built with  less
impa ct  on cont inuing opera tions of
the exist ing t er mina l, curbs , and
parking st ructure.  There will be a
du plicat ion  of passenger  services
and concessions in  the in it ia l phase
un t il a ll processing opera t ions  a re
consolidat ed in to the new t ermina l
facilities.  Walking d is tances  from
parking to the exist ing or  new
termina ls a re the same as presen t .
The crea t ion  of a  peoplemover
syst em  (m oving wa lkways or
a u t om a ted veh icle), fr om  t he
poten t ia l Ligh t  Ra il Sta t ion  to
exist ing termina l, and from new
termina l to new concourse, offers the
oppor tun ity for  cen t ra lized secur ity
a t  the crossings of t hese syst ems a t
the new t ermina l.  This would h elp
reduce wa lking dis t a n ces a nd
improve levels of service.

•  Efficiency
T er m i n a l  C on cep t  –  T h i s
development  approach  could begin
as a  un it  t ermina l growing in to a
cent ra lized t ermina l over t ime.
Reuse – Ut ilizat ion of existing
parking to serve th e new or  exist ing
termina ls is efficien t .  Reuse of
exist ing t icket ing and ba ggage cla im
ar eas, if t h ese fu n ct ion s a re
cen t r a lized in  the new t ermina l
facilities, is yet t o be determ ined.

•  F inancia l
Costs –  As wit h  pr eviou s
alt ernat ives, ga tes  can  be added
incremen ta lly and accessed  from the

exist ing termina l.  The need for
a dd it ion a l t er m in a l ca pa cit y,
however , requires  the implement -
a t ion  of the ent ire t ermina l ar ea
dr ives system as pa r t  of the in it ia l
new termina l phase.  Subsequent
expa nsion of the new termin a l and
new parking s t ructure can  be
implemen ted with  min ima l impact
on existing opera tions.
Landside Circulation  – The t ermina l
a rea  roadways are exten sive and
com plex, bu t  wit h  a dequ a t e
distances to make decis ions for  lane
change weaving a nd for  tu rn ing
ra dii.

•  Development  Alter na t ives
Im plem entat ion  – P hasin g of
improvemen ts, incremen ta l growth ,
and const ructability will be complex
but  can be a chieved while keeping
the t ermina l a rea  oper a t iona l.

•  Ar ch it ect u r a l Op p or t u n i t ies  –
Oppor tunities to main ta in  and
enhance the unique character  of the
a irpor t  a re ava ilable wit h  th is
concept .

•  Air field Impacts
Airfield – Runway 17-35 closu re is
requisite; dua l taxiway/taxilanes can
be provided.
Aircraft Apron  - Apron  depth  is
adequa te to provide for  a ir cra ft
parking and for  dedica ted vehicle
service roads.

•  Community Impact s
R egional Access  – Th is a lt erna t ive
ut ilizes existing regiona l access to
the t ermina l a r ea .  There may be
advantages t o providing a ddit iona l
access via  Gira rd to the nor th  a s a
reliever  en t rance and  exit  for  the
a irport .  This would h ave t ra ffic
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impact s on  the community tha t
would require a ssessm en t , though
access to the a irport  curren t ly exists
using th is rout e.

ALTERNATIVE 4

Genera l – Th is a lterna t ive will not  be
ca r r i e d  fo r w a r d  fo r  fu r t h e r
cons idera t ion .  As previously noted,
p r o p os a l s  r e l a t e d  t o a i r f i e l d
development  tha t  recommend closu re of
Runwa y 17-35 t o increa se overa ll
a ir field capa city and sa fety would
render  the less efficient  linea r  single-
sided fronta l ga te a irside concourse
configura t ion  unnecessary.  Alter -
na t ives tha t include pier concour se
configura t ions (double-sided a ircra ft
gates) a re more efficien t  and t hus will
be ca r r ied forward in  lieu  of th is
a lter na t ive.

ALTERNATIVE 5

Genera l – Th is a lt erna tive will not be
c a r r i e d  fo r w a r d  fo r  fu r t h e r
cons idera t ion .  As previously noted,
recommendat ions r ela t ed to a ir field
development  tha t  t he genera l avia t ion
(GA) a ct ivity a t  the a irport  would
rema in  a t  the current  site elimina ted
th is Alt erna t ive.  Th is a lt erna t ive
would a lso require new regiona l access
to the a irpor t  and  an  en t irely new
termina l ar ea r oad system.  As a
replacement  termina l a rea  for  the
existing, it  would a lso resu lt  in  the
vaca t ion  of exten sive resour ces that
have cur ren t  h igh  valu e, and  would  not
lend itself to incrementa l development
to achieve necessary growth .



Chapter Eight

Passenger Terminal Facilities

Section Five
ALTERNATIVES REFINEMENT



Chapter Eight
Passenger Terminal

Facilities
Section Five

ALTERNATIVES REFINEMENT

VIII-5-1

Following the review of the terminal
facility alternatives presented in
Section Four, the number of
potential terminal development
alternatives were reduced from
seven to four.  This section describes
the refined terminal alternatives.
The analysis provided in this section
provides the underlying rationale
for the recommended terminal area
program presented later in Section
Six.

The refined terminal area
alternatives focus on maintaining all
commercial airline functions in the
northwest quadrant where the
current terminal building, departure
concourse, and support facilities are
located.  Following the airfield
recommendations presented in
Chapter Five, the refined terminal
area alternatives assume Runway
17-35 will be closed when major
pavement rehabilitation is required.
The north area of Runway 17-35 will
then be available to convert to
terminal uses.

The refined alternatives consider
two separate development options 
for expanded terminal needs. 

Alternatives 1A and 1B consider a
centralized terminal concept.  A
centralized terminal is characterized
by a single building accommodating
passenger check-in and baggage
handling which serves multiple
departure concourses.  Alternatives
2A and 2B consider a second unit
terminal.  A second unit terminal
would operate similar to the
existing terminal building,
providing its own ticketing,
baggage claim, departure
concourse, and support facilities.

Short term terminal area
development and development
costs are the same for each
alternative and have not been
included in the following analyses.
Short term improvements 
include capacity enhancements to
the existing terminal for passenger
processing, terminal  curbs, 
and security checkpoint
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p r o ce s s i n g .   O t h e r  ca p a ci t y
enhancements to the exis t ing concourse
include additiona l passenger  holdroom
space to accommodate the sligh t ly
lar ger a ircra ft  an t icipa ted in t he fu ture.
Addit iona lly, the concourse is exten ded
to the wes t  in  order  to accommodate the
sligh t ly longer  wingspans of an t icipa ted
a ir cra ft  and maint a in t he tota l nu mber
of ga tes cu r ren t ly ava ilable.  Shor t  t erm
improvemen ts ar e estima ted t o cost
$47,430,000 in 2002 dollar s.

ALT ER N ATIVE 1A
CEN TR AL TER MIN AL

Alterna t ive 1A is  a  refin ement  of Sit e
E1, Alt erna t ive 1 presented in  Sect ion
Four  and  is  shown on  Exh  ibit  VIII-5-
A.  Impr  ovem  en  t  s in  clud  e a  n  ew
termina l loca ted on  the sit e of the
exist ing parking s t ructure.  Addit iona l
new facilities include new a ircra ft  gat es
tha t a re linked to the exis t ing t ermina l
a s well as new termina l drives  and
roadways, and park ing. This  a lternat ive
could grow in to a  cen t ra lized t ermina l
for  the a irpor t  in  the fu ture.

Long range development  includes
expa nsion of the termina l, addit ion  of
a n ot h er  p a r kin g s t r u ct u r e, a n d
expa nsion of a ir cr a ft  ga t es a nd
concourse facilit ies.  This a lter na t ive
ca n  provide capa city beyond the pla n
act ivity level.

The a lter na t ive incorpora tes a  revised
two-sided multi-level ter mina l facility.
The a ir side remains a  multi-pier
concourse configura t ion lin ked by a
pedest r ian  connector  to the t ermin a l.
In bound baggage handling is proposed

with in  the termina l with  outbound
facilit ies proposed a t  the concourse.

In  the fu ture, if the need a r ises , an
in tern a t iona l a r r iva ls facility could be
const ructed a t  the west  end of the
exist ing termina l or  a t  the nor th  end of
the new concourse.  The eas t  end of the
exist ing t ermina l could be convert ed to
a  r egiona l t ermina l if t he new t ermina l
becomes a  cen t ra lized t ermina l.

Regiona l access is from exist ing Sunpor t
Boulevard, an d could also be provided
from Gibson  Boulevard.  The pla nned
regiona l t rans it  s ta t ion  for  the a irpor t
could be in tegra ted  in to the north en d of
the fu tu re pa rk ing facility.  Th is
a lt erna t ive requires t he closu re of
Runway 17-35.

ALT ER N ATIVE 1B
CEN TR AL TER MIN AL

Alterna t ive 1B is a  refin ement  of Sit e
E1, Alt erna t ive 3 presented in  Sect ion
Four  a  nd is  shown on  Ex  h  ib  it  VIII-5-
A.  Im  pr  ovemen  t  s in  clud  e a  new
termina l loca ted on  the sit e of the
exist in g long-t e rm  pa r k in g lot .
Addit iona l facilit ies inclu de a ircra ft
ga tes tha t  a re  linked  to the exis t ing
termina l as  well as  the new t ermina l
dr ives and roadwa ys, an d parking.  Like
Alterna t ive 1A, th is a lterna t ive could
gr ow in to a  cent ra lized termina l for  the
a irport  in t he fu ture.

Long range development  includes
expa nsion of th e terminal, parking
st ructure, and  expansion  of a ircraft
ga tes and concourse facilit ies.  Th is
a lt erna t ive can  provide capacit y beyon d
the pla n  act ivity level.
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The t ermina l a r ea  facilit ies a r e a s
descr ibed for Alterna t ive 1A.  The
differences occur  a t  the concourse where
the linkage between  the new concour se
and exist ing t ermin a l is a  grea ter
distance, and  in  t he roadway system
where there is considerably m ore site
area  to accomplish t ermina l ar ea
circu la t ion .  Also, an  au tomated
p e op l e m o v er  s y s t e m  cou ld  b e
implemen ted in  the fu ture to connect
the cen t ra lized t ermin a l to remote
a irside a reas a nd the consolidat ed
ren ta l ca r  facility.

ALT ER N ATIVE 2A
S ECON D U N IT TER MIN AL

This altern at ive is a  r efinement  of S it e
E1, Altern at ive 2 presen t ed in  Sect ion
Four  and  is  shown on  Exh  ib  it  VIII-5-
B  .  Improvemen t s in  clud  e a  n  ew
termina l loca ted nor theast  of t he
exist ing parking s t ructu re.  The sou th
ha lf of the exis t ing parking st ructure
would be dem olish ed a nd r e-built  to
im plemen t  t h e r oa dwa y syst em .
Addit iona l facilit ies inclu de a ircra ft
ga tes tha t  a re  a t tached  to the second
termina l and lin ked t o the exist ing
t e r m in a l,  t e r m i n a l  d r i ve s  a n d
roadwa ys, and a  new pa rking st ructure.

Long range development  includes
expa nsion of the termina l, parking
st ructure, and  expansion  of a ircraft
ga tes and  concourse facilities.  Th is
a lt erna t ive can  provide capacit y beyon d
the pla n  act ivity level.

The termina l is a  sin gle-sided m ult i-
level t ermina l facility with  associa ted
curbs and roads a nd a  multi-pier
concourse.  Consolidat ed inbound a nd

outbound ba gga ge ha ndling facilit ies
would be loca ted in t he termina l and
concourse.  If the n eed a r ises , an
in terna t iona l a r r iva ls facility could be
const ructed bet ween  termina ls wit h
“swin g mode” a ir cra ft ga tes .  Mult i-level
parking st ructures a re loca ted nor th
and west  of the termina ls.  Regiona l
access would be provided from exist ing
Sunpor t  Boulevard, and could a lso be
provided from Gibson  Bouleva rd.  Th is
a lt erna t ive requires t he closu re of
Runway 17-35.  The planned regiona l
tr an sit s ta t ion  for  the a irport  could be
loca ted adjacen t  to the nor th  pa rking
st ructure.

ALT ER N ATIVE 2B
S ECON D U N IT TER MIN AL

This a lterna t ive is  a  var ia t ion  of
Alterna t ive 2A described previously a nd
is shown on  Ex  h  ib  it  VIII-5-B  .  Th  is
a lt erna t ive is essent ially the sa me as
Alterna t ive 2A, except t ha t  it  does  not
require the removal of the south  ha lf of
the exist ing pa rk ing st ructu re to
implemen t  the roadway sys tem.  Long
range development  is the same as for
Alterna t ive 2A, and th is a lt erna t ive can
also provide capacity beyond the plan
act ivity level.  The termina l a rea
fa cilit i es  a r e  a s  descr ibed  for
Alterna t ive 2A; differences a re limited
to th e roadwa y syst em where t here is
more sit e a rea  to accomplish  necessary
cir cula t ion .

P R ELIMIN AR Y  COSTS

The project  cost s for  the a lter na t ives
are developed at  a  planning level order
of magn itude based on  quant ity of
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improvemen ts and their a n t icipa ted
unit  va lues.  Where noted, cost
a llowances a re included for  systems
based on  quant ity a lloca t ion  and  unit
va lu e a s iden t ified by indust r y
providers.  P lanning and design
cont ingencies, a s well a s const ruct ion
cont ingencies, have been  added to
ar r ive a t  a  t ota l cost .  Adm inist ra t ive
and other  “soft  costs” necessa ry for
implemen t ing improvements  a re not
included in  the tot a ls.  The costs a re
p h a sed  a n d  im pr ovem en t s  a r e
ca tegor ized a s noted below.

T a  b l e  V I I I - 5 - A  s u m m a r i z e s
i n t e r m ed ia t e  a n d  lon g  r a n g e
development  cost s for  Alt erna t ive 1A.
T a b  l e  V I  I  I  - 5  - B  s u m m a r i z e s
in t e r m e d i a t e  a n d  lon g  r a n ge
development  cost s for  Alterna t ive 1B.
I n t e r m e d i a t e  a n d  lon g  r a n ge
development  costs for Altern at ives 2A
and 2B a  r  e su  m  m  a  r  ized in Table  VIII-
5-C a  nd Tab  le  VIII-5-D  , r  es  pe  ct  ively.

EVAL U AT IO N  O F

ALT ER N ATIVES

As has been  noted ea r lier , t h ree issues
ar e comm on t o all altern at ives:

•  Th e Ma st er  P la n  r ecom m en ds
closure of Runway 17-35 in  the
fu ture.  While a ll four  a lter na t ives
can  be developed wit h  varying
degrees of efficiency providing init ia l
fron ta l gat es only, the full airside
capability incorpora t ing double-
sided p iers cannot  occur  unt il the
ru nwa y is closed.

•  All a l t e rn a t ives  m ust  pr ovide
improved regiona l road a ccess to the
t ermina l a rea .  All four  a lter na t ives
offer  th is improvement .  However , it
is ach ieved with  varying degrees of
difficu lty in  t erms  of layou t ,
simplicity, an d cost.

•  All a lter n a t ives m u st  offer  t h e
oppor tun ity for  incrementa l growth ,
ph asin g, and re-use of t ermina l
facilit ies wh ose exist ing funct ion  has
been  reloca t ed.  Aga in, each
a lt erna t ive meets t h is requ irem ent
to differing degrees.

Eva lua t ion  cr iter ia  are described ear lier
in  th is  sect ion .  Their  applica t ion  to the
in it ia l five altern at ives was also
descr ibed ea r lier  in  th is  sect ion .  S ince
Alter na t ives 1A and 1B were developed
from the origin a l Sit e E1 – Alterna t ive
1 and Sit e E1 – Alter na t ive 3,
respect ively, and  Alterna t ives  2A and
2B were developed from the or igina l
Sit e E1 – Alterna t ive 2, th e assessm ent
of t hose or igina l a lter na t ives a pplies to
the fina l a lterna t ives a s well.  The
assessments th at  follow add t o th ese
ea r lier  a ssessments  and lead  to the
select ion  of a  preferred a lter na t ive.

ALTERN ATIVE 1A

• Facil i ty P r og ra m :  Alterna t ive 1A
m e e t s  p r o j e c t e d  p r o g r a m
requirem ent s, lan dside and a irside.
The cen t r a l t ermina l development
opt imizes response to the program.
R oa d  a c ce s s  i s  s om e w h a t
cons t ra ined , t hus  less op t imal than
Alterna t ive 1B.
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T AB L E  VIII-5 -A

D e v e l o p m e n t  C o s t s

P a s s e n g e r  T e r m i n a l  A l t e r n a t i v e  1 A

D e s c r ip t io n T o t a l  C o s t

IN T E R ME D IA T E  T E R M  P L A N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $17 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 7 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$157 ,521 ,000

31 ,250 ,000

12 ,040 ,000

4 ,550 ,000

1 ,000 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 2 0 6 ,3 6 1 ,0 0 0

P a r k i n g  a n d  A c c e s s

Ter m ina l  Dr ives/Road wa ys

S tr u ct u r ed  & O n -G r ad e P a r k in g

$23 ,924 ,500

64 ,200 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 8 8 ,1 2 4 ,5 0 0

S i t e /S u p p o r t

P r op er t y A cqu is it ion

F a cili t y D em olit ion

$20 ,000 ,000

14 ,462 ,500

S u b t o t a l  S i t e /S u p p o r t $ 3 4 ,4 6 2 ,5 0 0

T o ta l  In t e rm e d i a te  T e rm  P la n n i n g  H o r iz o n $ 3 4 5 ,9 4 8 ,0 0 0

L O N G  R A N G E  P LA N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $14 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 4 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$113 ,490 ,500

15 ,625 ,000

12 ,080 ,000

2 ,150 ,000

2 ,500 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 1 4 5 ,8 4 5 ,5 0 0

P a r k i n g  a n d  A c c e s s

S tr u ct u r ed  & O n -G r ad e P a r k in g $34 ,800 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 3 4 ,8 0 0 ,0 0 0

T o ta l  L o n g  R a n g e  P la n n i n g  H o r iz o n $ 1 9 4 ,6 4 5 ,5 0 0

T O T A L  D E V E L O P M E N T  C O S T  -  A L T E R N A T I V E  1 A $ 5 4 0 ,5 9 3 ,5 0 0
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T AB L E  VIII-5 -B

D e v e l o p m e n t  C o s t s

P a s s e n g e r  T e r m i n a l  A l t e r n a t i v e  1 B

D e s c r ip t io n T o t a l  C o s t

IN T E R ME D IA T E  T E R M  P L A N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $17 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 7 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$173 ,280 ,375

31 ,250 ,000

13 ,180 ,000

4 ,550 ,000

1 ,000 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 2 2 3 ,2 6 0 ,3 7 5

P a r k i n g  a n d  A c c e s s

Ter m ina l  Dr ives/Road wa ys

S tr u ct u r ed  & O n -G r ad e P a r k in g

$25 ,915 ,500

19 ,200 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 4 5 ,1 1 5 ,5 0 0

S i t e /S u p p o r t

P r op er t y A cqu is it ion

F a cili t y D em olit ion

$20 ,000 ,000

2 ,762 ,500

S u b t o t a l  S i t e /S u p p o r t $ 2 2 ,7 6 2 ,5 0 0

T o ta l  In t e rm e d i a te  T e rm  P la n n i n g  H o r iz o n $ 3 0 8 ,1 3 8 ,3 7 5

L O N G  R A N G E  P LA N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $14 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 4 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$97 ,731 ,125

15 ,625 ,000

12 ,840 ,000

2 ,150 ,000

2 ,500 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 1 3 0 ,8 4 6 ,1 2 5

P a r k i n g  a n d  A c c e s s

S tr u ct u r ed  & O n -G r ad e P a r k in g $34 ,800 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 3 4 ,8 0 0 ,0 0 0

T o ta l  L o n g  R a n g e  P la n n i n g  H o r iz o n $ 1 7 9 ,6 4 6 ,1 2 5

T O T A L  D E V E L O P M E N T  C O S T  -  A L T E R N A T I V E  1 B $ 4 8 7 ,7 8 4 ,5 0 0
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T AB L E  VIII-5 -C

D e v e l o p m e n t  C o s t s

P a s s e n g e r  T e r m i n a l  A l t e r n a t i v e  2 A

D e s c r ip t io n T o t a l  C o s t

IN T E R ME D IA T E  T E R M  P L A N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $17 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 7 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$141 ,913 ,250

36 ,250 ,000

8 ,590 ,000

5 ,600 ,000

1 ,000 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 1 9 3 ,3 5 3 ,2 5 0

P a r k i n g  a n d  A c c e s s

Ter m ina l  Dr ives/Road wa ys

S tr u ct u r ed  & O n -G r ad e P a r k in g

$24 ,929 ,300

41 ,400 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 6 6 ,3 2 9 ,3 0 0

S i t e /S u p p o r t

P r op er t y A cqu is it ion

F a cili t y D em olit ion

$20 ,000 ,000

14 ,462 ,500

S u b t o t a l  S i t e /S u p p o r t $ 3 4 ,4 6 2 ,5 0 0

T o ta l  In t e rm e d i a te  T e rm  P la n n i n g  H o r iz o n $ 3 1 1 ,1 4 5 ,0 5 0

L O N G  R A N G E  P LA N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $14 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 4 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$48 ,417 ,375

31 ,250 ,000

2 ,540 ,000

2 ,750 ,000

2 ,500 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 8 7 ,4 5 7 ,3 7 5

P a r k i n g  a n d  A c c e s s

S tr u ct u r ed  & O n -G r ad e P a r k in g $34 ,800 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 3 4 ,8 0 0 ,0 0 0

T o ta l  L o n g  R a n g e  P la n n i n g  H o r iz o n $ 1 3 6 ,2 5 7 ,3 7 5

T O T A L  D E V E L O P M E N T  C O S T  -  A L T E R N A T I V E  2 A $ 4 4 7 ,4 0 2 ,4 2 5
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T AB L E  VIII-5 -D

D e v e l o p m e n t  C o s t s

P a s s e n g e r  T e r m i n a l  A l t e r n a t i v e  2 B

D e s c r ip t io n T o t a l  C o s t

IN T E R ME D IA T E  T E R M  P L A N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $17 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 7 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$143 ,129 ,250

36 ,250 ,000

10 ,540 ,000

5 ,600 ,000

1 ,000 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 1 9 6 ,5 1 9 ,2 5 0

P a r k i n g  a n d  A c c e s s

Ter m ina l  Dr ives/Road wa ys

S tr u ct u r ed  & O n -G r ad e P a r k in g

$44 ,397 ,761

19 ,200 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 6 3 ,5 9 7 ,7 6 1

S i t e /S u p p o r t

P r op er t y A cqu is it ion

F a cili t y D em olit ion

$20 ,000 ,000

14 ,462 ,500

S u b t o t a l  S i t e /S u p p o r t $ 3 4 ,4 6 2 ,5 0 0

T o ta l  In t e rm e d i a te  T e rm  P la n n i n g  H o r iz o n $ 3 1 1 ,5 7 9 ,5 1 1

L O N G  R A N G E  P LA N N IN G  H O R IZ O N

Ai rs id e

Aircra ft  Apr on ,  Taxiwa ys ,  Taxi lan es $14 ,000 ,000

S u b t o ta l  Ai rs id e $ 1 4 ,0 0 0 ,0 0 0

T e r m i n a l a n d  Co n c o u r s e s

N ew Term ina l  &  Con cou rse

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

P eoplem over /Divis ion  14 Syst em s

In boun d B a ggage H a n dl ing  Sys tem s

Aircra ft  Loa din g Br idge  Sys t em s

$47 ,517 ,375

31 ,250 ,000

2 ,540 ,000

2 ,750 ,000

2 ,500 ,000

S u b to ta l T e r m i n a l a n d  Co n c o u r s e s $ 8 6 ,5 5 7 ,3 7 5

P a r k i n g  a n d  A c c e s s

S tr u ct u r ed  & O n -G r ad e P a r k in g $34 ,800 ,000

S u b t o t a l  P a r k i n g  a n d  A c c e s s $ 3 4 ,8 0 0 ,0 0 0

T o ta l  L o n g  R a n g e  P la n n i n g  H o r iz o n $ 1 3 5 ,3 5 7 ,3 7 5

T O T A L  D E V E L O P M E N T  C O S T  -  A L T E R N A T I V E  2 B $ 4 4 6 ,9 3 6 ,8 8 6
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• Le v e l o f S e rv ic e :  The rep lacement
and removal of the exis t ing parking
structure produces longer walks from
parking to existing gates, such  a s
long walks to nor thernmost  fu ture
gates.  The re-use of the exist ing
termina l could include m oder n i-
za t ion  and expansion of the wes t  end
for  in terna t iona l ar rivals, th e east
end for  regiona l ca r r ier  operat ions,
and/or  conversion a s an  a irside only
facility.

• Effic iency:  The close proximity of
the new cent ra l ter mina l is provided
to both  exist ing a nd new gat es by
redevelopment  and remova l of the
exist ing pa rking st ructure.  There is
cla r ity of cent ra l t ermina l funct ions
and efficient  use of the exist ing sit e.
The cen t ra l t ermina l would h ave
very good a da pt abilit y for  change.  A
funct iona l re-use of the exis t ing
t er m in a l wou ld  need  to be
determined.

• Fi n an ci al:  Alterna t ive 1A requires
the r emova l of the exist ing pa rking
s t ructure to p rovide the sit e for  the
new cen t r a l t ermina l, t hus  is  the
most  expensive, both  in it ia lly and a t
u lt imate build-out  (UBO).  Alter -
na t ives 1A an d 1B would also incur
cost s to improve an d modern ize the
exist ing t ermina l and concourses a s
an  a ir side facility.

• D e ve lo pm e n t Strategy:  It  would
be awkwa rd to develop a  new
parking st ructu re tha t will serve the
exist ing t ermina l if th ey a re
separ a ted from each  other  by the
const ruct ion  sit e of t he new cen t r a l
t ermina l.  Pa rk ing for  the u lt imate
build-out  of t he t ermina l a r ea  will be
remote from both  the exis t ing

termina l and the new cen t r a l
t ermina l - requir ing a  peoplemover
or  moving walkways to assist
pa ssenger  circu la t ion .

• Architectural Opportuni t ies :  All
a lter na t ives offer  the opportunity for
a rch it ectu ra l excellence, sense of
pla ce a nd expr ess ion  of t h e
un iquen ess of the a r ea .  The
or ient a t ion  a long the length  of the
t ermina l in  Alterna t ives 1A and 1B
is a  nor th  and  south  exposure, thus
a ffor d i n g  m or e  con t r o l  of
environmen ta l condit ions for  comfort
and energy efficien cy.

• Airfield  Impacts:  All alt erna t ives
an t icipa te the closu re of Runway 17-
35.  Each  a lt erna tive could be
developed wit h  only fron ta l ga tes
in it ia lly, if requ ired, but  would be
limited to Group II I a ircraft .  This
a lt erna t ive was a ssessed posit ively
in  pa r t  due to in it ia l phase proximity
between the new cen t ra l t ermina l
and the exist ing t ermina l an d new
gates.

• Comm un ity Impacts :  Roadway
development  can  main ta in  cur ren t
connect ions to the surrounding
community.  There may be a n eed to
acquire la nd d irect ly to the nor th  of
the exist ing a irport  pr oper ty for
u lt im a t e deve lopm en t  of t h e
t ermina l a r ea .

• Airlines : The proximity of t he
cen t r a l t ermina l to the exis t ing
termina l and new ga tes appears to
be super ior  to Alterna t ive 1B, but
less efficient  t han  unit  t ermina l
Alter na t ives 2A and 2B as viewed
fr om  a n  a i r l in e  oper a t ion a l
perspect ive.
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ALTERN ATIVE 1B

• Facil i ty P r og ra m :  Alter na t ive 1B
m e e t s  p r o j e c t e d  p r o g r a m
requirement s, lan dside and a irside.
The cent ra l t ermina l development
opt imizes response to progra m.

• Le v e l o f S e rv ic e :  Th is a lt erna t ive
required the longest wa lks bet ween
pa rking, cen t ra l t ermina l, and ga tes.
It  will require a  peoplemover  system
or  moving walks in  the long-term.
The t ermina l dr ive t ra ffic circula t ion
is complex.

• Effic iency:  The orga niza t iona l
efficiency of a  cent ra lized t ermina l is
tempered by long walking dista nces.
Termina l roadwa y circu la t ion  is
somewhat  complica ted .  The cent ra l
t ermina l would have very good
ada pt ability for  change.  The
funct iona l re-use of the exist ing
term ina l is st ill to be determ ined.

• F in a n cial:  Apron  development
cost s will be a pproximately the same
between Alter na t ives 1A and 1B
although roadway cost s will be
s u b s t a n t i a l l y  h i g h e r  t h a n
Alterna t ive 1A.  Alterna t ive 1B’s
in it ia l cost  was est ima ted as
somewha t  less tha n  Alter na t ive 2A.
Ult imate build-out  cost s, however ,
a r e  a ppr eciab ly  h igher  t h a n
Alt erna t ive 2A.

• D e ve lo pm e n t Strategy:  Im ple-
menta t ion  will h ave min ima l impa ct
on  cont inuing a irport  opera tions.
T h i s  a l t e r n a t i v e  h a s  goo d
incremen ta l expa nsion capa bility
a lthough walking dista nces will be
long from the fu ture parking
st ructure t o the exist ing termina l.

• Architectural Opportuni t ies :  All
a lter na t ives offer  the oppor tun ity for
a rch it ectu ra l excellence, sense of
pla ce, a n d  exp res sion  of t he
un iquen ess of the area.  Like
Alterna t ive 1A, t he exposure of the
len gth  of the termina l is  nor th  and
south , thus a ffordin g more cont rol of
environmen ta l condit ions for  comfort
and energy efficien cy.

• Airfield  Impacts:  All a lt erna t ives
an t icipa te the closu re of Runway 17-
35.  Each  could be developed with
only fronta l ga tes in it ia lly, if
requ ired, bu t  would be limited t o
Group I II  a ircra ft .

• Comm un ity Impacts:  Roadway
development  can  main ta in  cur ren t
connect ions to the surrounding
community.  There is a  need to
acquire land direct ly t o the nor th  of
the existing a irpor t  pr oper ty for
developm en t  of t h e t er m in a l,
par king, an d roadwa ys.

• Airlines :  Of the two cen t r a l
t e r m i n a l  a l t e r n a t i v e s ,  t h e
Alterna t ive 1B termina l is more
remote from the exis t ing ga tes  and,
t h e r e for e ,  op e r a t ion a l ly  l e s s
at tr active to th e airlines.

ALTERN ATIVE 2A

• Facil i ty P r og ra m :  Alter na t ive 2A
meets program requirements , bu t
the un it  t ermina l configura t ion
provides duplica t ion  of suppor t
facilit ies and concess ions.  Th is
a lt erna t ive r equ ir es pa r t ia l r emova l
and repla cemen t  of the exist ing
parking st ru ctur e in order  to meet
the number  of t ra ffic lan es requ ired.
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• Le v e l o f S e rv ic e :  Once passengers
are dir ect ed t o the pr oper  t ermina l,
the unit  t ermina l concept  can
simplify passenger  funct ions  and
wa yfindin g.  This  a lterna t ive ha s a
more complica ted road cir cula t ion
syst em  t h a n  Alter n a t ive 2B.
Replacemen t  and r emova l of ha lf the
exist ing pa rking st ructure will
r equire longer wa lks t o the new
parking and to the exist ing termina l
gates.

• Effic iency:  Unit  t erm ina ls tr ade
cla r ity of loca t ion  of a ir lines with
du plicat ion  of suppor t  funct ions.
Consequ en t ly, there is less efficient
sit e u t iliza t ion.  Unit  t ermina ls have
good ada ptability for  change, bu t  a re
also inheren t ly less flexible from an
a ir por t  op er a t ion s  s t a n dp oin t .
Growth of tenants  may be more
difficu lt  to stage depen din g on
magnitu de and t he a irpor t ’s ability
to move tenants  between termina l
buildings.

• Finan c ia l:  Apron  development
cost s will be a pproxima tely t he same
between Alterna t ives 2A and 2B,
a lthough roadway cost s will be lower
than Alterna t ive 2B.  Th e in it ia l
pha se cost  of Alterna t ive 2A is
somewha t  h igher  than  Alter na t ives
1B and 2B.  Ultima te build-out  costs,
however , a re subst an t ially lower
than Alterna t ive 1B, bu t  h igher  t han
Alterna t ive 2B.  Alt erna t ives 2A and
2B may incu r  h igher  cost s t han other
a lter na t ives for  the improvements
and modern iza t ion  of t he en t ire
exist ing t ermina l for  both  pa ssen ger
processing an d gates.

• D e ve lo pm e n t Strategy:  Im ple-
menta t ion  will be difficu lt .  Capa city

equa l to ha lf th e existing par king
s t ructure must  be provided  in  the
n ew pa r k in g s t r u ct u r e,  a n d
pa ssen ger access main ta ined  to the
exist ing t ermina l while ha lf the
exist in g p a r king  s t r u ct u r e is
removed to widen  the exis t ing
termina l dr ives.  Once th is st ep has
been accomplished, long ter m growth
and incrementa l expa nsion  can  be
ea sily accommodated .  Access from
the new parking s t ructure to the
exist ing termina l will cont inu e to be
a wkward, th us r educing some
opera t iona l flexibility.

• Architec tu ra l Opportuni ty:  All
a lter na t ives offer  the oppor tun ity for
a rch itectu ra l excellence, sense of
place, and  the uniqueness of the
a rea .  The or ien ta t ion  a long the
l en g t h  of t h e  t e r m in a l  i n
Alter na t ives 2A an d 2B is an  east
and west exposure, thus  a ffording
less  con t r ol of en vir on m en t a l
condit ions for  comfor t  and  energy
efficien cy.

• Airfield  Impacts:  All a lterna t ives
an t icipa te the closu re of Runway 17-
35.  Each  could be developed with
only fronta l ga tes in it ia lly, if
requ ired, but  would be limited to
Group I II  a ircraft .  The configura t ion
cur ren t ly shown for  the connect ion  of
the exist ing t ermina l air side and the
new concourse for  Alt erna t ives 2A
and 2B was judged as beneficial.  It
sh ould be n oted t ha t  fur ther  st udy of
th is linkage would im pr ove it s valu e.

• Comm un ity Impacts:  Im proved
community access to the a irpor t
could be provided.
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• Airlines :  The un it  t ermina l
alt ernat ives, 2A and 2B, offer  a
direct connection bet ween  termina l
fun ct ions ,  a ir sid e ga tes , a n d
opera t ions a rea s.  Th is will opt imize
the opera t iona l efficiency for  the
airlines.

ALTERN ATIVE 2B

• F a c i l i t y  P r o g ra m :  L ik e
Alterna t ive 2A, th is meets th e
program requirements  with  the
same duplica t ion  of support  facilit ies
and concessions  due to the unit
termina l configura t ion .

• Le v e l of S e rv ic e :  Once passengers
are dir ected  to the pr oper  t ermina l,
the un it  t ermina l concept  can
simplify pa ssen ger  funct ions  and
wa yfindin g.  Th is a lt erna t ive has a
simpler  bu t  more extens ive road
cir cula t ion  system  than  Alterna t ive
2A.

• Effic iency: Unit  t ermina ls tr ade
cla r it y of loca t ion  of a ir lines with
du plicat ion  of support  fun ct ions a nd,
consequen t ly, less  efficien t  sit e
u t iliza t ion .  The un it  t ermina ls
provide super ior a daptabilit y to
change bu t  a re a lso inheren t ly less
flexible from an  a irpor t  opera t ions
standpoin t . Growth  of t enan t s may
be more difficu lt  to st a ge depending
on magn itude and the a irpor t ’s
ability to move ten ants between
termina l bu ildings.  Alter na t ive 2B
provides efficient  t ermina l drive
circu la t ion  and cont inu ed use of
existing term ina l and its drives.

• Fi n an ci al:  Apron  development
cost s will be a pproximately the same

bet ween  t h is  a lt er n a t ive a n d
Alterna t ive 2A.  Roadwa y cost s will
be h igher  than  Alter na t ive 2A.  The
in it ia l ph ase cost  of Alterna t ive 2B is
somewha t  lower  than  Alter na t ives
1B and 2A.  Ult imate bu ild-ou t  cost s
for  Alterna t ive 2B are lowes t  of the
alt ernat ives.  Alterna t ives  2A and
2B would incu r  h igher  cost s t han
ot h e r  a l t e r n a t i ve s  for  t h e
improvemen ts and modern iza t ion  of
the en t ire exist ing termina l for  both
pa ssen ger processing and gates
a lthough the use and cost  to remodel
the exist ing t ermina l in  Alter na t ives
1A and 1B is to be determ ined.

• D e v e l o p m e n t  S t r a t e g y :
Alterna t ive 2B offers t he m ost
flexible implementa t ion  st ra tegy a s
it  has  minimal impact  on  the
exis t in g fa cil i t i e s  a n d  t h e ir
cont inuing opera t ion .  When the new
termina l, concourse, and  park ing
st ructure a re needed, th ey can  be
bu ilt  with  only m in im al a djustment
to the exit  roadwa y alignmen ts.
Each  t ermin a l a r ea  componen t  can
be expa nded in crem en ta lly.

• Architec tura l Opportuni ty:  All
a lter na t ives offer  the oppor tun ity for
a rch it ectu ra l excellence, sense of
pla ce, a n d expr ession  of t h e
un iquen ess of t he a rea .  The
or ien ta t ion  a long t he lengt h  of the
t ermina l is an ea st a nd west
exposu re, a ffording less cont rol of
environmen ta l condit ions for  comfor t
and en ergy efficien cy than  the
oppos ite or ien ta t ion .

• Airfield  Impacts:  All a lt erna t ives
an t icipa te the closu re of Runway 17-
35.  Each  could be developed with
only fronta l ga tes, in it ia lly if
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requ ired, but  would be limited to
Group I II  a ircraft .  The configura t ion
cur ren t ly shown for  the connect ion  of
the exist ing t ermina l a ir side and  the
new concour se was judged a s
ben eficia l.  Fur ther  st udy of th is
linkage would impr ove it s va lue.

• Comm un ity Impacts:  Im proved
community access to the airpor t  is
provided.  There is somewha t  of an
improvemen t  over  Alterna t ive 2A in
t h a t  th ere is no const ruct ion
required on  the curb and  dr ives a t
the exist ing termina l.

• Airlines :  The un it  t ermina l
alt ernat ives, 2A and  2B, offer  a
direct connect ion  between  t ermina l
fun ct ions ,  a ir sid e ga tes , a n d
opera t ions ar eas.  Th is will opt imize
the opera t iona l efficiency for  the
airlines.

P R EFER R ED ALTER N ATIVE

Alterna t ive 2B is the prefer red  termina l
area  developm en t  a lterna t ive.  Un like
Alter na t ives 1A and 1B, Alter na t ive 2B
maximizes    the   use   of   the   exis t ing

t er m in a l bu ildin g a n d  dep a r t u re
concourse.  Th is preserves t he exist ing
termina l infra st ructure development
and public and  pr iva te invest men ts in
the building.  While th is alt erna t ive
duplica tes t icket ing and ba ggage cla im
funct ions in t he second unit  t ermina l, it
a llows for  the cont inued  use of the
exist ing termina l building. Alter nat ives
1A and 1B would have repla ced th ese
funct ions in  the cen t r a l t ermina l
bu ildin g.  Th is would have ren dered a
la rge por t ion  of t he exist ing t ermina l
unusa ble, requiring additiona l costs  to
rebu ild th ese ar eas for  a lter na t ive uses
or  to be removed.

Th is  a l t e r n a t ive  a ls o p r ovides
development  and phasing opportunities
wh ich  do not  impa ct  the opera t ion  or
use of the exist ing termina l bu ild ing
and depar ture concourse.  S ince
Alterna t ive 2B focuses  on  new t ermina l
development  nor theas t  of the exis t ing
termina l bu ildin g, in  an  a rea  cur ren t ly
not  in  use, Alterna t ive 2B can  be
implemen ted with  lit t le or  no impact s
on  the opera t ion  of the exist ing
termina l bu ildin g.  Alter na t ives 1A and
2A impact th e existing pa rking
st ructure.
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The previous sections evaluated the
passenger terminal area needs both
short and long term, then examined
potential alternatives to accommo-
date those needs. That effort
resulted in the selection of a concept
for future terminal area develop-
ment. The passenger terminal
recommendations were prepared
after considering the functional,
environmental, and financial factors
involved. This also included how
the terminal concept would fit in
concert with the other functional
components of the airport.

The purpose of this chapter is to
refine and define the recommended
development, how it would be
phased over the planning horizons,

and provide estimated costs for later
consideration in the financial plan.
This chapter will present the pro-
posed improvement plan for the
passenger terminal and related facil-
ities such as access and parking as
well as belly freight and other sup-
port facilities.

PASSENGER TERMINAL
RECOMMENDATIONS

Terminal Alternative 2B is the 
concept recommended for 
development. It is depicted on
Exhibit VIII-6-A. This concept
involves continuing to utilize the
existing terminal, then when
demand dictates, supplement it
with a second unit terminal located
just north and east of the existing
terminal. It is important to note that
the new unit terminal is an addition
alongside the existing terminal. It is
not a replacement for the existing
terminal. In fact, one of the key fac-
tors in the selection of the unit
terminal over the central terminal
was that the unit terminal 
will continue to maximize the

Chapter Eight
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u s e  of t h e  ex i s t in g  t e r m in a l
in fr a s t r u ct u r e .   T h e  p r op os e d
improvemen ts a re discussed below, first
for  the exist ing termina l, then  for  the
un it  t ermina l.

EXISTIN G TERMINAL

The pa ssen ger t ermina l ha s been
undergoing severa l modifica t ions in  the
months since the event s of Sept ember
11, 2001.  Secur ity ha s been increa sed,
pu t t ing an  even  grea ter  st ra in  on  the
secur ity checkpoin t  in  the t ermina l.
Modifica t ions a re under wa y in  th is a rea
as well a s th roughout  the t ermina l to
upgrade secur ity and  main ta in  the
capacity of the facility.  While t hey will
be incorpora ted in to fu tu re t ermina l
design , they ar e being implemen ted
separa tely from the long r ange t ermina l
pla n .  The plan  does provide for  a
t ermina l bu ilding addit ion  loca ted
adja cent  to the exist ing secur ity
checkpoin t  to increa se the processing
capacity of passenger  secur ity screening
sta tions.

S t i l l ,  t h e  i n i t i a l  t e r m i n a l
recommendat ions ar e to focus on
main ta in ing and modifying t he exist ing
termina l bu ilding t o meet  the shor t
term needs of th e airport .  This will
involve a pr on  r eh a bilit a t ion  a nd
improvemen ts to add more spa ce for
ga tes a t  the exist ing concourses.  As
par t of th is plan , the exist ing belly
freigh t  t ermina l will be r em oved and
placed a t  a  new loca t ion  fu r ther  sou th
and west  a long th e fligh t line t o Runway
8-26.  This will crea te m ore spa ce for
a ir cra ft  circu la t ion  and a  ga te addit ion
to the west .

Addit ions to Concourses A and B and an
ext ension  to the west  of Concourse B
will a llow for  re-spa cing exist ing
a ir cra ft  ga tes p lus adding th ree new
B737-700 equivalent  gates.  This also
a llows for  pa ssen ger  cir cu la t ion ,
concessions, a irpor t  and  a ir line suppor t
spa ce, bu ilding services, ra mp level
opera t ions spa ce (a ssumed 40 percent
enclosed bu t  not  fit t ed  out ), a irpor t
special systems, an d ba ggage handling
spa ce.

An addit ion  to the eas t  end  of the ma in
termina l will provide more spa ce for
ba ggage cla im and t icket ing facilit ies
includin g a ll cir cula t ion , con cessions,
a irpor t  and a irline su pport  space,
ver t ica l cir cula t ion  elemen ts (eleva tors
and s ta ir s), bu ild ing services, a irpor t
special system s, a nd baggage handling
spa ce.

The plan  a lso a llows for  expansion  of
exist ing ou tbound baggage systems by
tenan t s a nd inbound ba ggage systems
by the a irpor t .  The ou tbound systems
are assumed t o be m anua l conveyor
type deliver y from termina l to loop-sor t
devices a t  t ermin a l.  Inbound systems
are planned as a  tug and ca r t  opera t ion
to the term ina l with conveyor t ype
delivery to sloped pla te devices in
ba ggage cla im.

The in ten t  of the improvements  in  the
exist ing t ermina l is t o ma ximize th e use
and efficiency of the t ermina l and delay
the need for  the second t ermina l.

SECON D UNIT TE RMINAL

Once the current  t ermina l ha s been
opt imized, th e focus will then turn  to
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Exhibit VIII-6-A
RECOMMENDED TERMINAL AREA PLAN
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developm ent  of t he second  un it
t ermina l.   As  shown on  Exh  ibit  VIII-6-
A, t  h  e n  ew u  n  it  t  er  m  in  a  l is plan  ned t  o
a llow for  up to th ree concourses, with
the capability to accommodate up t o
n ine ga tes  each .

The a ircraft  parking a pron  and dua l
taxilane cir cula t ion  will be developed on
the east  side of the termina l and
between the concour ses.  Dua l ta xilanes
running nort h-south  from Taxiwa y A
will provide ingr ess and egr ess to the
second t ermina l.  Pa ra llel Ta xiwa y D
will be incorpora ted int o th is system as
the outboard  taxilane.  The inboard
taxilane will be a  ramp t axiwa y.

The new concourse and holdroom ga te
fa cilit ies in clu de a ll cir cu la t ion ,
concessions, a irpor t  and  a ir line suppor t
spa ce, vert ica l circula t ion  elemen ts
(e s ca l a t o r s ,  e le va t or s ,  s t a i r s ),
peoplemover  (moving walkways as
depicted in  plans), building services,
ramp level opera t ions spa ce (assu med
40 percent  enclosed  but  not  fit t ed  out ),
a irpor t  special syst ems, and baggage
handling spa ce.

The new unit t ermina l will be able t o
opera te independen t ly of the exist ing
termina l bu t  will st ill have th e
capability for  a  pu blic int erface between
the termina ls.  This connect ion  will be
provided by pedes t r ian  bridges.  These
eleva t ed en closed wa lkwa ys will
connect  between t erm ina ls, concour ses,
and parking s t ructu res.  They will be
concour se-type st ructures with  glazed
sides, clima te-cont rolled, includin g a
moving walkway system.

The new un it  t ermina l will also include
a ll cir cula t ion , concessions, a irpor t  and

a i r l in e  s uppor t  spa ce , v e r t ica l
cir cu la t ion  e lement s  (esca la t or s ,
elevat ors, sta irs), building services,
ba sement  level opera t ions/bu ildin g
main tenance space, a irport  special
systems, an d ba ggage handling spa ce.

As with  the renovat ions to the exis t ing
t er m in a l, t he out boun d ba gga ge
sys t em s a r e a n t icipa t ed  t o be
incorpora ted by the t enan t s and
assu med to be a  manua l conveyor-type
delivery system  to loop-sort  devices at
the t ermina l.  Inbound baggage systems
will be put  in  place by t he a irpor t  a nd
are p lanned  to be tug and  car t
opera t ions to the t ermina l with
conveyor-type deliver y to sloped p la te
devices in t he baggage claim  a rea .

The second termina l will also be
capa ble of accommoda t ing Federa l
In spection Services (F.I.S.) processing
facilit ies inclu ding a ll cir cula t ion ,
concessions, office support  space,
ve r t i ca l  c i r cu l a t i on  e l e m e n t s
(escala tor s, eleva tors, st a irs), buildin g
services, a irpor t  specia l sys tems, and
baggage handling spa ce.

An addit iona l belly freigh t  bu ildin g and
fligh t  kit chen  a re planned a t  the nor th
end of t he t ermina l a rea  to provide
suppor t  to the second termina l.  Access
to these support  facilit ies will be
ava ilable from Gira rd.  A limited access
may also be considered from Gibson a t
th e nort hea st corn er of th ese facilities.

The second t ermina l will requ ire a
ma jor  change in  the access loop syst em
in the termina l a rea .  The recommended
roadway syst  em is depict  ed on Exh  ibit
VI I I -6 -A .  Th  e r  oa  dwa  y pla  n will a l l ow
the a irport  to cont inu e to u t ilize th e
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same access cor r idors to Sunpor t
Boulevard, Yale Boulevard , and Girard .
In  the t er mina l a rea , the roadway
sys tems a llow vehicles to bypass  one of
the termina ls or  go between t ermina ls.
Each  t ermina l will have a  re-circu la t ion
route a s well.

The termina l curb will be increa sed
with  the addit ion  of the second
termina l.  Curbfront  will be a va ilable
on  both  th e upper a nd lower levels as it
is  wit h  t h e exist in g t er m in a l.
Addit iona l lane capability will be bu ilt
in to the second t ermina l design  to avoid
the limita t ions  tha t  cur ren t ly face the
exist ing termina l.

A second park ing s t ructure ad jacent  t o
the second termin a l will provide for
a ddit ion a l on-airport  pa rk in g a s
pa ssen ger t ra ffic grows.  As indica ted
before, the parking s t ructures will be
connected to the termina ls and each
other  by pedest r ia n  br idges .  There will
also be the capa bilit y for  a  vehicle to
access both  str uctu res wit hout  leaving
the parking area .  This conn ection a lso
a llows for  a  single loca t ion  for  toll
booth s.  While the curren t  sur face lot
will be removed for  the termina l
roadway system, t here is capability for
developin g another  surface lot  nor th  of
the exist ing lot  and behind the second
pa rking st ructure.

A regiona l t ransit  cen ter  for  in ter fa ce
with  the poten t ia l light  ra il syst em is
included in  the plan  a s well.  To connect
the tr an sit cen ter  with  the t ermina ls, a
p e op l e m o v er  s y s t e m  u t i l i z i n g
au tomated veh icles is  a llowed for  in  the
pla n .  The shu t t le-type cable-dr iven
rubber-t ired automat ed enclosed vehicle
peoplemover  system opera t es with in  an

enclosed space with  a  ma inten an ce base
a t  one end offlin e.  Single st eel
guidewa y st ructu res, suppor t ed a t
approximately 60-foot  cen ter s with
con cr et e-su p por t in g colu m n s a n d
foot ings, were assumed for spa t ia l
p lanning.

T ER MIN AL CAP ITAL

IMP R O VEMEN T  P RO GR AM

With  the concept  of t he plan  in  place,
the next  st ep is  to est ablish  a  rea list ic
schedu le and  costs for  implemen t ing the
t ermina l pla n .  Th is subsect ion
exam ines the overa ll cost  of t he
proposed improvements  and a  dema nd-
based schedule for  implementa t ion .

The demand-based schedu le can  be
in it ia lly est ablished by dividing the
improvemen ts in to three planning
hor izon s of shor t  t erm, in termedia te
term, and long ra nge.  For  the
pa ssen ger termina l, the key act ivity
indica tor  is pa ssen ger  en planem en ts.  A
s econ d a r y in d ica t or  i s  a i r l in e
op e r a t i  on  s  .   T a b  l e  V II I -6 -A
summarizes the opera t iona l milestones
for  each  p lanning hor izon .

Table  VIII-6-B  ou  t  lin  es t  h  e cap  it  a  l
improvement  program for the passen ger
t ermina l.  These improvements  a re
depicted  on  Ex  h  ib  it  VIII-6-B  .

The short  t erm  planning horizon  focuses
on  improvements tha t  will opt imize th e
capacity a nd opera t ion  of the exis t ing
termina l.  Some modest  expa nsion
improvemen ts to increase capacity to
meet  cur ren t  demand levels  a re
included as well as some t ha t a ddress
near  t erm needs su ch  as new facilit ies
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Exhibit VIII-6-B
TERMINAL AREA

DEVELOPMENT STAGING

LEGEND

Existing Airport Property Line

Ultimate Airport Property Line

Building to be Removed

Short Term

Intermediate Term

Long Term

1 2

3

4

4

5

7

6
8

9
2

5

1

1

6

7

4

3

4
3

3

2

2

4

4

7

56
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3

4
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RUNWAY 8-26RUNWAY 8-26RUNWAY 8-26SHORT TERM PLANNING HORIZON

1
2
3
4
5
6
7

1
2
3

4

5
6
7

8

1
2
3
4
5
6

7
89

Terminal Apron Rehabilitation

Terminal Apron Improvements

Existing Terminal and Concourse Projects

Aircraft Loading Bridge Systems

Remove Existing Belly Freight Facility

Construct Belly Freight Building

Construct Belly Freight Parking/Truck Court

Construct Belly Freight Airside Access

Terminal Area Property Acquisition

INTERMEDIATE PLANNING HORIZON

Second Terminal Apron

Terminal Area Property Acquisition

Second Terminal and Concourse - 
Phase I

Second Terminal Loading Bridges - 
Phase I

Second Terminal Road System

Second Terminal Parking - Phase I

Expand Employee Parking

LONG RANGE PLANNING HORIZON

Second Terminal Apron - Phase II

Second Terminal Concourse - Phase II

Second Terminal Loading Bridges - Phase II

Second Terminal Parking - Phase II

Construct North Belly Freight Building

Construct North Belly Freight Parking/
Truck Court

Construct North Belly Freight Access Road

Construct North Belly Freight Airside Access
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necessary t o en able r e-spa cing of
a ir cra ft  parking to meet t he n eed for
lar ger aircraft ga tes.  I t  is an t icipa ted
tha t ,   with    these   impr ovemen ts,   t he

exist ing termina l will be capa ble of
car rying the a irpor t  a t  least  th rough the
shor t  t erm act ivity level of 3.9 million
passenger enplanem ent s.

T AB L E  VIII-6 -A

T e rm i n a l  P la n n i n g  H o r iz o n s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

C u r r e n t

S h o r t

T e r m

I n t e r m e d i a t e

T e r m

L o n g

R a n g e

A N N U A L  E N P L AN E M E N T S

M a jor s

R eg ion a ls

3 ,037 ,900

94 ,051

3 ,783 ,000

117 ,000

4 ,559 ,000

141 ,000

6 ,887 ,000

213 ,000

T ot a l 3 ,131 ,951 3 ,900 ,000 4 ,700 ,000 7 ,100 ,000

A N N U A L  O P ER A T IO N S

M a jor s

R eg ion a ls

77 ,056

22 ,694

91 ,000

22 ,600

104 ,800

22 ,800

143 ,600

23 ,200

T ot a l 99 ,750 113 ,600 127 ,600 166 ,800

Th e in t er m edia t e t erm  pla n n in g
hor izon  focuses  on  cons t ruct ing a  second
unit  t ermina l for  t he a irpor t  and
includes  a ll a ss ocia t ed a ir field ,
lan dside, and sit e/support  improve-
men ts.  In  addit ion, u pgr a de of the
exist ing termina l would be necessary so
tha t all passenger facilities at  th e
a irpor t  can pr ovide a  consist en t  h igh
level of service t o the public.  This pha se
would not  be implem en ted u nt il a
kn own demand for  the addit iona l
facilit ies is evident .

The long ra nge horizon focuses on
adding capa city to the second t ermina l
and cont inuing the upgrade of the
exist ing termina l to addr ess long-range
need for facilities.

EN V IR O N M EN T A L

O VER VIEW

The development  of t he second t ermina l
bu ilding will likely r equire compliance
with  the N ational Environm ental Policy
Act (N EPA) of 1969, as amended.
Compliance with  t he provisions of
NEPA for  the termina l building will be
requ ired  pr ior  t o project  imple-
menta t ion  a nd is ou tside the scope of
the mast er  pla n .  As det a iled in  FAA
Order 5050.4A, Airport En vironm ental
Handbook , complian ce with  NEPA is
genera lly sa t isfied with  the pr epa ra t ion
of an  Environmenta l Assessment  (EA).
All t ermina l projects  will be fur ther
eva lua ted to ensu re complia nce wit h
environmen ta l issues such  a s wetlands,
threa tened or en da nger ed species , and
cu ltu ra l resources  dur ing the federa l,
st a te, and/or  loca l per mit t ing processes.
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T AB L E  VIII-6 -B

P a s s e n g e r  Te r m i n a l

C a p it a l Im p r o v e m e n t  P r o g ra m

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

N o . P r o je c t

T o ta l

C o s t s

F AA-AIP

E l ig ib le

AB Q

M a tc h

S H O R T  T ER M  P L A N N IN G  H O R IZ O N

1

2

3

4

5

6

7

8

9

Ter m in a l Ap r on  R eh a bili t a t ion

T er m in a l  Ap r on  I m p r ov em e n t s

E x is t in g  Te r m in a l  & C on cou r s e  P r oje ct s

Aircra ft  Loa din g Br idge  Sys t em s

R em ove E xis t in g B elly F r eigh t  F a cility

C on st r u ct B elly F r eigh t  B u ild in g

C on s t r u ct  B elly  F r eigh t  P a r k in g/T r u ck  C ou r t

Con s t r u ct  Be l ly  F r e igh t  A ir s ide  Access

Ter m in a l Ar ea  P r op er t y A cqu is it ion

$17 ,600 ,000

2 ,514 ,000

36 ,630 ,000

1 ,125 ,000

624 ,000

2 ,848 ,000

634 ,000

790 ,000

13 ,250 ,000

$13 ,200 ,000

1 ,885 ,500

23 ,580 ,000

0

468 ,000

0

475 ,500

592 ,500

9 ,937 ,500

$4 ,400 ,000

628 ,500

13 ,050 ,000

1 ,125 ,000

156 ,000

2 ,848 ,000

158 ,500

197 ,500

3 ,312 ,500

S h o r t  T e r m  P r o je c t  C o s t s $ 7 6 ,0 1 5 ,0 0 0 $ 5 0 ,1 3 9 ,0 0 0 $ 2 5 ,8 7 6 ,0 0 0

IN T E R ME D IA T E  P L AN N I N G  H O R IZ O N

1

2

3

4

5

6

7

8

Secon d Ter m ina l  Apr on  - P h a se  I

Ter m in a l Ar ea  P r op er t y A cqu is it ion

Secon d Ter m ina l  an d C on cou rs e  - P h a se  I

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

Secon d Ter m ina l  Loa din g Br idges  - P h a se  I

Secon d Ter m ina l  Roa d S ystem

Secon d Ter m ina l  Pa rk ing -  Ph a se  I

E xp a n d E m p loyee P a r k in g

$22 ,000 ,000

13 ,250 ,000

202 ,155 ,000

54 ,375 ,000

5 ,250 ,000

49 ,000 ,000

53 ,550 ,000

1 ,050 ,000

$16 ,500 ,000

9 ,937 ,500

98 ,752 ,500

27 ,187 ,500

0

36 ,750 ,000

0

0

$5 ,500 ,000

3 ,312 ,500

103 ,402 ,500

27 ,187 ,500

5 ,250 ,000

12 ,250 ,000

53 ,550 ,000

1 ,050 ,000

I n t e r m e d i a t e  T e r m  P r o je c t  C o s t s $ 4 0 0 ,6 3 0 ,0 0 0 $ 1 8 9 ,1 2 7 ,5 0 0 $ 2 1 1 ,5 0 2 ,5 0 0

L O N G  R A N G E  P LA N N IN G  H O R IZ O N

1

2

3

4

5

6

7

8

9

S e con d  T e r m in a l A p r on  -  P h a s e  I I

Secon d Ter m ina l /Concou rs e  - P h a se  I I

E xis t ing  Ter m ina l /Concou rs e  U pgr a des

S e con d  T e r m in a l L oa d in g  B r id g e s  - P h a s e  I I

S e con d  T e r m in a l P a r k in g  - P h a s e  I I

C on st r u ct N or t h  B elly F r eigh t  B u ild in g

C on s t r u ct  N or t h  B elly  F r eigh t  P a r k in g/T r u ck  C ou r t

C on s t r u ct  N or t h  B elly  F r eigh t  Acce ss  R oa d

Con s t r u ct  N or t h  Be lly F r e igh t  A ir s ide  Access

$18 ,000 ,000

65 ,955 ,000

46 ,875 ,000

3 ,750 ,000

52 ,200 ,000

2 ,848 ,000

1 ,800 ,000

300 ,000

1 ,250 ,000

$13 ,500 ,000

39 ,881 ,250

23 ,437 ,500

0

0

0

0

225 ,000

937 ,500

$4 ,500 ,000

26 ,073 ,750

23 ,437 ,500

3 ,750 ,000

52 ,200 ,000

2 ,848 ,000

1 ,800 ,000

75 ,000

312 ,500

L o n g  R a n g e  P r o je c t  C o s t s $ 1 9 2 ,9 7 8 ,0 0 0 $ 7 7 ,9 8 1 ,2 4 0 $ 1 1 4 ,9 9 6 ,7 5 0

T O T A L  D E V E L O P M E N T  C O S T S $ 6 6 9 ,6 2 3 ,0 0 0 $ 3 1 7 ,2 4 7 ,7 5 0 $ 3 5 2 ,3 7 5 ,2 5 0
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Ta  b  l e  VI  I  I  -4  -C  s u m m a r i zes  a
preliminary review of environmen ta l
issues tha t  would need to be a na lyzed in
more deta il with in  the NEPA and
permit t ing processes.  This review
considers t he ma in  environmen ta l
resources required t o be studied by F AA
Order   5050.4A.  This an alysis d oes n ot

address mit iga t ion  or  the resolu t ion  of
environmen ta l issues.  Mit iga t ion
measures  a re determined  in  the NEPA
or  permit t ing processes. A complete
descr ipt ion  of t h e en vironmen ta l
resources is provided in  Sect ion  F ive of
Chapter  F ive.
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T AB L E  VIII-4 -C

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  P a s s e n g e r  T e r m i n a l  B u i l d i n g  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

N o i s e •  N o  im p a ct s  a n t icip a t e d .

C o m p a t i b le  L a n d  U s e •  N o  im p a ct s  a n t icip a t e d .

S o c i a l  Im p a c t s  •  Th e d ev elop m en t  of t h e s econ d  t er m in a l

bu i ld in g  pa r k ing  s t r u ctu re  a n d  a ccess

r oa d w a ys  r eq u ir es  t h e a cqu isit ion  of la n d  a n d

ex is t in g com m er cia l bu s in es ses .  FA A  Ord er

5050 .4A  p r ovid es  t h a t  w h er e  t h e  r e loca t ion  of

a  res iden ce ,  bu s iness  or  far m lan d is  involved,

th e  pr ovis ion s  of th e  U n if orm  R eloca t ion

A ssis ta n ce a n d  R ea l P rop er ty  A cqu is it ion

P ol ici es  A ct  of  1 97 0  (U R A R P A P A ) m u s t  be

m et .   The  Act  r equ i res  th a t  bu s inesses  be

offered  a ss is ta n ce  in  f in din g a  n ew s i te  a n d

fu n d in g r eloca t ion  cost s . 

I n d u c e d  S o c i o e c o n o m i c  I m p a c t s •  N o  im p a ct s  a n t icip a t e d .

A i r  Q u a l i t y  •  Two det a i led  a i r  qu a l ity  a ssessm en t  s t u dies

h a v e b ee n  com p l et e d in  r e ce n t  ye a r s a t  t h e

a i rpor t  a s  pa r t  of a n  E A an d t h e  L a n d sid e

M a s ter  Pl a n .  R esu lt s  of t h ese  p r eviou s

s tu d ie s  in d ica t e  th a t  w i th  th e  use  of bes t

m a n a ge m en t  p r a ctices  t h e im p a cts  t o a ir

qu a lit y a r e  n egl ig ib le .  T h er efor e , it  is  n ot

a n t icipa t ed  t h a t  t h e p r opos ed  p r ojects  w ill

h a ve  a  d r a m a t ic a ffect  on  a ir  qu a lit y. 

H owe ve r , a  n ew  a ir  qu a lit y a ss es sm en t  w ill

m ost  l ike ly  be  requ i red  d u r in g  th e  N E P A

docu m en ta t ion  pr ocess  for  t h e  pr oposed

secon d  t e r m ina l  p roject s .

Wa t e r  Q u a l i t y •  As d iscu ss ed  in  C h a p t er  O n e, t h e a ir p or t  w ill

n eed t o con t in u e  to  com ply  wi th  th e i r  cur ren t

N P DE S ope ra t ion s  pe rm i t  r equ i r em en t s .

•  W it h  r eg a r d  t o con s t r u ct ion  a ct ivi t ies , t h e

a ir p or t  a n d  a ll a p p lica ble  cont r a ctor s w ill

n eed  to com p ly w it h  t h e r equ ir em e n t s a n d

pr ocedu res  of th e  con s t r u ct ion  re la ted

N P D E S  G en e r a l P e r m i t , in clu d in g  t h e

p r ep a r a t ion  of a  N oti ce of I n ten t  a n d  a

S torm w ater  Pol lut ion  Prevent ion  Plan , p r ior

t o th e in it ia t ion  of p r oject con st r u ction

a ct ivi t ies . 
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T A B L E  V II I-4 -C  ( C o n t i n u e d )

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  P a s s e n g e r  T e r m i n a l  B u i l d i n g  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

S e c t io n  4 (f)  L a n d s •  N o  im p a ct s  a n t icip a t e d .

H i s to r ic a l  a n d  C u l tu r a l  R e s o u r c e s •  F u r t h er  coord ina t ion  wi th  th e   St a t e
Histor ic Preser vat ion  Officer  (S H P O ) w ill

be  r equ ir ed  p r ior  t o p r oject  im p lem en t a t ion

a n d  fie ld  s u r v e ys  m a y  be  r eq u ir e d .

T h r e a te n e d  o r E n d a n g e re d  S p e c i e s  a n d

B i o lo g ic a l R e s o u rc e s

•  Cor r e spon den ce  r ece ived  from  th e  U .S . F i sh

a n d  W ild life  S er v ice  (F W S ) in d i ca t e d  t h a t  n o

feder a l ly-l is ted  th rea ten ed or  en da n gered

spec ies  a r e  p r esen t  an d  t h u s  wi ll  no t  be

a f fect ed  by  th e  p roposed  p r oject s .

•  U n d er  t h e M igr a t or y B ir d  Tr ea t y Act

(MBTA) th e  t a k ing  o f m igra to ry  b ird s , n es t s ,

a n d eggs  i s  pr oh ibited .   To min im ize th e

l ike l ihood of a  ta kin g, th e  F WS  recom m en ded

t h a t  con s t r u ct ion  a ct ivit ies  occu r  ou t sid e t h e

n es t in g s ea son  of M a r ch  t h r ou gh  Au gu s t , or  a

su r ve y b e com p le t ed  p r ior  t o con s t r u ct ion  t o

de te rm ine  th e  poten t i a l  a ffect  on  th ese

p r otect ed  spec ie s .

Wa t e rs  o f t h e  U .S . i n c lu d i n g  We t la n d s •  N o  im p a ct s  a n t icip a t e d .

F lo o dp la in s •  N o impa ct s .

W i ld  a n d  S c e n i c  R i v e r s •  N o impa ct s .

F a rm l a n d •  N o impa ct s .

E n e rg y  S u p p ly  a n d  N a tu r a l R e s o u rc e s •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

L i g h t  E m i s s i o n s •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

S o l i d  Wa s t e •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .
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This chapter of the Master Plan
focuses on the passenger terminal
area parking, access and circulation
facilities and support facilities at
Albuquerque International Sunport.
The passenger terminal area
parking and access facilities include
the terminal roadway system,
terminal curbs and parking
facilities. Support facilities include
airport maintenance, airport rescue
and firefighting and fuel storage.

This chapter includes four sections:
Inventory, Demand/Capacity,
Facility Requirements, and
Recommended Program. Section
One is a description of available
facilities. Section Two compares
forecast demand to the capacity of
the available facilities to estimate
when new facilities may be needed.
Section Three establishes the type
and  size  of facilities needed to

accommodate future demand.
Section Four coordinates support
facility development with the plans
for other components at
Albuquerque International Sunport,
then describes the recommended
development plan and include the
future capital projects required to
implement the plan.

TERMINAL ACCESS,
CIRCULATION
AND PARKING

Exhibit IX-1-A identifies the
components of the passenger
terminal area ground transportation
and parking facilities. The following
provides a detail description of
these facilities.

Chapter Nine
Parking, Access, and

Support Facilities
Section One

INVENTORY

IX-1-1



IX-1-2

BACKGROUND

The 1994 Master P lan  addressed t he
needs of t he a irpor t  t h rough  the yea r
2015 and  included  the following
findin gs and recommenda t ions r elat ed
to access, circu la t ion a nd pa rking a t
Albuqu erque Interna t iona l Sunpor t .
These findings were based on  a  year
2 0 1 5  for e ca s t  of 5 . 9  m i l l i on
enplan ement s.

% Cons t ruct  Sunpor t  Boulevard to
p r o vi d e  d i r e ct  a cce s s  t o
Inter sta te 25 a nd r elieve t ra ffic
congest ion a long Gibson  and Ya le
Bouleva rds (completed in  1998).

% Reloca t e r en t a l ca r  facilit ies t o
provide for  t ermina l expansion
(present ly under  cons t ruct ion).

% Const r u ct  a  s econ d pa r k in g
s t r u ct u r e  t o a ccom m od a t e
forecast  public parking dema nds.

% Reloca t e t h e t er m ina l loop to
provide for  the second park ing
ga rage.  Widen  termina l fron tage
roads to accomm odat e forecast
t ra ffic volumes.

% Reloca t e Gir a r d bouleva r d t o
provide for  the const ruct ion  of an
addit iona l t ermina l employee
au tomobile park ing nor th  of the
pr oposed second t ermina l.

The Albuquerque In ternational S unport
Landside Master Plan  wa s complet ed in
1998.  The Landside Mast er  P lan  re-
e xa m i n e d  a n d  r e fi n e d  a cce s s ,
cir cula t ion , and pa rking recommend-
a t ions consist ent  with  the 1994 Mast er
Plan .  The primary conclus ion  of the

Lan dside Mast er  P lan  resu lted in
es t a blis h in g t h e loca t ion  a lon g
U n ive r s i t y  B ou le va r d  for  t h e
development  of t he consolida t ed r en ta l
ca r  facility.

REGIONAL ACCESS

P a ssen ger  t er m in a l fa cil it ies a t
Albuqu erque In terna t iona l Sunpor t  a re
accessed via  Sunpor t  Bouleva rd, Ya le
Boulevard, and  Girard  Boulevard.
Sunpor t  Bouleva rd wa s const ructed in
the mid-1990s.  Sun port  Boulevar d is a
four-lane divided a r ter ia l roadway
connect ing to In ter st a te 25.  A d iamond
in terchange is loca ted a t  Inter sta te 25
and Universit y Bouleva rd.  Ya le
Bouleva rd is  a  four -lane divided
a r t er ia l.  Yale Boulevard  extends nor th
from  t h e a ir por t  a cross Gibson
Boulevard to Cent ra l Avenu e.  Gibson
Bouleva rd connects with  In ter sta te 25.
Cen t ra l Avenue is an  east -west or ient ed
roadway connect ing to both  In ter sta te
25 an d Int erst at e 40.  Signa ls are
u t ilized a t  the Randolph  Roa d a nd
Gibson  Bouleva rd in ter sect ions.  Gir a rd
Bou leva rd is a  two-la ne collector ,
extendin g to Gibson  Boulevard  to the
nor th . The Gira rd Bouleva rd/Gibson
Boulevar d inter -section is signa lized.

Table  I X-1 -A su  m  m  a  r  izes 19  98 t  r  a  ffic
volum es a s complied by the Middle Rio
Grande Council of Govern ments a nd
summarized in  the 1998 T raffic Flows
for the Greater Albuquerque Area
publica t ion .  Tra ffic counts a long
Sunpor t  Boulevard, Ya le Bouleva rd,
and Gira rd Boulevard pr ovide an
indica t ion  of the number  of vehicles
enter ing the passenger  t ermina l a r ea .
According to the study, t r a ffic on
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Exhibit IX-1-A
TERMINAL ACCESS/PARKING FACILITIES
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Sunpor t  Boulevard a t  Ya le averaged
approximately 11,600 veh icles da ily.
Tra ffic on  Yale Boulevard a t  Sunpor t
Bouleva r d a vera ge appr oxim a t ely
10,200 veh icles da ily.  Tra ffic a long
Girard Bouleva rd a veraged 3,800
vehicles da ily.  Combined, a n  average of
25,600 vehicles access or  egress the
pa ssen ger  t ermina l a rea  da ily.

T AB L E  IX -1 -A

199 8  Tr a f f ic  Vo lu m e s

1 9 9 8  Av e ra g e  

D a i l y  T r a f fi c

Su n por t  B lvd .  from  I -25

t o U n iv er s it y  B lv d .

16 ,900

S u n p or t  Blvd . fr om

U n iver sit y B lvd . to Ya le

B lv d .
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B lvd . t o R a n d olp h  R oa d
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Sp ir i t  D r ive
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U n iver s it y B lvd . fr om
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25

7 ,600

Sour ce: 1998  T ra ff ic F low s f or t h e G rea ter

A lb u qu erq u e A rea , M id d le  R io G r a n d e

C ou n c il of G ov er n m e n t s

TERMINAL ROAD WAYS ,
CURBS AND  CIRCULATION

The pa ssen ger  t ermina l roadwa y
syst em consists of a  loop roa d
encompass ing the parking s t ructure
and long ter m pa rking ar ea .  As sh own
on Ex  h  ib  it  IX-1-B  , cir  cu  la  t  ion  wit  h  in
the termina l a rea  is  one-way, opera t ing
in  a  counterclockwise fashion, from west
to east  across the a r r iva l and  depar ture
cur bs.  The termina l roadwa y includes
both  ground level a nd second levels
roadwa ys, wh ich  segrega te t he a r r iva l
and depar ture curb funct ions  a t  the
termina l bu ildin g, respect ively.

Sunpor t  Bouleva rd split s west  of Ya le
Bouleva rd to segr ega te a r r iva l and
depar ture t ra ffic.  Veh icles boun d for
the depa r ture curb and t icket ing
counters (enplan ing passengers) follow
two-lan es to the south  of Sunpor t
Bouleva rd to the depar tu re curb ramp
which  provides access to th e second-
level depar ture cu rb roadway extendin g
the length  of the pa ssenger  t ermina l.
As  shown in  Exh  ibit  I X-1 -C , there a re
four  lan es on  th is sect ion  of the
roadway, includin g two through  lanes
and two cur b lanes for pa ssenger
unloading.  At  the eas t  end  of the
pa ssen ger t ermina l, the departure lan es
turn  north.  A ra mp retu rns t ra ffic t o
ground level and directs t ra ffic towar ds
the west  to exit  t he t ermina l roadway
system via  Ya le Boulevard  or  Sunpor t
Boulevard.  Vehicles  can  return  to the
t ermina l a rea  via  the termina l return
lane a t  Ya le Boulevard. Vehicles from
the depar ture curb cannot  access Girard
Boulevard.
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Pr ior  t o const ruct ing t he consolidat ed
ren ta l ca r  facilit y, a ll ren ta l car  returns
were completed  in  the r en ta l ca r  return
lot  loca ted east  of the passenger
t ermina l b u i l d i n g a s s h ow n on Exh  ibit
I X-1 -A .  Access was p  rovi d e d fr om a
ramp loca ted a t  the fa r  east  end of the
depa r ture curb.

The Yale Bouleva rd Br idge across
Sunpor t  Boulevar d provides access to
both  th e ar rival and depart ur e cur bs.
At  the br idge, the two southbound Yale
Bou leva rd lanes split , t wo-la nes direct
veh icles to the depar ture curb r amp, a
single lane ra mp r etu rn s vehicles to
ground level where th ese vehicles merge
with  east boun d Sunpor t  Boulevard
vehicles accessing th e a r r ival curb or
par king ar eas.

Vehicles boun d for  long term or  shor t
term pa rking or the a r r iva l curb do not
exit  from Sunport  Boulevard.  Inst ead,
th ese veh icles cont inue on  the two east -
bound Sunpor t  Boulevard lanes.  Nea r
the t ermina l, these lan es split , two
lanes dir ect  t r a ffic to the long term and
shor t  t erm pa rking t icket  ga tes, wh ile
two lanes dir ect t ra ffic to th e a r r iva l
curb.  At  t he a r r iva l curb, t hese two-
lanes a re split by a  median .  The fa r  left
lane is t he a r r iva l curb by-pass lane.
Veh icles u t ilize th is la ne t o avoid
tr aveling along th e ar rival cur b lan es.

Six lan es a re provided a long the a r r iva l
curb.  Four  lan es a re loca ted under  the
second-level depar tur e cur b roadwa y.
These lan es ar e dedica ted to a r r iving
passengers.  There a re two th rough
lanes and two curb lan es.  Designa ted
taxi st aging point s, accommoda t ing two
taxis each, ha ve been est ablished in
three loca t ions a long the a r r iva l curb. 

The two out side lanes a re dedica ted to
com m er cia l ve h icle s , w h ich  a r e
separ a t ed from the four  a r r iva l curb
lanes by a  median  sur rounding the
pylons suppor t ing t he second-level
roadway.  Commercial vehicles include
hotel cour tesy veh icles, off-sit e pa rking
shu t t les, r en ta l car  shut t les , buses and
char ters services.  Access to the
commercia l veh icle curb is res t r icted by
a  ga te.  Each  commercia l veh icle is
required by the Cit y of Albuquerque to
car ry a  t ransponder . The t ra nsponder  in
the commercia l vehicle is used to open
the ga te and t rack  the number  of t imes
a  veh icle has a ccessed t he commercia l
lane and t he len gth  of t ime the veh icle
remains a long the curb.  Fees have been
established and a re charged  to the
commercia l vehicle opera tors ba sed on
the da ta  collected th rough t his process.

After  exit ing t he a r r ival curb, vehicles
are dir ected a long two ground level
lanes to the nor th . Vehicles can  exit  the
t ermina l a r ea  via  Gira rd Boulevard or
follow the t ermina l loop roadway to exit
via  Ya le Bou leva r d or  Su nport
Boulevard.  Vehicles  can  return  to the
term ina l via Ya le Boulevard.

P ARKING
FACILITIES

Parking facilit ies  a t  Albuquerque
In terna t iona l Sunpor t  include ar eas for
pu blic, t erm ina l employee an d ren t a l
car  parking needs.  Termina l employee
parking is available in two lot s loca ted
sou th of Sunpor t  Boulevard  a long
George Road.  Ther e a re approximately
550 parking spaces  for  termina l
employees.
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Exhibit IX-1-B
TERMINAL AREA CIRCULATION
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Exhibit IX-1-C
TERMINAL CURB

CONFIGURATIONS
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Public parking needs a t  Albuquerque
In terna t iona l Sunpor t  a re met  th rough
a  combina t ion  of on-a irpor t  and off-
a ir por t  (p riva t ely-own ed) par k in g
facilities.  On-a irport  pu blic parking
facilit ies inclu de the 3,346 space
parking s t ructure and 481 space ground
level pa rking a rea  loca ted direct ly nor th
of the parking st ructure.  Completed  in
1989 (concurrent  with  the t ermina l
expa nsion project), th ese facilities a re
owned and oper a ted by t he Cit y of
Albuqu erque.  The parking s t ructure
includes four  levels. Access to the
t ermina l is provided th rough a  tunnel
under  the a r r iva l cu rb roadwa y. While
int ended for  shor t -term parking, the
parking st ructure is u t ilized  for  long
term pa rking, a s well.  The groun d level
parking lot  is dedica ted for  long ter m
pa rking.  Since 1994, most  of the top
level of th e parking structu re has been
dedica ted to r en ta l car  rea dy positions.
Wit h  t h e  con s t r u ct ion  of t h e
Consolida ted Ren ta l Ca r  Facility, th is
level will be returned to public use.

There a re four  off-a irpor t  parking
fa cilit ies .  P r iva t ely-ow n ed a n d
opera ted, t hese  pa rking fa cilit ies
provide an  addit iona l 6,100 pa rking
spa ces for pu blic use.  Cour tesy shu t t les
provide access  to the t ermina l for  a ir
passengers u sing these lots.

CON SOLID ATED RENTAL
CAR F ACILITY

Exh  ibit  I X-1 -D  d e p i ct s t h e s i t e p l a n for
the Consolida ted Ren ta l Car  Facility
under  cons t ruct ion .  Segrega ted  from
the termina l a rea  to pr ovide for
addit iona l pu blic parking capa city in
the parking st ructure a nd u lt ima tely

provide for  the development  of a  second
termina l bu ilding, t he Consolidat ed
Ren ta l Car  Facility concent ra tes  the
maint enance, storage and ready and
return  funct ions of t he r en ta l ca r
agencies in  a  single loca t ion  east  of
University Boulevard, sou th of Sunpor t
Boulevard.

The Consolidat ed Ren ta l Ca r  Facility is
owned by the City of Albuqu er qu e.  A
22,100 square-foot  termina l will provide
area  for r ent al car  offices an d coun ter s.
The floor  pla  n is depicted  on  Exh  ibit
I X-1 -E .  A com  m  on sh  ut  t  le will provide
access t o th e t ermina l bu ildin g.

The ren ta l ca r  facility will in it ia lly
provide approximately 1,200 ren ta l ca r
ready/return  spa ces.  A two-way loop
r oa d  con n ect in g  t o U n iver s i t y
Bouleva rd provides access and egress to
the ren ta l car  rea dy/retur n spa ces.
Areas for  ren ta l car  main tenance and
storage a re loca ted  to the nor th , south ,
and west  of the r en ta l ca r  t ermina l.
Each  ren ta l car  agency will ma inta in
separa te fueling, wash , a nd service
facilities.

GENERAL AVIATION/
AIR  CARGO
ACCES S  AN D P AR KIN G

Regiona l access to the gen era l avia t ion
and a ir car go a reas is from Un iversity
Bouleva rd wh ich  connects  with  Access
Road B and Spir it Dr ive, which pr ovide
access to the genera l avia t ion  (via  Cla rk
Carr  Road) a nd air car go ar eas,
respect ively.  University Boulevar d is a
four-lane a r t er ia l ext ending fr om
Sunpor t  Boulevard (to the nor th ) to
Inter sta te 25 (t  o the south).  Table  IX-
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1-A p reviously su  m  m  a  r  ized a  ver  a  ge
t r a ffic volumes a lon g Un iver sit y
Boulevard.  Spir it  Dr ive is  a  four -lane
road extending from Clark Ca rr
Boulevard (to the nor th ) to University
Bouleva rd (south).  Access Roa d B
provides access to the genera l avia t ion
(via  Clark  Carr  Road) and  a ir  cargo
ar eas.  Access Road B has  two-lanes  and
was recent ly rerouted to extend out side
the Consolida ted Ren ta l Ca r  Facility.

Automobile pa rk ing a t  the gener a l
avia t ion  a rea  is pr ima r ily centered
inside the apron  and bu ildings area .
T h e r e  a r e  a p p r ox im a t e ly  6 3 0
designa ted pa rkin g areas n ea r  the FBO
facilities.  There a re 30 designa ted
parking a reas a t  Four  Sea sons a nd 10
a t  Western  Air.  Approxima tely 50
designa ted pa rking spaces a re a va ilable
a t  the Centu ry Aerospace hangar  and
Sa ndia  Hangar  a rea s, r espect ively.

A design a t ed parking area , wes t  of the
a ir  ca rgo building tr uck cour t  provides
for  em ployee a nd vis itor pa rking a t  the
a ir  ca rgo bu ilding.  There a re
approximately 113 des igna ted pa rking
spaces in  th is lot .

S UP P OR T FACILITIES

AIRP ORT MAINTENANCE

The City of Albuquerque, Avia t ion
Depa r tmen t , a ir field  m a in t en a n ce
facility is loca ted a t  the t erminu s of
Access Road C, nor th  of the a ir  cargo
com  plex as shown in  Ex  h  ib  it  IX-1-F  .
Encompass ing     approxima tely     th ree

acres, the a irport  ma intenance facility
i n c lu d e s  a  1 4 , 0 0 0  s q u a r e -foot
main tenance building, 13,100 squa re-
foot  equipment  st orage building, 2,500
square-foot  fleet  ma intenance bu ildin g
a n d pa ved  yar d  for  a d dit ion a l
equipment  storage and cir cula t ion .

AIRP ORT RES CUE
AND  FIRE FIGHTIN G

Albuqu erque In terna t iona l Sunpor t
opera tes a s an  a ir  ca r r ier facility un der
cer t ifica t ion  by t he U.S . Depar tment  of
Transpor t a tion .  The Code of Federa l
Regu la t ions (CFR) 14, Pa r t  139,
govern s the opera t ions of land a irpor t s
serving cer t ifica ted a ir  ca r r ier  a ircra ft .
Th e r egu la t ion s  defin e  specifi c
requ irements for  the opera t ion  of
a irpor t  rescue and fire figh t ing (ARFF)
equipment  and service.

The deed  t ransfer r ing ownersh ip  of the
runways to th e Cit y of Albuquerque
da ted March 16, 1970 an d subsequent
Memorandum of Agreem ent  da ted
August  24, 1984 est ablished t ha t  ARFF
services a t  Albuqu erque In t erna t iona l
Sunpor t  a re to be provided by the
Kir t land Air  Force F ire Depar tment .
The Kir t land Air  Force Base main ta ins
a  fleet  of 14 vehicles for  ARFF services
a t  Albuquerque Interna t iona l Sunpor t .
ARFF services  a re provided  24 hours
da ily.  The Kirt lan d Air  Force Base
opera tes two ARFF facilit ies: one
loca ted nor thea st  of Ta xiwa y A9
(Sta t ion  #2); one loca ted  south  of
Taxiway E nea r  the old a irport  t ra ffic
cont rol tower (St a t ion  #5).
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Exhibit IX-1-F
NATIONAL WEATHER SERVICE,

AFSS AND AIRPORT MAINTENANCE
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AVIATION
FUEL S TORAGE

Both  100LL a nd J et -A fuel a re a va ilable
t o civ i l  a i r cr a ft  op e r a t o r s  a t
Albuqu erque Interna t iona l Sunpor t .
All fuel facilit ies are pr ivat ely-owned
and opera ted.

Air cra ft  Service In terna t iona l Group
(ASIG) pr ovides J et-A fuel services to
the commercia l a ir  car r iers a t  the
pa ssen ger t er mina l bu ilding.  ASI fuel
storage totals 120,000 ga llons in
underground storage ta nks loca ted
adjacent  to their  veh icle main tenance
and s tora ge facility.

Both  J et-A an d 100LL Avgas a re
provided to genera l aviat ion u sers.
Cut ter  F lying Service and Seven Ba r
Avia t ion  main ta in  separa te under -
ground fuel st orage facilit ies, however ,
th ese facilit ies are loca ted in  a  common
area  a long t he wes tern  edge of the
gener a l avia t ion  complex, south  of
Taxiway K.  Cu t ter  F lying Ser vice fuel
storage tota ls 80,000 ga llons which
includes 20,000 ga llons for  100LL
Avgas and 60,000 ga llons for  J et -A fuel
storage. Seven  Ba r  Avia t ion fuel stora ge
tot a ls 60,000 ga llons wh ich  includes
15,000 ga llons  of 100LL Avgas s tora ge
and 45,000 ga llons of J et -A fuel st orage.

The fuel st orage facilit ies a ssociat ed
with  a  former  FBO opera t ion  a re now
owned and opera ted by the City of
Albuqu erque.  They a re no longer u sed
for  aviat ion fuel stora ge; instea d, th ese
ta nks a re used for  the storage of
pota ssium-aceta te used  dur ing snow
remova l opera tions.  Storage tota ls
25,000 gallons in  sepa ra te 12,500 ga llon
un dergroun d ta nks.

OT HER
TENANTS

The Na tiona l Weat her  Service (NWS)
and FAA AFSS are loca t ed a t
Albuqu erque Interna t iona l Sunpor t .
The NWS is  loca ted  nor th  of the Cla rk
Carr  Road/Access Road B in tersect ion
as shown on  Ex  h  ib  it  IX-1-F  .  Th  e N  WS
mainta ins weather  observa t ions  and
forecas t ing from th is  loca t ion .

The FAA AFSS is loca ted a long Access
Road C, south  of Clark Ca rr  Bouleva rd
Exh ibit IX-1-F .  The AFSS  provides
weather  an d flight services to pilots.

UT ILITIES

Albuqu erque In terna t iona l Su nport  is
served by elect r ica l, sewer , water  and
na tu ra l gas  services.  The following
provides a  summary of these systems a t
Albuquerque Interna t iona l Sunpor t .

WATER

The City of Albuqu erque supplies
Albuqu erque In terna t iona l with potable
water .  The Term ina l Ram p is served by
three wa ter  ma ins.  A 14-inch  main
enters the ramp area  from the nor th  on
Girard Blvd.  An 8-in ch line en ters near
the eas t  end  of the pa rking facility, a nd
a  12-inch  main  en ter s the ramp a rea
from the west  nea r  the Old Ter mina l
B u i l d i n g .   T h e s e  l i n e s  a r e
int erconnected and a re fed t hrough
mains loca ted in  Gira rd Blvd. a nd Ya le
Ave.

The Genera l Avia t ion  Ar ea  a nd
Consolida ted Ren ta l Ca r  Facility a re



IX-1-8

served by a  14-inch wa ter line inst a lled
in  University Blvd. and a  20-inch  water
ma in  tha t  crosses t he west  end  of the
a ir field.  The 20-inch  main  crosses  the
a ir field off the end of Runway 8,
through the Genera l Aviat ion  Area  and
Air  Cargo Freight  Facility.  These lines
are int erconn ected.  The pr ima ry wat er
lines a t  Albuquerque In t erna tiona l
Sunpor t  a  r  e sh  own on Ex  h  ib  it  IX-1-G.

SANITARY S EWER

The City of Albuqu erque owns t he
sanita ry sewer  system tha t  collect s
w a s t e w a t e r  fr om  Al b u q u e r q u e
In terna t iona l Sunpor t .  The collect ion
system enters the Termina l a rea  from
two loca t ions, a n  8-inch main  eas t  of the
Facility and an  8-in ch ma in on t he West
end of the Facility.  Both  of these lines
connect  to a  12-inch  main  tha t  runs t o
the nor th  in  Ya le Blvd.  The t r itu ra tor
(dump st a t ion  for  a ir line wast e) is
loca ted near  the west  side of the ramp
area . The t r it u ra tor  discharge is
collected in  the Ya le Blvd. m a in .

The Genera l Avia t ion  Area  and  the
Consolidat ed Ren ta l Ca r  Facilit y a re
served by a n  8-inch  san ita ry sewer
ma in  loca ted in  Universit y Blvd and
Cla rk Car r Blvd.  This line crosses  the
University of New Mexico Golf Course
to the west .

An eigh t-inch sewer line serves the
proper ty adjacen t  to the sou thern
port ion  of Spir it  Dr ive.  The Cla rk
Car r /University sewer  lines ser ve th e
nor thern  port ion  of Spir it  Dr ive
includin g the Air  Ca rgo Freigh t  Facility
and Southwest  Air lines Reserva t ion
Facility.  The pr ima ry san ita ry sewer

lines a t  Albuquerque In terna t iona l
Sunpor t  a re sh  own on Ex  h  ib  it  IX-1-G.

STORM SEWER

Albuqu erque In terna t iona l Sunport  has
an ext ensive storm sewer  system tha t
dra ins over  2,200 acres.  The storm
sewer  system divides the a irport  and a
port ion  of Kir t land Air  Force Ba se in to
dra inage basins tha t dra in  to ou t fa lls to
the Tijeras Arroyo t o the south  and  the
South Diversion  Channel to the west .
The ar eas locat ed east  of Runway 17-35
and nor th  of Ta xiway E flow to three
out fa lls loca ted on  KAFB proper ty.  The
dra inage ba sin s loca ted with in  KAFB
nor th of Ta xiway A a lso flow to these
out fa lls.  A la rge deten t ion  ba sin ,
85-acre-ft . capacit y, is loca ted  on  the
la rgest ou t fa ll to lower t he peak flow
in to the a r royos feeding t he Tijeras
ar royos.

The ba sin s south  of Ta xiway E  flow
eith er  to an  out fa ll loca ted  south  of the
MIT sit e or t o the west  to an  out fa ll
th rough the UN M Golf Course.  The
southern  out fa lls lead to the Tijeras
Arroyo while th e west out falls lead to
the Southern  Diver sion Channel.

The a rea  nor th or Taxiway E a nd ea st
of Run way 17-35  all dra in  to s torm
dra in  pipes leading to out falls to the
South Diver sion Channel.  Most  notable
of the out fa lls from these ba sin s a re the
systems tha t  dra in  the wes t  Termina l
Ramp and wes tern  por t ion  of the
a ir field, the eas t  por t ion  of the Termina l
Ramp, Runway 17-35 and the landside
area  of the Termina l and  Parking
Facility.  Two ma jor out falls serve these
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system s.  On e exit s the a ir field  off the
end of Runway 8 a nd crosses I -25 near
the Sunpor t  In terchange.  The second
system exit s a irpor t  proper ty n or th  of
the Termina l loop  road to Ya le Blvd.
and eventua lly to th e Kir t land Channel.

Addit iona lly, a  st orm dra ina ge system
was const ructed with  Sunpor t  Blvd.
Th is sys tem dra in s t he a rea  in  fron t  of
the Termina l a nd Sunpor t  Blvd.  Th is
system discha rges un der  I-25 adjacent
to the syst em tha t comes from t he west
end of the a irfield.

The City of Albuquerque Public Wor ks
Depar tment  and Aviat ion  Depar tment
ma in ta in  the storm dra in  system
loca ted on  City or  Airpor t  p roper ty.  The
Tijeras Ar royo and the Sou th Diversion
Ch a n n e l  m a in t en a n ce  a r e  t h e
responsibilit y of the Albuqu erque
Met ropolita n  Arroyo and  Flood Cont rol
Author ity (AMAFCA).  Kir t land Air
F or ce  Base  i s  r e spon s ib le  for
main tenance of the storm dra in  systems
on Air  Force proper ty.  The s torm
dr a in a ge syst em a t  Albuqu erque
In terna t iona l Sun port  is shown on
Ex  h  ib  it  IX-1-H  .

ELECTRICAL P OWER

Public Service Company of N ew Mexico
p r ov i d e s  e l e ct r i ca l  p ow e r  t o
Albuqu erque Interna t iona l Sunpor t .
The Termina l is fed from the Miles
Su bst a t ion  loca ted nor thwest  of the
a irpor t .  The a ir field is fed from the
WESMECO Subst a t ion  and the Sewer
Plant  Su bst a t ion  through t wo elect r ica l
cont rol vau lts loca ted on t he a irfield.

The Terminal building has back-up
genera tors tha t  au tomat ica lly switch
on-line if there is a  fa ilure in t he PNM
feed.  Th e P arking F a cility is fed from
an emergency gener a tor  loca ted near
the toll booths and the Termina l
Bu ildin g is  fed  from two genera tors
loca ted ad jacent  to the Opera t ions
office.  PNM can  swit ch  the t ermina l
feed from the Miles Subs ta t ion  to the
Wesmeco Subst a t ion  if there is a  need
by clos ing a  pole mounted switch
loca ted west  of the a irpor t .

The a ir field has back up u t ility feeds
through au tomat ic t ransfer  switches
loca ted a t  t he Nor th  and South
Elect r ica l Vau lts.  The Sou th  E lect r ica l
Vault  uses  the Sewer  P lan t  feed as it s
pr efer red source and  the Nor th
E lect r ica l Vault u ses t he Wesmeco feed
as it s preferr ed feed.  I f one of the PNM
feeds fa ils , the au tomat ic t ransfer
swit ch  will br ing t he other  PNM feed
on-line.  If both  PNM feeds fa il,
emergency genera tors loca ted a t  each
vault  will come on  line a nd will provide
power  for  t he runway and t axiway
ligh ts and the FAA nava ids on  Runway
8-26 and 3-21.  Th e cont rol of the
a ir field light ing and sign system is
provided through a  redu nda nt  radio
link with  the Air Traffic Cont rol Tower .
Each elect r ica l va ult  has cont rol
equipment  to a lso con t rol the system.
The a ir field ligh t ing and  cont rol system
is a  fa il-sa fe sys tem where a ll of the
ligh ts and signs on the a ir field will
come on  if th e cont rol system  fails.
Exh  ib i t  IX-1  -J  dep  ict  s p  r  im  a r y
elect r ica l service lines a t  the a irpor t .
Exh  ibit  I X-1 -K dep  ict  s com  m  u  n  i-
ca t ion , na tu ra l gas, a nd Kir t land Air
Force Base fuel facilities.
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PASSENGER FORECASTS

Planning horizon milestones of
passenger traffic at Albuquerque
International Sunport were derived
from the forecasts in Chapter Two
and are summarized in Table IX-2-
A.  The planning horizon milestones
were utilized to develop facility
requirements for roadways, the
terminal curb and parking as
discussed in the following sections.

GROUND ACCESS
CAPACITY

As a means of describing the
operational efficiency of a given
roadway segment or intersection,
the range of service quality has been
defined in terms of six descriptive
service levels.  These levels are
described in Table IX-2-B.  Level of

service (LOS) “C” is generally used
as the standard for planning of
transportation facilities for peak
hour traffic conditions.  However,
LOS “D” is often accepted in
urbanized areas where the cost or
impacts to provide LOS “C” is
prohibitive.

OFF-AIRPORT
ACCESS CAPACITY

As part of the 1998 Landside Master
Plan, an assessment of the quality of
traffic service on the roadways and
intersections in the vicinity of the
airport was performed.  This
assessment found that the
intersection of Yale and Gibson
Boulevard was operating at or
above capacity during morning and
afternoon peak periods.  Further
south, the intersection of Yale

Chapter Nine
Parking, Access, and

Support Facilities
Section Two

DEMAND/CAPACITY
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with  Randolph  Road is exceeding
capacity during the afternoon peak.
The southernmost  I-25 in t erchange
used by a irport  t ra ffic is a t  University
and Rio Bravo Bou levar ds.  The
sign a lized int ersect ion of these roads
with   the  nor thbound r amp is a lso a t  or

above capacity during the morning and
afternoon peaks., while th e southbound
ra mps opera te a t  LOS F  du r ing t he two
peak per iods.  The nor thbound on-ramp
to I -25 from Gibson  Boulevard opera tes
at  LOS F during th e morning peak.

TABLE IX-2-A
P a s s en g e r P l an n i n g H ori zo n  Mi le s to n e s

P la n n in g  Ho riz on s

1999
Sh ort
Term

Inte r-
me diate

Lo n g
Range

Ai r li n e En p l a n e m en t s
Annua l 
Peak  Month
Design Da y
Design  Hour
T ot a l  P a s sen g er s
Design Da y
Design  Hour

3,131,951
299,599

9,987
1,178

19,974
2,080

3,900,000
374,000

12,500
1,450

25,000
2,550

4,700,000
451,000

15,000
1,690

30,000
2,970

7,100,000
682,000

22,700
2,315

45,400
4,040

TABLE IX-2-B
Leve ls  Of Serv ice

Leve l o f Serv ice Descr ipt ion

A Free flow, min imal delays

B St able flow, occasiona l delays

C St able flow, per iodic delays

D Rest r icted flow, regula r  delays

E Ma ximum capa city, exten ded dela ys

F Forced flow, excessive dela ys

Source: High way Capacit y Manua l, Transpor ta t ion  Research Board
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The 1993 Airport Master  Plan
indica ted tha t  the Gibson  and Yale
in tersect ion  was a t  or  above capacity
even then .  S ince tha t  t ime, Sunpor t
Bou leva rd wa s const ructed, a nd t ra ffic
wa s relieved.  Average da ily t ra ffic
(ADT) on  Gibson  west  of Ya le was
counted by the Middle Rio Gra nde
Council of Governments (MRCOG) a t
28,200 in 1998 compared to 44,000 in
1989.

The 1998 La n ds id e  Ma st er P la n  also
assessed th e int ersections for  projected
2005 t ra ffic levels .  The study h ad
forecast  annua l en planem en ts a t  5.1
million  tha t  yea r , which  wou ld be just
beyon d t he in t ermed ia t e hor izon
milestone of 4.7 million .  The LOS of
the int ersect ions pr eviously men t ioned
would cont inue t o det er iora te.  In
addit ion , the in tersect ion  of I-25 ra mps
with  Su nport  Bouleva rd would fall
below LOS D, as would t he I-25 ra mps
a t  Gibson .  The in ter sect ion  of Gira rd
Bouleva rd with  Gibson  would a lso be
opera t ing above capa city.

TERMINAL AREA
ACCES S CAP ACITY

With the development  of Sunpor t
Boulevard, there are now three d ifferen t
roadways tha t  appr oach  the a irpor t .
The other  two, Gira rd and Ya le
Boulevards have long provided access to
the t erm ina l loop.

Exh  ibit  I X-2 -A com  pa  res pea k hour
t r a ffic levels in  the t ermina l a rea  to the
levels of service of th e roadwa y.  These
counts a re based  upon t r a ffic cou nts
taken  with  in  th e last  two year s at
Albuqu erque Interna t iona l Sunpor t .

The coun ts ha ve been adjust ed to
repr esen t  the design h our  of the peak
month .  They ha ve a lso been adjust ed to
reflect  the r eloca t ion  of the r en ta l ca r
r eady a n d r et u r n  a r ea  t o t h e
consolidat ed facility on  University
Boulevard in  ea r ly 2001.  This will
result  in  fewer  ren ta l cars  in  the
t ermina l loop, but  an  increa se in  shu t t le
buses.

The qua lity of t ra ffic service on  key
roa dway segments  in  the a irpor t  a rea
was assessed using plan ning-level
capa cities for  each  type of roadway.
The FAA ou t lines LOS C and D t ra ffic
volum es for a irport  roadwa ys in  FAA
Advisory Circu lar  150/5360-13 Design
Gu i de li n e s fo r Ai rport Terminal
F a ci li ti es .  Volumes r ange from 1,600
vehicles per  lane per  hour  for  limited
access with  grade separ a t ions to 300
vehicles per  hour  for  the lane closest t o
the termina l curbfron t .  Merge a reas
can  reduce capa city as well.

The resu lt s  shown in  Ex  h  ib  it  IX-2  -A
are based  on  the maximum volum e per
hour  per lan e un der LOS C an d D
condit ions. As might  be expected , the
ear liest  bot t lenecks will occur  in  fron t  of
the term ina l.  The depar ture curb on
the upper  level has t hree la nes p lus
curb loadin g.  The inside la ne
essen t ia lly act s a s a  merge and a  double
parking lane, so it  p rovides  no
throughput capa city.  The m iddle lane
also is a ffected by maneuver ing a t  the
curb front  so it provides a  limited
ser vice volum e of 300 vehicles per  hour .
The outs ide lane can  accommodate up
to 600 vehicles per  hour , resu lt ing in  an
effective capacity of 900 vehicles per
hour  in  fron t  of the termina l.  This
sh ould be a dequ a te t hrough  the
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in termedia te p lanning hor izon , bu t  the
long ra nge horizon is expected to
genera te 974 vehicles dur ing th e peak
hour , exceedin g the depar ture roadway
capacity.

On the lower  level, t here is a  shor t
wea ve a rea  where t r a ffic merges  from
the Ya le and Su nport  Bou leva rd
ent rances to the en t rances  to the
parking lot  a nd  the a r r iva l curb.  The
capacity of t h is ar ea is estima ted at
1,200 veh icles per  hour .  Long range
h or izon  t r a ffic levels  w i l l  be
approaching th is  volume by the long
range p lanning hor izon .

Another  a rea  for  fu ture concern  is  the
termina l return  lan e where it m erges
with  Yale Boulevard .  The capacity of
th is lane is est ima ted a t  420 vehicles
per  hour  due to the limited spa ce for
merging with  oncoming t ra ffic.  This
will begin  to slow down by the
in termedia te hor izon , a nd will be more
ser iously affected in t he long ter m.

TER MINAL CURB CAP ACITY

The t ermina l curb element  is the direct
in t er face between the t ermina l bu ildin g
and the ground t ransport a t ion  system.
The length  of curb a va ilable for  loadin g
and unloading passengers and ba ggage
is determined by t he type and volume of
gr ound veh icles an t icipa ted du r ing the
peak per iod on  the design da y.  The
a irpor t  has a ppr oxima tely 630 feet  of
enpla n ing or  depar ture curb a long the
eleva ted roadwa y front ing the t ermina l.
On the lower level, there is 660 feet  of
deplan ing or  a rr iva l curb front ing the
bu ildin g for  use by au tos  and t a xis.  In
addit ion , there is a n  commercia l isla nd
with  660 feet  of addit iona l space for  use
by commercial vehicles such  as sh ut t les
an d full-size buses.

A curb survey was  per formed January
10-13, 2000 to determine the vehicle
mix, and a verage dwell times a t t he
curb front s.  Table  IX-2-C depicts  the
vehicle mix as  adjus ted  for  the
reloca t ion  of t he rent al car s facilities.
Th is resu lted in  a  lower  percentage of
au tos and a  h igher  percentage of
shu t t les tha n a ctua lly observed.

TABLE IX-2-C
Veh icle Mix Enplan ing  an d De plan ing  Curbs

En plan in g Cu rb (%) De plan in g Cu rb (%)

Auto
Ta xi
Limo/Shut t le
Bus/Other

77
3

20
0

46
8

43
3

Tota l 100 100

Sour ce: Termina l Cur b Su rvey per formed by Coffman Associat es, J anuary 10-13,
2000.  Adjus ted for  reloca t ion  of ren ta l ca r  facilit ies.
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Exhibit IX-2-A
TERMINAL ROADWAY DEMAND/CAPACITY
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PEAK HOUR VOLUMES

Location
LOS C-D
Volume Current

Short
Term

Long
RangeIntermediate

 1,800 417 513 596 813

 900 284 349 406 553 

 900 414 509 592 806 

 2,400 435 535 622 848 

 1,800 218 268 312 421 

 1,800 197 242 281 383 

 1,200 611 751 873 1,190

 1,200 294 362 421 574 

 1,200 317 389 452 616 

 900 502 617 718 974 

 600 90 111 129 176 

 300 97 119 138 189 

 900 130 160 186 253 

 1,200 317 390 453 618 

 300 69 85 99 135 

 1,200 433 532 619 839 

 900 146 180 209 285 

 600 219 269 312 426 

 1,200 404 497 620 791 

 2,700 1,227 1,508 1,753 2,389 

 1,800 684 841 978 1,332 

 2,400 543 667 775 1,057

 420 281 345 401 547 

 1,800 403 496 577 786 

1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16
17
18
19
20
21
22
23
24

Note: Red number indicates level of service below LOS D.



IX-2-5

Dwell times by the var ious t ypes of
vehicles were a lso observed .  From the
su rvey, the avera ge dwell t ime wa s
determined for  each  vehicle type a nd is
included in  Table  IX-2-D .  The
observa t ions  indicated t ha t  dwell t imes

on the en pla n ing curb wer e wit h in
rea son  for  an  efficient ly-opera t ing curb.
Pr iva te au tos avera ged two minu tes,
and taxis averaged 1:30.  Limos and
shut t les averaged approxima tely a
minu te.

TABLE  IX-2-D
Veh icle  Curb Dw ell  Time s
Albu qu e rqu e  Inte rn ati on al Su n po rt

Av e ra ge  D w e ll Ti m e * Curbfron t/Veh ic le

Veh ic le
Type

Veh ic le
Le n gth  (ft .)

E n pla n in g
(min: sec .)

D e p la n in g
(min: sec .)

E n pla n in g
(ft .-min .)

D e p la n in g
(ft .-min .)

Auto
Ta xi
Lim o/Sh ut t le
Bus

25
25
35
45

2:03
1:33
1:02
NA

6:57
4:46
4:54
5:09

51
39
36
NA

174
119
172
232

Sour ce:  Termina l curb su rvey per formed by Coffman Associat es, J anuary 10-13, 2000.

On the lower  level, t he deplan ing cu rb
experiences much longer  dwell t imes.
At  the inside curb, t axis and au tos were
found to a verage n ea r ly seven  and five
m in u t es  r espect ive ly.   At  t h e
commercia l curb, dwells a lso avera ged
five minutes.  Dwell t imes of over  four
minutes a re considered excessive an d
an inefficient  use of the ava ilable curb
spa ce.  St r icter  enforcement  should be
considered to reduce the longer  park ing
per iods on t he curb.

With  the veh icle m ix and the dwell t ime
informat ion , the capacity of the exist ing
a r r iva l and depa r ture curbs can  be
determined.  Th e curb front  capa city,
expressed in  vehicles per  hour  is
pr  esen  t  ed in Table  I X-2 -E .  T h e cu r b
space is det ermined by dividin g the
curb  space  ava ilable  (feet -minutes per

hour) by t he a verage curb occupancy per
veh icle (feet -minutes/vehicle).  Cur b
space ava ilable is  determined by
mult iplying the length  of curb by 42
minu tes for  each  hour .  Th is was
determined sepa ra tely for  the enplan ing
curb, the a ut o deplaning cur b, and t he
commercial island.

The t able compares the curb capacity
with  the vehicles per h our  expected for
each  planning hor izon .  It is evident
from the table tha t  the deplan ing curb
is a lrea dy opera t ing a bove capa city,
wh ile the en pla n ing curb will exceed it s
capacity by the 4.1 million  enplanement
level of the shor t  t erm hor izon .  The
commercia l curb will be adequa te
through a t  leas t  the in termedia te
horizon of 4.7 million en planem ent s.
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TABLE  IX-2-E
Curbfront Capacity
Albu qu e rqu e  Inte rn ati on al Su n po rt

P la n n in g  Ho ri zo n s

Capacity
(ve h /h ou r) Curre n t

Sh ort
Term

Inte r-
me diate

Lo n g
Range

Enplan ing Curb 570 477 586 682 925

Deplan ing Curb
Auto/Taxi
Shut t le/Bus

167
157

180
97

222
119

258
138

351
189

VEHICLE P ARKING

Vehicle pa rking associa ted with  the
pa ssen ger termina l includes spa ces
u t ilized by p a ssen ge r s , vis it or s ,
employees, and r en ta l ca rs.  Park ing
spa ces a r e clas sified a s pu blic,
employee, a nd ren ta l ca r .

Loca l a ir  t raveler s u sin g ABQ h ave
severa l pa rking choices if they elect  to
dr ive an d pa rk.  The a irport  ha s a
parking s t ructure and  long t erm su r face
lot  immedia tely nor th  of t he t ermina l
bu ildin g.  With  the recent  open ing of
the consolida ted ren ta l ca r  facilit y,
t hese two lot s pr ovide 3,727 public
par king spaces.

In  a ddit ion, pr iva t ely-own ed a nd
opera ted remote lots a re ava ilable a long
Yale and Sunport  Bouleva rds, the main
access roads to the a irpor t .  Each
pr iva te lot  offers shut t le service to and
from the t er mina l.  There a re pr esent ly
an estima ted 8,100 spa ces a va ilable in
th e privat e lots.

It  is unusu a l to ha ve such  a  la rge
reserve of pr iva te pa rking lot s loca ted

in  close proximity to a  medium hub
a irport  such  as ABQ.

Hist orically, the on-a irpor t  parking has
captured appr oxima tely 50 percen t  of
the ma rket.  This declines when on-
a irpor t  spaces a re not  ava ilable.  The
a irpor t ’s lot s were full on 75 days in
1999.  Occupa ncy has a vera ged 80
percen t .  Th is indica tes tha t  the on-
a irpor t  demand is  exceedin g the
capacity.  Wh en space is not  ava ilable
on-a irpor t , vehicles essen t ially use the
off-a irpor t  par king as overflow lots.
Th is resu lt s  in  a  loss of poten t ia l
revenue for  the a irpor t .

With  over  2.7 m illion  or igina t ing
passengers in 1999 a nd 3,397 on-a irpor t
pu blic spaces, the a irport  provided
1,256 spaces per  million  or igina tions.
The relocat ion of th e rent al car s from
the parking garage increases  the on-
a irpor t  spaces to 3,727.  Based u pon
curren t  act ivity, it  was est ima ted tha t
the a irport  needed a t  least  a  20 percent
increa se in  the spa ces available or  1,500
spa ces  pe r  m il l ion  or ig in a t in g
passengers.  Given  tha t  ha lf the market
for    pa rking   t radit iona lly  goes  to  the
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pr iva te lot s , th is would equa te to a  t ot a l
parking requirement  of 3,000 spaces per
million  origina tions.  Th is is  a  typical
ra tio at  ma ny airports.

Table  IX-2-F  depicts the capacit y of t he
exist ing pu blic pa rk ing in  rela t ion  to
a n n u a l p a ss en ge r  or ig in a t ion s .
Assuming the t rad it iona l 50 percent
split , on-a irpor t  parking is  approxi-
mately 10 percen t  over capa city.  Un der
th is sa me assumpt ion , off-a irpor t
parking wou ld be sufficien t  to 5.4
million  or igina t ions.

If no addit iona l pa rking is pr ovided, t he
ava ilable pa rking would be opera t ing a t
ca pacity by 3.9 million  or igina t ions, or
sh or t ly before  t he  in t e rm edia t e
plan ning horizon m ilestone is rea ched.

Termina l employee parking is provided
in  a  550 space lot west  of the t ermina l.
Typically, airport  employee parking
avera ges 175 spa ces per  million  annua l
origina tions.  This ra t io was applied to
determine the exist ing capa city t o be
the 3.14 million  or igina t ions. Ther efore,
a ddit iona l employee pa rking could
become necessa ry in t he shor t  t erm.

T AB L E  IX -2 -F

A u t o  P a r k i n g  C a p a c i t y

Av a i la ble

(s p a c e s )

O r i g in a t i n g  P a s se n g e r

C a p a c i t y  ( m i l li o n s )

C a p a c i t y

H o r iz o n

P u b lic P a r k in g S pa ce

O n -Air p or t

Of f-Airp or t  (e s t ima tes )

T ot a l

  ( @ 3 ,000  p er  m ill ion

or ig in a t ion s )

3 ,727

8 ,100

11 ,827

2 .48*

5 .40*

3 .94  

S h or t

Lon g

I n t er m e dia t e

R en t a l C a r

 ( @ 315  p er  m ill ion

or ig in a t ion s )

1 ,200 3 .81 I n t er m e dia t e

E m ployee

 ( @ 175  p er  m ill ion

or ig in a t ion s )

550 3 .14 S h or t

*  Ass u m es  t r a d it ion a l 50  p er cen t  sp lit  be t w ee n  on - a n d  off-a ir p or t  p a r k in g.  Tot a l ca p a city

a ssu m es p a r kin g spl i t  a ccordin g to  spa ce ava i la bi l ity .

Renta l car  ready/return  spa ces have
been increa sed  to 1,200 with  the
opening of the consolida ted facility.
Ba sed u p on  r en t a l ca r  s u r veys
conducted for  the Lan d s id e  Ma s te r
Plan   in  1996, th e ra t io for  ready/return

spa ces a t  ABQ is 315 per  million  annua l
origina tions.  Table  IX-2-F  includes the
ren ta l ready/return  capacity.  The
curren t  r eady/r etu rn  space should be
adequa te th rough  the in termedia te
horizon level.
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EXTER IOR  U T ILIT IES

C AP A CIT Y

WATER

The exist ing t ermina l and  park ing
facilit ies appear  to have sufficient  wa ter
su pply, both  for  potable use and  for  fire
flow.  Addit iona l facilit ies const ructed
in  the fu tu re may r equ ir e addit iona l
su pply lines depending on  the size and
use of th e facility a s well as th e loca t ion
of the new facilit ies  and exist ing water
ma ins.

The U.S. Post  Office, Old Termina l
Bu ildin g, the fligh t  kit chen and other
facilit ies locat ed west of th e existing
termina l bu ilding ar e supp lied wat er
from a  main  tha t  runs nor th -sou th from
Yale Blvd. to the southern  por t ion  of the
a irpor t .  The main  was  reloca ted  and
upgra ded during the Su nport  Blvd. and
Runway 8-26 Reconst ruct ion  pr oject s in
1996-1997.  The old  water  ma in ’s
a lignment  crossed t he old Ya le La ndfill
and a  por t ion  was out  of service due to
the line brea king from t he set t ling
landfill.  The new line was  reloca ted  out
of the landfill an d is adequate for  the
exist ing facilit ies tha t  it  su pplies in  th is
a rea .

Developable proper ty lies  to the west of
the exist ing facilit ies and the water
ma ins.  It  is expected th a t  t he exist ing
lines would h ave t he capa city for
development  in  th is  a rea  depending on
the type and u se of the facilities.  Care
sh ould be exercised in loca t ing new
lines in  the a rea  due to the loca t ion  of
landfill ma ter ia l in  t h is a r ea .

The new Rent -a -Car  Facility (RAC)
const ructed eas t  of University Blvd,

sou th of Access Road B is supplied
through a  water  ma in  in  University
Blvd. and a conn ected m ain  in Access
Road B.  The wa ter  system is looped
through the City mains  tha t  run  nor th-
sou th a long t he wes t  boundary of the
a irpor t .  The South  Genera l Avia t ion
Area  and Air  Freight  Ca rgo Fa cility and
other  sm aller  facilit ies loca ted in  the
southern  por t ion  of the a irpor t  proper ty
are supplied water  th rough t he sa me
mains tha t  serve t he n ew RAC F acility.
The wat er supply ma ins to these
facilit ies have been  upgr aded recent ly
and appear  to be adequa te for  the
exist ing development .  Addit iona l
development  may r equ ir e addit iona l
supply lines fed off of the sa me mains
depending on  the type, u se a nd loca t ion
of the facilit ies.

The a irpor t  p roper ty loca ted  south  of
the a ir field , namely south  of Runway
12-30 and Runwa y 3-21 does not h ave
Cit y of Albuquerque wa ter  feed in  the
a rea .  There is a  4-inch wa ter  line t ha t
pa ra llels South  Ga te Road on Air  Force
proper ty tha t  serves the FAA Airpor t
Su rveillance Radar  and the Air  Force
insta lla t ions to the eas t .  Development
by the City would requ ire exten s ion  of
the City wa ter  system to th is a rea .

SANITARY S EWER

The exist ing termina l and pa rking
facilit ies a re connected to the City
sanita ry sewer  sys tem to an  8-inch
sewer  on t he east  side of the facility and
an 8-in ch sewer  on  the wes t  side of the
facility.  Both  8-in ch lines connect  t o a
12-inch  main  loca ted in  Yale Blvd.  The
exist ing sewer  lines a ppea r  to be
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adequa te for  the flows genera ted from
th e existing facilities.

The U.S. Post  Office, fligh t  kit chen and
other  facilit ies loca ted to the west  of the
termina l bu ilding a re connected to the
City sa n ita ry sewer  syst em through
collectors t ied t o the Ya le Blvd. m a in .
Th ese facilit ies a ppea r  t o h a ve
sufficient  collect ion  through the exis t ing
sanita ry sewer  sys tem.  Addit iona l
development  may requir e addit iona l
ca pa cit y in  t h e con n ector  lines
depending on  the type, use and loca t ion
of the facilit ies.

The new RAC facility is served by the
City’s sa n ita ry sewer syst em by an  8-
inch main  loca ted in Un iversity Blvd.
The new developmen t  has a  collect ion
system with in t he development  tha t
discha rges in to the exist ing main  in
Un iversity Blvd.

The development  south  of the RAC
facility a s well as  t he Sou th  Genera l
Avia t ion  Area  is  served  by san ita ry
sewers in  Cla rk Ca rr  Blvd. a nd Spir it
Dr ive.  These systems discharge in to
mains loca ted in  University Blvd.
These facilit ies are adequa tely served
by the exist ing sys tem.  The collectors
in  Spir it Dr ive were designed t o
a ccom m od a t e  fu l l  com m e r ci a l
development  a long t he Spir it  Dr ive
corr idor .

The por t ion  of the a irpor t  loca ted south
of Runway 12-30 and Runwa y 3-21 is
not  served by a City san ita ry sewer line.
There is not  current ly development  on
a irpor t  proper ty in  th is a r ea  tha t
r equ ir es sa n ita r y sewer  ser vice.
Development  in  th is a rea  will require

insta lla t ion  of collectors and connect ion
to the City system.

STORM SEWER

Th e  Albuqu er qu e  I n t er n a t ion a l
Dra inage Mast er  P lan , May 1995
a na lyzed th e existing airport  storm
dra inage sys tems for  capacity and
discharge flows and volumes.  S ince the
dra inage master plan  was pu blished,
many of the dra inage improvements
recommended have been  accomplished.
Most  sign ificant ly, a  dr a inage diversion
was made for  the flows gener a ted nor th
of the South  Gen era l Avia t ion  Area .
The h istor ic discharge for  st orm water
flows or igina t ing in  th is a rea  was to the
west .  In  order  tha t  t he flows at  th e
crossing a t  Un iversity Blvd and Cla rk
Carr  Blvd. could be brought  with in  the
crossing’s capacit y, a  por t ion  of the
s torm wat er wa s divert ed to the sou th
of the a irport  th rough a  system
const ructed in  the Runway 3-21
reconst ruct ion  project .  Other  discharge
and storm dra ina ge improvemen t s
recommended in  t he dra ina ge ma st er
pla n  h a ve been m a de in  t h e
const ruct ion  projects  completed  since
1995.

There a re three remain ing port ions of
the a irport  tha t  have storm dra inage
improvemen ts recommended in  the
dra ina ge mas ter  plan  tha t  have not
been  accomplished.  One ar ea is th e
port ion  of the a irfield loca ted adja cent
to the n ort her n en d of Runway 17-35.
The exist ing st orm dra ina ge system
capa city is not  su fficient  just  upst ream
of the discharge point  in to the 36-inch
Gibson  Blvd. st orm dr a in .
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The second a rea  wit h  st orm  dr a inage
problems with in  t he a irpor t  dra inage
area  is on the t ermina l ramp, nor th  of
the B Concourse .  The storm water
dra ins in  th is ar ea by surface flows.
The slope of the pavement  does  not
a llow the storm wa ter  t o dra in
sa t isfactorily.  The recommenda t ion
included in  the dra inage master  plan
ca lled for  ext ension  of a  st orm dra in
ins ta lled in  1991 to th is a r ea .  It  was
a n t icipa t ed t h a t  t h e dr a in  line
ext ension  would be const ructed when a
rehabilit a t ion  project  was a ccomplished
on the t ermina l apr on  pa vemen t  in  th is
a rea .

The th ird a rea  wit h  st orm  dr a inage
problems ident ified in  the dra inage
mast er  pla n  tha t  has not  been remedied
begin s a t  the nor thea st  side of the
t ermina l apron .  A rest r ictor  pla te wa s
insta lled during the t ermina l expa nsion
project  in t he lat e 1980’s because the
s torm dra in  downst r eam does n ot h ave
the capacit y for  the flows genera ted
upst ream.  The rest r ictor  pla te causes
ponding on  the termina l apron  during
lar ger storms  and over  t ime, the
ponding will ha rm the pavemen t .
Resolu t ion  of the capacity problem
downst r eam of t he rest r ictor  pla te
involves replacing the downst r eam
storm dra in with  lar ger pipe.

Downst r eam of th e basin discussed
above, the storm dra ina ge discharges
in to th e Kirt land Chann el.  This is a
concrete lined storm dra ina ge channel
loca ted west  of Yale Blvd .  Dur ing la rge
s torm event s, th e freeboard  in  the
channel is  not  sufficien t  to conta in  the
flows.  Extens ion  of the freeboard
through a  por t ion  of the channel sh ould
elimina te th is problem.

ELECTRICAL P OWER

The exist ing Ter mina l and P arking
St ructure a re fed from the Miles
Subs ta t ion . The Termina l and  the
Park ing St ructure a re both  support ed
by the emergency genera tors tha t  a re
swit ched a u t om a t ica lly when the
primary power feed fa ils.  The
genera tors supply enough power  for
essen t ia l opera tions.  In  the Termina l
most  of the jetways are not  powered by
the emergency gener a tors, however .
The except ion  is a t  gat es A9-12.  These
ga t es wer e a dded in  the la st  t ermina l
expa nsion project  and a re fed by
emergency power gen er a tors.  N o other
ma jor  capa city issues have been
repor ted on  the t ermina l and  park ing
str uctu re electr ical feeds.

The a irfield is  fed  from redundant
power sources and is backed by
emergency genera tors.  Th is syst em has
been  test ed with  rea l-t ime outages  and
has opera ted  successfu lly.  All of the
runways a re fed by the redundant
system.  A computer  con t rol system will
au tomat ica lly tu rn  on  the selected
ru nwa y and t axiway lights if th ere is a
cont rol fa ilure.  Some of the FAA
insta lla t ions such  as t he Ru nwa y 8 and
Runway 3 glide slopes and ILS ar e also
included in  the r edunda nt  power
system.  The a irfield elect r ica l power
feed system was upda ted to the cur ren t
configura t ion  and  capacity during the
Runway 8-26 Reconst ruct ion  project .
There is some excess capa city in  the
system if addit iona l demand is ins ta lled
in t he a irfield light ing syst em.
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Access and parking facility require-
ments based upon demand/
capacity relationships were
developed for the components of
terminal access, parking, curb front.
Additionally, support facility needs
with regard to airport rescue and
firefighting, snow removal, fuel
storage, and maintenance were also
evaluated. Phased requirements for
the activity milestone levels are
presented in the following
subsections.

AIRPORT ACCESS
ROADWAYS

OFF-AIRPORT ACCESS

The previous demand-capacity
review has indicated that several
intersections around the airport
have operated at LOS D or lower. Of
particular concern in the past has
been Gibson Boulevard and its
intersections with Yale Boulevard
and Girard. These roadways
provided the primary access to the
airport terminal until the late 1990’s.
The construction of Sunport
Boulevard to provide a more direct
route to the terminal from Interstate 

25 has reduced the level of terminal-
related traffic on Gibson, Yale, and
Girard. The opening of the new
rental car facility was expected to
further reduce terminal traffic
utilizing these three roadways. This
has given only a temporary reprieve
as other traffic continues to grow 
on this roadway.

The other locations experiencing
lower LOS are the ramp
intersections of the airport access
routes with I-25. Intersections
improvements at Sunport 
Boulevard and I-25 will need
upgrading as activity increases.
Traffic signals have provided 
short term capacity improve-
ments, additional turning lanes
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and ra mp improvemen ts may be
necessa ry in t he fu ture.

Another  considera t ion  is a lt erna t ive
t ranspor ta t ion  modes for  airport a ccess,
in  pa r t icu la r  ligh t  r a il.  As a  ma jor
t ranspor ta t ion  cen ter , the a irpor t  will
need to be considered a s a  dest ina t ion
in  regiona l ligh t  ra il pla ns.  Airpor t
pla nning must  consider  the poten t ia l for
ligh t  ra il access in  fu ture.

ON-AIRP ORT ACCES S

Accordin g to the demand-capacity
an alysis.  The t ermina l loop roadway
cur ren t ly has a dequ a te capa city.  As
t r a ffic in crea ses long t er m, key
bott lenecks could develop in  merge
a reas and  in  front  of the termina l
bu ildin g.  A des ign to impr ove th is
condit ion  will be necessa ry in  the long
term.

The first  a rea  is on the lower (a r r iva l)
level where t ra ffic from Sunpor t
Bouleva rd merges with  t ra ffic from Yale
Boulevard.  The t ra ffic must  merge then
split  for  two des t ina t ions  -- the a r r iva l
cu rb and the pa rking ga rage.

The upper  (depar ture) level of the
termina l roadway is presen t ly limited to
two th rough  lanes.  Addit iona l lanes or
a  bypass syst em could be necessary
depending upon the u lt imate termina l
concept .

The th ird a rea  of fu ture const ra in t  is
the in t er sect ion  of t he r etu rn  loop road
with  the Ya le Boulevard.  Th e facility
needs for  the roa dway system  will be
dependent  upon the u ltim a te termina l

concept  and will be a ddressed in  the
alt ernat ives an alysis.

TER MINAL CURB FRONTAGE

The demand-capacity ana lys is  of the
t ermina l curb front  ind ica ted  the au to
curb on  the lower (a r r iva l) level is
cur ren t ly opera t ing above capa city.  The
commercia l curb on  the lower level will
r ea ch  ca pa cit y by 5.5 m il l ion
enplan ement s, or  in  the long t erm.  The
upper  (depar ture) level curb will be a t
capacity by th e short  t erm horizon of 3.9
m i l l i on en  pla  n  em  en  ts.  Tab  le  IX-3-A
out lines the curb requirements for  each
planning hor izon  milestone.

AU TO  P AR K IN G

P UBLIC P ARKING

The capa city a na lysis indica ted tha t ,
based upon cur ren t u sage pat terns, the
on-a irpor t  parking is a bove capa city.
The overflow is being accommoda ted by
the privat ely owned a nd opera ted off-
a irpor t  lot s.  Without  any a ddit iona l
pa rking, the combined on- and off-
a irpor t  pa rk ing lot s would be sufficien t
th rough  the shor t  t erm  act ivit y
m iles t on es  a n d  n ea r ly t o t h e
int ermediate milestone.

Safety and  convenience to the t raveling
pu blic is a  pr iorit y of t he Avia t ion
Depar tment .  The opt ions  to respond to
the increa sin g dema nd for  on-a irpor t
pa r k in g in clu de pr ovidin g m or e
infras t ructure or  use pr icing to a lt er
pu blic pa rking pr eferences.  P r icing
increa ses would  reduce on-a irpor t
demand a t  leas t  in  the shor t  t erm.
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TABLE  IX-3-A
Termin al  Curb Re quire me nts
Albu qu e rqu e  Inte rn ati on al Su n po rt

Avai lab le Curre n t
Sh ort
Term Interm ed iate

Lo n g
Term

Depa r ture Cu rb (l.f.) 630 540 665 775 1,050

Arr iva l Cu rb (l.f.)
Auto/Taxi
Comm er cial

660
660

710
385

875
470

1,020
550

1,385
750

The pa rking facility requ irem ents
pr  esen  t  ed in Ta  bl  e  IX-3-B  t ake in to
a ccou n t  t h e  o v e r a l l  p a r k i n g
requirement s. A tot a l of 19,200 spaces
will be n eeded long r ange.  These can be
pr ovided publicly or  pr iva tely.  The on-
a irport  requirements  based  on  a  50
percent  ma rket split a re a lso presen ted
for  planning pu rposes.  It  should be
noted, however, t he pr iva te off-a irpor t
parking opera tors have the opt ion  to
convert  their  proper ty t o oth er u ses in
the fu ture.  Th is could u lt ima tely
reduce the a va ilable pa rking.  Future
planning shou ld account  for  t h is
possibilit y.

The a irport  will need to provide shor t
term parking regard less of the on/off-
a ir por t  sp lit .   Con ven ien t  a nd
reasonably-pr iced shor t  t erm parking is
necessary for  cont rol of termina l curb
usa ge.  I f not  adequate, the use of the
curb for  pa rking increases as does loop
road  re-circu la t ion .

Typically, shor t -term parking compr ises
15 to 25 percen t  of the t ota l pu blic
pa rking r equ ir emen t  a t  a ir por t s.
Previous pa rking st udies a t  ABQ h ave
indica ted tha t  the lower  end of th is
range is representa t ive of the loca l
condit ion .  The t able relat es the number

of spaces tha t  will n eed to be pr ovided
for  sh ort  t em  users.  Wit h  a  long r ange
need for 2,900 short  t erm  parking
spaces, most  of the exist ing pa rking
s t ructure’s 3,246 spaces would be
needed just  for short  t erm pa rking.

REN TAL CAR P ARKING

The new consolida ted r en ta l ca r  facility
provides 1,200 ren ta l ca r  ready/return
spa ces and  34 acres  for  service and
stora ge.  Th e ca pacity an alysis
indica ted tha t  the exis t ing ready/return
spa ces would be a dequa te in to the
in termedia te t erm.  This is based upon
a  sur veyed need of 315 spaces per  one
million  or igina t ions.  The pr ojected
ready/return  parking requ irements a re
pr  esen  t  ed in Table  I X-3 -B and include
2,000 rea dy/return  spa ces long ra nge.

Ser vice a nd st orage needs wer e
determined to be a pproxima tely seven
(7.0) acres per  one million  pa ssen ger
or i g i n a t i on s .   T h e  p r oj ect e d
requ irements for service an d storage
are a lso presented  in  Ta  bl  e  IX-3  -B .
The presen t  space should be adequa te
beyon d the int ermediate term, but  an
area  of 45 acres will be needed long
range.
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T AB L E  IX -3 -B

A u t o  P a r k i n g  R e q u i r e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

P l a n n in g  H o ri z o n s

Av a i la ble C u r r e n t

S h o r t

T e r m

I n t e r -

m e d i a t e

L o n g

R a n g e

E n plan em en t s  (m i ll ion s ) N A 3.13 3 .90 4 .70 7 .10

Or igina t ion s  (m i ll ion s ) N A 2.70 3 .39 4 .14 6 .39

P u b li c Pa rk ing  (spa ces )

T ot a l (inclu des off-a ir por t )

O n -Air p or t

T ot a l

S h or t -t er m

11,827

3 ,727

N A

8,100

4 ,000

1 ,200

10 ,200

5 ,100

1 ,500

12 ,400

6 ,200

1 ,900

19 ,200

9 ,600

2 ,900

R en t a l C a r

Read y /Re tu rn  (spa ces )

Se rv ice /S to ra ge  (ac re s )

1 ,200

34

850

19

1 ,070

24

1 ,300

29

2 ,010

45

E m p loyee P a r k in g

Sp a ces 550 470 590 720 1 ,120

EMPLOYEE PARKING

Employee pa rking requ irements  a re
presen ted on  Table  IX-3-B as well.  As
indica ted in  the capa city a na lysis, a
ra t io of 175 spa ces per  one million
or igina t ions was used.  Addit iona l
employee parking could be necessa ry a s
the shor t  t erm act ivity m ilestone is
r e a ch e d .   E m p loy e e  p a r k i n g
requ irements can  be expected  to double
the spa ces current ly ava ilable.

AIR P O R T  R E S CU E

AN D  FIR EFIG HT IN G

Requir ements for  Airport  Rescue and
F irefight ing (ARFF) services a t  an
a irpor t  a re es tablished  under  F.A.R.
P art  139.  Par t  139.49 establishes a n
ARFF  index determina t ion .  The index
is determined by the longest in dex

group with  an  average of five or  more
da ily depa r tures. The following defines
ea ch  index:

C In dex A - a ircra ft  less  than  90 feet  in
len gth

C In dex B - air cra ft  less  than  126 feet  in
len gth

C In dex C - air cra ft  less  than  159 feet  in
len gth

C In dex D - a ircraft  less than  200 feet
in  len gth

C Index E - a ircra ft  a t  lea st  200 feet  in
len gth

If there a re not  five da ily depa r tures by
the la rges t  a ircraft , then  the n ext  lower
index will a pply.  I nit ia lly, the a irpor t
could expect  to be In dex B, bu t  a s la rger
a ir cra ft  ser ve the a irport  on  a  regu la r
basis, the in dex could r ise to as  h igh  a s
In dex D.
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The a irfield facility requ irem ents
indica te tha t cu r ren t  cr it ica l a ir cra ft  for
commercia l opera tions a re ARC D-IV
a ircra ft  including the B-757, A310, and
DC-8-70 ser ies .  Th e DC-8 h as a  len gth
of 187 feet , bu t  does n ot curren t ly have
five da ily depar tures.  The B-757-200
and th e A310 ha ve length s of 155 and
153 feet .  There a re a lso severa l other
a ir cra ft  usin g the a irpor t  on  a  r egu la r
basis  tha t  fit  the Index C ca tegory.  As
act ivity increases, Index D a ircra ft ,
such  as t he DC-8, can  be expected to
provide adequate depa r tures to warrant
In dex D.

ARFF services at  ABQ are pr esent ly
provided by t he Kir t land Air  Force Base
under  a  Memorandum of Agreement
with  t he Cit y.  The Air F orce Base has
a  fleet of 14 vehicles ma int a ined in  two
loca t ion s t o r espond t o a i rpor t
emergencies.  The available equipm ent
meets Index E requirements  under  FAR
Par t  139.  This will be adequa te for  the
plan ning period.

S N O W R EMOVAL

EQ UIP MEN T

Albuqu erque receives  an  average of 10.8
inches of snowfall a nnua lly.  F AA
Advisory Circu lar  (FAA AC )150/5200-
30A, Airport Winter  Safety  and
Op e ra tio n s  provides genera l gu idance
for  sn ow clea r a nce tha t  is acceptable
under  FAR P art 139 .  Accordin g to the
AC, “commercia l service a irpor t s  should
have su fficient  equipment  to clear  one
inch of snow weighing up t o 25 poun ds
per  cubic foot  for  t he p rimary
ins t rumen t  runwa y, one or  two
pr incipa l   t axiwa ys  to  t he  r amp  a rea ,

emergency access roads, and  sufficien t
ramp a rea  to accommoda te an t icipa ted
a ir cra ft  opera t ions.”  The t ime in  wh ich
one inch of snow should be cleared is
based upon  the annua l a ir  ca r r ier
opera t ion  level a t  the a irpor t .  The
Sunpor t  is in  the h ighest  ca tegory with
over 40,000 an nu al opera tions, so t he
clea rance t ime is one-ha lf hour .

S n ow r em ova l equ ipm en t  (SRE )
includes four  snowplows with  20-foot
blades.  Two of th e plows also have
brooms.  These a re assigned  to the
runway and t axiway system .  There is
also fift h  snowplow with  an  11-foot
blade ass igned to th e cargo ra mp.  The
runway/t axiway sys tem is a lso clea red
with  a  combina t ion  blower/broom and
an combina t ion  blower/loader .  Two
pickup t rucks equipped with  7.5-foot
blades and spr eader s a re u sed to clear
the jetway a reas. Another  t ruck car r ies
de-icer  for  the runway/taxiway system.
Two other  t rucks with  10-foot  blades
are assigned  to both  the a ir field  and the
a irpor t  roadways.  The roadways  and
pa rk ing lot s a re a lso clear ed with  two
tru cks with  10-foot  blades and two
picku ps with  7.5 foot  blades  and
spreaders.

The cur ren t  equipment  inventory is
adequa te for  the cur ren t  a irfield.
Addit iona l equipment  could become
n ecessa ry if a irfield an d a pron
pa vem en ts a re in crea sed s ign ificant ly.

Snow removal mater ia ls s torage is
cur ren t ly limited to bins  with in  the
a irpor t  ma inten an ce building.  Sta nd
a lone stora ge buildings would increa se
capa city and loadin g efficien cy.
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AIR P O R T  MAIN T EN AN CE

The Avia t ion  Depar tments a irpor t
m a in t en a n ce fa cilities en com pa ss
approximately thr ee acres a nd include
three buildings .  The main tenance
bu ildin g is a 14,000 square foot  facility
with  s ix main tenance ba ys, a  wa sh  ba y,
par t s storage, elect r icians shop, a nd
pain t  equipment  and pa int  st orage,
locker  room, rest rooms, break  room, and
offices.  The widest overh ead door on
the building is on ly 20 feet  and there is
no lubr ica t ion  pit .   The wash  ba y is
exposed on  three s ides  and is  not
adequa te to wash  lar ger equ ipment .

Th e veh icle st ora ge bu ildin g is
approxima tely 13,100 squar e feet.  It
provides hea ted, enclosed storage for
vehicles and de-icing ma terials.  It
includes s torage bins  for  sand  and urea
tha t a re u nder sized.  The building’s two
overh ead doors a re loca ted  a t  either  end
and a re both  20 foot  wide.  The build ing
is also not  conducive t o efficien t  st ora ge
of equ ipm en t  over 25 feet  in  len gth .

The th ird building is a sm aller fleet
main tenance bu ildin g of approximately
2,500 square feet  on  the ground floor
and 500 squ are feet  of second floor
spa ce.  I t  has  th ree ma in tenance bays
and two-story administ ra t ive spa ce.
The lar gest overhead door  is just  16 feet
wide.

Becau se of la ck  of space a t  the
con sol ida t ed  fa cil i t y, a d di t ion a l
equipment  is stored in  va r ious loca t ions
around the a irport  where space is
available.

A a na lysis was pr epa red for  the recen t
We st S ide  Campus  Study  t ha t

ou t l in ed  t h e m a in t en a n ce  a n d
equipment  s torage needs of the a irpor t .
The study r ecommended modifica t ions
to the exis t ing main ten ance bu ildin g to
bet ter  serve it s pu rpose.  This included
relocat ing the de-icing mater ia ls storage
to it s own hea ted enclosure design ed for
st ora ge a nd loadin g.  A system of th ree
hoppers each  capa ble of st or ing t hree
tons of ma terials was recommended.

Addit iona l vehicle storage capable of
accommodat ing the lar ger vehicles was
also recommended.  It  was det ermined
tha t a  new 24,000 square foot  bu ildin g
could adequa t ely serve t he la rge
equ ip m en t  s t or a ge n eeds .  An
a ddit ion a l u n h ea t ed  bu ildin g of
approximately 6,000 squa re feet  was
also recommended to be a ble t o fu lly
consolida te equipment  s torage a t  the
site.  Unless Par t  139 requirements
dicta te ma jor  main tenance or  snow
remova l changes, or  a ir field pavements
change sign ificant ly, t he a ddit iona l
space discussed above should be
adequa te for t he plann ing period.

FU EL S T OR AGE

Avia t ion  fuel is a va ilable to commercia l
and genera l avia t ion  opera tors a t  the
a irpor t .  Commercia l ca r r iers a re served
by Aircra ft  Storage Int erna tiona l (ASI)
with  refuellers from  120,000 ga llons of
underground J et  A s torage.  Genera l
avia t ion  a ir cra ft  can  r efuel a t  the fixed
base opera tors who have a  combined
tota l of 105,000 ga llons J et  A and
35,000 ga llons of 100LL (avgas) in
underground st orage.  Thus, t he tot a l
civilian  avia t ion  fuel s torage a t  the
a irpor t  is 225,000 ga llons of J et  A and
35,000 gallons of avgas.
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Avga s st or a ge r equ irement s wa s
est ima ted ba sed upon maint a in ing a
two week supply dur ing t he peak month
of gen era l avia t ion a ct ivity.  Avgas
flowage  was  forecast   a t  six ga llons per

GA opera t ion .  Th e r esu lt ing st ora ge
requ irements a re presented  on  Table
IX-3-C.  The table ind ica tes  tha t  the
cur ren t  avgas fuel st orage capa city will
be adequa te for  the long ra nge.

TABLE  IX-3-C
Fu el  Storage  Requ irem en ts
Albu qu e rqu e  Inte rn ati on al Su n po rt

Avai lab le Curre n t
Sh ort
Term

Inte r-
me diate

Lo n g
Range

Avgas (ga llons) 35,000 18,000 21,000 23,000 28,000

J et  A (ga llons) 225,000 660,000 780,000 910,000 1,350,000

J et  A fuel flowage is cur ren t ly
averaging approxima tely 710 ga llons
per  commercia l opera t ion .  This average
is projected t o increa se a s a ircra ft  fly
longer t r ip lengths and t he fleet  size
increa ses. Th e pla n n in g h or izon
requ irements a re presented  on  Table
IX-3-C.  Based upon  a  th ree day
reserve, the cur ren t  J et  A st orage is
un dersized.  A consolidat ed fuel fa rm
with  pipeline deliver y is cur ren t ly being
considered a t  the a irpor t .

R E Q U IR E MEN T S  S U MMAR Y

Exh  ibit  I X-3 -A su  m  m  a  r  izes th  e access
a n d  s u p p or t  r e q u i r e m e n t s  for
Albuqu erque Interna t iona l Sunpor t .
Means to addr ess t hese requirem ents
will be exa mined fur ther  in  t he
a lter na t ives a na lyses to follow.
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Exhibit IX-3-A
ACCESS AND SUPPORT

FACILITY REQUIREMENTS

CATEGORY AVAILABLE CURRENT LONG RANGEINTERMEDIATESHORT TERM

TERMINAL CURB

TERMINAL PARKING

FUEL STORAGE

RENTAL CAR

Departure Curb (l.f.) 630 540 665 775 1,050

Arrival Curb (l.f.)
    Auto/Taxi 660 710 875 1,020 1,385
    Commercial 660 385 470 550 750

Public Total Parking 11,827 8,100 10,200 12,400 19,200

On-Airport Parking 3,727 4,000 5,100 6,200 9,600

Short Term Parking NA 1,200 1,500 1,900 2,900

Employee Parking 550 470 590 720 1,120

Ready/Return (spaces) 1,200 850 1,020 1,180 2,010

Service Storage (acres) 34 19 24 29 45

JetA (gallons) 225,000 660,000 780,000 910,000 1,330,000

Avgas (gallons) 35,000 18,000 21,000 23,000 28,000

All numbers refer to parking spaces
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Each of the previous airport
component chapters has indicated
that the evaluation of component
alternatives must also consider the
function of the airport as a whole.
This is especially true of the
alternatives for airport parking and
access as well as other support
facilities. The location and function
of support facilities are truly driven
by the location and function of the
other airport components to be
served.

Each landside component
(passenger terminal, general
aviation, and air cargo) requires
convenient and efficient access to
the local surface transportation
system. Similarly, parking interfaces
are necessary for both autos and, in
some cases, trucks or other
commercial vehicles. The airfield
must have fast and efficient access
for airport rescue and firefighting
(ARFF), as well as efficient airport
maintenance and snow removal
equipment (SRE).

As a result, most of the support
facilities were considered in the
previous chapters in conjunction
with the other airport components
they are designed to serve. This
includes access and parking for
general aviation and air cargo. In
the case of the passenger terminal,
this section will serve as a follow-up
to summarize the support facility
considerations from the previous
chapters and bring forward the
recommended program.

The facility requirements analysis in
the previous section outlined those
parking, access, and support
facilities that will need to be
upgraded in the future. They
include:

Chapter Nine
Parking, Access, and

Support Facilities
Section Four

RECOMMENDED PROGRAM
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C Airport  Access

- The exist ing pa ssen ger t ermina l
access loop ha s bot t lenecks tha t
will need to be improved if the
termina l s tays  in  th is  loca t ion .

- A new ter mina l loca t ion  wou ld
require a  new access syst em.

- The t ermina l curb opera tes a t  or
above capacity on t he depa r ture
level.

- Sim ila r ly, gen er a l avia t ion  and
a ir  ca rgo access m ay need t o be
adjust ed to serve th e fu ture of
th ese componen ts.

- Light Ra il Access.

C Airport P arkin g

- The exist ing on -a irpor t  t ermina l
parking has opera ted a t  or  above
capa city on a  regular  basis.

C Airport  Mainte na nc e an d SRE

- Addit iona l storage facilit ies.

- S t a n d-a lon e m a t er ia ls st or a ge
bins.

- Reconsider  loca t ion .

C Fuel  Storage

- In creased st orage of J et  A.

The following su pport  a lter na t ives ta ke
in to account  t he recommended concept

for  the a ir field, pa ssenger  t ermina l,
genera l avia t ion , a nd a ir  ca rgo.

AIRP O R T  ACCES S

CO N S ID ER AT IO N S

As indica ted in  the previous  sect ion ,
much of the a irpor t ’s concerns with  off-
a irpor t  access capa city were relieved
with  the const ru ct ion of Sunport
Bouleva rd for  direct  access to Inter sta te
25.  Even  with  redu ced a irport  t ra ffic,
however, the nea rby in ter sect ion  of
Gibson  and Yale is  expected to ha ve
capacity problems in  the fu ture. The
Avia t ion Department  should con t inue to
coordina te with  the City and  regiona l
t ranspor ta t ion  pla nner s wit h  regar ds to
improvements off-a irpor t .

Another  off-a irpor t  cons idera t ion  is the
poten t ia l for  ligh t  r a il.  The a irpor t
would be a  na tura l t erminus  for  ligh t
r a il.  A s t rong ligh t  ra il syst em not  on ly
can  reduce au to t ra ffic, bu t  a lso parking
requirem ent s.  Ligh t  ra il is st ill in  the
ea r ly pla nning ph ases  in  Albuqu erque.
It  does appea r  t ha t  a  link  to the a irpor t
would likely come from the university
area  to the nor th .  The r igh t -of-way
corr idor  has yet  to be determ ined.  Each
termina l a lter na t ive considered access
and circu la t ion  in  the eva lua t ion .
Sketches of each  concept , included in
Chapter  Four , Sect ion  Four , include a
gener a l cir cula t ion  concept .  The
pa ssen ger termina l altern at ives also
considered the pla cem en t  of a  ligh t  r a il
s ta t ion .

On-airport  access considera t ions depend
pr imar ily upon the t erm ina l concept
selected.  The termina l alt erna t ives
ana lys is determined the best  loca t ion
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for  the termina l was  a t  the present
loca t ion .  With  tha t  determina t ion , the
t ermina l an alysis focused in  on  eith er
cons t ruct ing a  second un it  t ermina l or
redevelopin g a  new u nit  t ermina l.

Each  t ermina l concept  would serve to
pr ovide a solu t ion  to the curb fron t  in
it s own unique way.  With  the un it
t ermina l, the second termina l would
a dd addit iona l curb lengt h .  A key,
however , would be to design  a  bypass of
the exist ing t ermina l so tha t a ll vehicles
going t o the second termina l would  not
have to pa ss in  front  of the exist ing
termina l.  The cent r a l t ermina l would
be design ed t o provide curb fron t  on
both  the nor th  and  south  s ides  of the
termina l.  The fina l recommendat ion ,
however , was a  second un it  t ermina l,
pr imar ily du e t o it s flexibility t o a dd
termina l facilit ies more on a n  as-needed
basis.

The on-a irpor t  access loop  in  the
north east  quadrant  posed a nother
u n iq u e  s i t u a t ion  d u e  t o t h e
per pen dicula r  access poin t s.  Before the
const ruct ion  of Sunpor t  Bou leva rd, a ll
t ermina l t ra ffic came in to the a irpor t  by
way of either  t he ma in  access on  Ya le
Bouleva rd or t he seconda ry access on
Gira rd Bouleva rd.  Th ese access  point s
are main ta ined for  conven ien t  access
from Kir t land AFB including the
Sa ndia  Labs a s well as  from the
neighbor ing busin ess  and r esiden t ia l
ar eas.  In  a ddit ion , severa l off-a irpor t
pa rking lot s a re loca ted a long Ya le.

While these two access roads come from
the nor th , Sunpor t  Boulevard  en ters the
t ermina l a rea  from the wes t .  The
roadways now merge pr ior  to en ter ing
the  access loop road.  With  the develop-

men t  of a  second unit  t ermina l, the
system must  a llow those going t o the
second termina l to bypa ss t he exis t ing
termina l.  A key point  is the br idge th a t
ca r r ies Yale Boulevard  over  Sunpor t
Boulevard.  Both  the en t rance and exit
for  Sun port  Boulevar d cur ren tly pass
under  th is bridge. Un less a  new corr idor
is developed, th is  poin t  of return  would
need t o be preserved.

E x h  i b i t  I  X-4  -A p r e s e n t  s  on  e
a lt erna t ive for  providing t he loop
system for  the unit  t ermina l.  In  th is
a lter na t ive, the approach  to the exist ing
termina l remains  the same, bu t  the exit
roadway under  the br idge is modified to
serve as  an  en t r ance roadway to the
second termina l.  The exit  from the loop
system is loca ted nor th  of t he Wyndham
Hotel a long an  exist ing cu l-de-sac r igh t -
of-way.  The exit  rou te offer s an  a t -
gr a de in ter sect ion  with  Ya le a s well as
an  overpa ss to Sunpor t  Boulevard.  The
overpa ss would ru n  through t he two
sou thernmost  off-airport  par king lots on
the west  side of Ya le.

A second a ltern at ive th at  ma inta ins th e
Sunpor t  Boulevard  en t rance and exit  in
the exist ing Ya le under pa ss corr idor is
depict  ed on Exh  ibit IX-4-B  .  The
primary advantage of th is a lter na t ive is
m in im izing t h e off-site r oa dwa y
cons t ruct ion .  The pr imary on-sit e
cir cula t ion  differences a re a t  the
ent rance a nd exit  poin t s.  At  the
pr esent  t ime, th is second a lt erna t ive is
preferred becau se it crea tes t he least
disrupt ion  on  off-a irpor t  businesses
(pa rk ing lot s).  As a  resu lt, it will be
car r ied forward  on  the a irpor t  layout
pla n  and in  the capita l improvemen t
pla n .  As  the second termina l will not be
needed unt il the in termedia te t erm, it  is
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not  likely to be developed for  severa l
more year s.  Thus , access loop  a lter -
na t ives can  st ill be reviewed once more
prior  to fina l des ign .

T ER MIN AL P AR K IN G
CO N S ID ER AT IO N S

As with  a irpor t  access, the parking
a lter na t ives var ied with  the t ermina l
a lter na t ives ana lyzed in Ch apter  Four .
With  the recommendat ion  for  the
t ermina l defined, t he pa rking lot
cons idera t ions become cons iderably
more focused.  In fact , the pa rk ing lot  is
essen t ia lly the same for  both  access
systems discussed a bove.  The unit
t ermina l plan  will permit  a  second
parking st ructure to be developed
adjacent  to the second terminal.  Like
the exist ing parking lot , a  sma ll su r face
lot  can  be developed on the ba ckside if
needed.  The t wo lot s will be connected
by a  roadwa y with  grade sepa ra t ion
from the a ccess  loop syst em.  This will
per mit  the exit  toll booth  a rea  to be
developed in  one loca t ion .

The second pa rking st ructure will a llow
addit iona l pa rking to be developed
without  disrupt ing the exist ing pa rking
s t ructu re.  If necessa ry for  demand, a
port ion  of the second st ructure could be
developed prior  to the new t ermina l or
even the new access road syst em.  In
fact , a  por t ion  of the new parking
s t ructure will likely need t o be
const ructed pr ior  to the development  of
the new loop syst em to repla ce the
spa ces tha t  will be lost  in  the exist ing
sur face lot .

The parking plan  as depicted on
Exh  ibit  I X-4 -B  will in  cr  e  ase the on-
a irpor t  par king to meet fut ur e needs as

out lined in  the facility requirement s.
Off-a irpor t  pa rking, however , will st ill
be an  impor tan t  pa r t  of the public
p a r kin g system  a t  Albuqu er qu e
In t er n a t ion a l Sunport , poten t ia lly
supplying ha lf of t he pa rking spaces
required to meet  the long range
dema nd.

AIR P O R T  MAIN T EN AN CE

AN D  S N O W R EMOVAL
EQ UIP MEN T

The a irpor t  main tenance and  snow
removal equ ipment  (SRE) facilit ies a re
pr esent ly loca ted between the genera l
avia t ion  and a ir car go a rea .  This a rea
is a t -grade and makes an  excellen t  a rea
for  development  of addit iona l a ir  ca rgo
facilities.  Combining th is with  the need
for  a ddit iona l st ora ge  spa ce for
m a in t en a n ce a n d s n ow rem oval
equ ipment , it is timely to consider
reloca t ing the maintenance and SRE
facilities.  Not  on ly ca n  the addit iona l
storage be developed, but  the ent ire
facility can  be brought  up to st a te-of-
the-a r t .

A key a dva ntage wit h  reloca t ing these
facilit ies is tha t  they do not need a
pu blic in t er fa ce, an d do not  need to be
loca ted a djacen t  t o any of t he ma jor
lan dside componen ts .  With  the
pa ssen ger t ermina l planned to r ema in
on the nor th  s ide of the a irpor t , and  the
gener a l avia t ion  and a ir  ca rgo facilit ies
to r emain  on  the southwes t  side, there
is ample room on th e sout hea st  side for
the maintenance a nd SRE facility.  This
is depicted  on  Exh  ibit  IX-4-C.  The
facility has rea dy a ccess  to the a ir field
as well a s t he per imet er  road syst em.
The   planned   ext ension   of  University



GIBSON BLVD.GIBSON BLVD.

YA
LE

 B
LV

D.
YA

LE
 B

LV
D.

GIBSON BLVD.

YA
LE

 B
LV

D.

SUNPORT BLVD.SUNPORT BLVD.SUNPORT BLVD.

GI
RA

RD
 B

LV
D.

GI
RA

RD
 B

LV
D.

GI
RA

RD
 B

LV
D.

98
M

P
19

-I
X

4A
-5

/2
2/

02

0 600

SCALE IN FEET

NORTH

Exhibit IX-4-A
ROADWAY ALTERNATIVE A
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Exhibit IX-4-C
SUPPORT FACILITY DEVELOPMENT STAGING

SCALE IN FEET
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Airline Fuel Farm

Construct Belly Freight Parking/Truck Court

Construct Belly Freight Airside Access

New Maintenance Area Buildings

Extend Cargo Truck Court North

Add Cargo Parking/Truck Court North

Connect Spirit Drive and Access Road B

INTERMEDIATE PLANNING HORIZON
Second Terminal Road System

Second Terminal Parking - Phase I

Expand Employee Parking

Clark Carr Road Rehabilitation

GA Auto Parking Rehabilitation

LONG RANGE PLANNING HORIZON
Second Terminal Parking - Phase II

Construct North Belly Freight Parking/Truck Court

Construct North Belly Freight Access Road

South Cargo Access Road/Utilities - Phase I

South Parking/Truck Court - Phase I

South Cargo Access Road/Utilities - Phase II

South Parking/Truck Court - Phase II

Existing Parking/Truck Court Rehabilitation

1
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Avenu e will pr ovide t he in it ia l
connect ion  for  the developmen t  of pu blic
access.

While the rest  of the a rea  on  the
sout hea st  side will be reserved for
fu ture avia t ion  uses , the main tenance
facility is  sited  so tha t  it  can  be
developed even before Run way 17-35 is
closed.  There is  adequate room for  t he
facilit ies as  well as  room for  addit iona l
development  should it  be needed for
purposes such  as unforseen  new
technology in  main tenance or  snow
remova l.

FU EL S T OR AGE

The Aviat ion  Depar tment  has been
consider ing a  consolida ted  fuel fa rm
with  pipeline delivery for t he pa st
severa l yea rs.  A loca t ion  on  the
sout hwest  side of the a irport , beh ind
the gener a l a via t ion  and  a ir  cargo
facilities, has been  cons idered .  The
Mast er  P lan  review suggest s t ha t  th is
sit e is still valid.  It  is off the fligh t  line,
but  accessible from the per imet er
ser vice roads.  It would also be r ea dily
access ible from the exist ing pipeline
loca ted west  of the a irport .  Therefore, it
is recommended to cont inue to plan  for
the consolida ted facility in  the loca t ion
depicted  on  Exh  ibit  I X-4 -C .

CAP ITAL IMP R O VEMENT
P R O GR AM

O n ce  t h e  sp ec i fi c n e e d s  a n d
improvemen ts for t he a ccess, pa rking,
a nd support  facilit ies ha ve been
esta blished,     the    n ext     st ep    is    t o

determine a  rea list ic schedu le and cost s
for  implemen t ing t he plan .  This su b-
sect ion  exa mines the overa ll cost  of
development  and a  demand-based
schedu le for t hese improvemen ts.

The development  schedu le can  be
in it ia lly est a blished dividin g the
improvemen t  needs in to three p lanning
hor izon s of shor t  t erm, in termedia te
term, and  long range.  Th e t iming on
access an d par king facilities as well as
u t ilit y improvemen ts a re a ll driven by
the lan dside components they a re to
serve.  As  a  resu lt , they were a lso
depicted ea r lier  in  the appropr ia te
chapter .  The a ir line fuel far m , a s well
a s the m a in tenance facilit ies, a re both
beneficia l in  the shor t  t erm and  are
r  ecom  m  en  ded as  such .  Ta  b  l  e  I X-4 -A
presen t s the pa rking, a ccess, a nd
su pport  facilit y impr ovemen t  pr ogra m.

The shor t  t erm hor izon  covers items of
highest  priority a s well as items t ha t
sh ould be developed a s t he a irpor t
appr oaches the shor t  t erm act ivity
milestones.  P r ior ity items should
include improvemen ts relat ed to sa fety
and major  maint enance.  Improvemen ts
to facilit ies tha t  a re inadequa te for
present  demand should also be included
in  the shor t  t erm.  Beca use of their
pr iorit y, these it ems will need to be
incorpora ted in to FAA and Avia t ion
Depar tment  five-year pr ogramming.
The shor t  t erm items  include the fuel
fa rm, the connection of Spir it  Dr ive
with  Access Road B, and  the reloca t ion
of t he airport  ma inten an ce facilities.
Other  projects  include parking and
access to new a ir  ca rgo facilit ies and the
reloca ted belly freigh t  bu ildin g.
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T AB L E  IX -4 -A

P a r k i n g ,  A c c e s s ,  A n d  S u p p o r t

C a p it a l Im p r o v e m e n t  P r o g ra m

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

N o . P r o je c t

T o ta l

C o s t s

F AA-AIP

E l ig ib le

AB Q

M a tc h

S H O R T  T ER M  P L A N N IN G  H O R IZ O N

1

2

3

4

5

6

7

8

Air lin e F u el F a r m

C on s t r u ct  B elly  F r eigh t  P a r k in g/T r u ck  C ou r t

Con s t r u ct  Be l ly  F r e igh t  A ir s ide  Access

N ew M a int en a n ce  Area  Civil  an d U t i l it ies

N ew M a int en a n ce Ar ea  Bu ildin gs

E x t en d  C a r g o T r u ck  C ou r t  N or t h

Ad d  C a r go P a r k i n g/T r u ck  C ou r t  N or t h

C on n e ct  S p ir i t  D r iv e a n d  Acce ss  R oa d  B

$12 ,000 ,000

634 ,000

790 ,000

2 ,155 ,000

5 ,049 ,000

375 ,000

871 ,000

1 ,320 ,000

$0

475 ,500

592 ,500

1 ,616 ,250

2 ,524 ,500

0

0

990 ,000

$12 ,000 ,000

158 ,500

197 ,500

538 ,750

2 ,524 ,500

375 ,000

871 ,000

330 ,000

S h o r t  T e r m  P r o je c t  C o s t s $ 2 3 ,1 9 4 ,0 0 0 $ 6 ,1 9 8 ,7 5 0 $ 1 6 ,9 9 5 ,2 5 0

IN T E R ME D IA T E  P L AN N I N G  H O R IZ O N

1

2

3

4

5

Secon d Ter m ina l  Roa d S ystem

Secon d Ter m ina l  Pa rk ing -  Ph a se  I

E xp a n d E m p loyee P a r k in g

C la r k  C a r r  R oa d  R eh a bili t a t ion

G A Au t o P a r k in g R eh a bili t a t ion

$49 ,000 ,000

53 ,550 ,000

1 ,050 ,000

75 ,000

500 ,000

$36 ,750 ,000

0

0

0

0

$12 ,250 ,000

53 ,550 ,000

1 ,050 ,000

75 ,000

500 ,000

I n t e r m e d i a t e  T e r m  P r o je c t  C o s t s $ 1 0 4 ,1 7 5 ,0 0 0 $ 3 6 ,7 5 0 ,0 0 0 $ 6 7 ,4 2 5 ,0 0 0

L O N G  R A N G E  P LA N N IN G  H O R IZ O N

1

2

3

4

5

6

7

8

S e con d  T e r m in a l P a r k in g  - P h a s e  I I
Const ruct  Nor th  Belly F reigh t  Pa rkin g/Truck Cour t

C on s t r u ct  N or t h  B elly  F r eigh t  Acce ss  R oa d

Sout h  Ca rgo Access  Road /U t i l it ies  - P h a se  I

Sout h  P a rk ing/Tru ck C ou r t  - P h a se  I

S ou t h  C a r g o A cce s s  R oa d /U t i lit i es  - P h a s e  I I

S ou t h  P a r k i n g /T r u ck  C o u r t  - P h a s e  I I

E xi s t in g P a r k in g/T r u ck  C ou r t  R eh a bili t a t ion

$52 ,200 ,000

1 ,800 ,000

300 ,000

500 ,000

1 ,800 ,000

500 ,000

875 ,000

25 ,000

$0

0

225 ,000

375 ,000

0

375 ,000

0

0

$52 ,200 ,000

1 ,800 ,000

75 ,000

125 ,000

1 ,800 ,000

125 ,000

875 ,000

25 ,000

L o n g  R a n g e  P r o je c t  C o s t s $ 5 8 ,0 0 0 ,0 0 0 $ 9 7 5 ,0 0 0 $ 5 7 ,0 2 5 ,0 0 0

T O T A L  D E V E L O P M E N T  C O S T S $ 1 8 5 ,3 6 9 ,0 0 0 $ 4 3 ,9 2 3 ,7 5 0 $ 1 4 1 ,4 4 5 ,2 5 0

When  shor t  t erm hor izon  act ivity
milestones a re r ea ched, it  will be t ime
to progra m for  the in termedia te term
based upon the next milestones.

Maintenance and rehabilit a t ion  projects
tha t  ar e not likely to be necessary
with in  the next five years a re included
in  the in ter media te t er m as well. 
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Dema nd-dr iven  in t ermedia t e t erm
project s a re expected to be tied to the
access and  park ing for  the un it  t ermina l
development .  Therefore, th is will be
dr iven  pr im a r i ly  by pa ss en ger
enplan ement s.

Long range improvemen ts will include
a  second phase of t ermina l pa rking a s
well a s pa rking an d a ccess r elat ed to a ir
cargo developmen t .  This will include
both  the south  cargo a rea  a s well a s
new belly fr eigh t  facilit ies for  the
passenger a irlines.

EN V IR O N M EN T A L
O VER VIEW

As ment ioned pr eviously, a ll of the
improvements planned for  Albuqu erque
In terna t iona l Sunpor t  will requ ire
com p l ia n ce  w i t h  t h e  N a t ion a l
En vironm ental Policy Act (N EPA) of
1969, a s a mended.  As det a iled in  FAA
Order 5050.4A , Airport En vironm ental
Handbook , the support  facility impr ove-

ments descr ibed pr eviously in  th is
chapter  will be ca tegor ica lly excluded
and will not  requ ire formal NEPA
docu m en t a t ion .  H owever, th ese
project s will be fur ther  eva lua ted to
ensu re complian ce with  environmenta l
issues such  as wetlan ds, th rea tened or
endangered species, and cult u ra l
resources dur ing the federa l, sta t e,
an d/or local perm itting processes.

T a b l e  I  X-4  -B  s u m  m a  r i z es  a
preliminary review of environmenta l
issues tha t  would need to be a na lyzed in
more deta il with in t he permit t ing
processes.  This review considers th e
ma in  environmenta l resour ces required
to be studied by FAA Order  5050.4A.
This an alysis d oes n ot  addr ess
m it iga t ion  or  t h e r es olu t ion  of
environmen ta l issues.  Mit iga t ion
measu res a re determined  in  the
permit t ing pr ocesses.  A complete
descr ipt ion  of t he environmen ta l
resources is provided in  Sect ion  F ive of
Chapter  Three.
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T AB L E  IX -4 -B

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  S u p p o r t  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

N o i s e •  N o  im p a ct s  a n t icip a t e d .

C o m p a t i b le  L a n d  U s e • N o  im p a ct s  a n t icip a t e d .

S o c i a l  Im p a c t s  • Th e d ev elop m en t  of t h e s econ d  t er m in a l

bu i ld in g  pa r k ing  s t r u ctu re  a n d  a ccess

r oa d w a ys  r eq u ir es  t h e a cqu isit ion  of la n d  a n d

ex is t in g com m er cia l bu s in es ses .  FA A  Ord er

5050 .4A  p r ovid es  t h a t  w h er e  t h e  r e loca t ion  of

a  r es id en ce, bu sin es s, or  fa r m la n d  is

involved,  th e  pr ovis ion s  of th e  U n iform

R eloca t ion  Ass i s tan ce an d  R eal  Proper ty

A c q u i s it i on  P o li ci es  A ct  of  1 97 0  (U R A R P A P A )

m u s t  be  m e t .  Th e  Act  r equ ir es  t h a t

bu sin esses  be offer ed a ssis t a n ce in  find ing a

n ew  si t e a n d  fu n d in g r eloca t ion  cost s . 

I n d u c e d  S o c i o e c o n o m i c  I m p a c t s • N o  im p a ct s  a n t icip a t e d .

A i r  Q u a l i t y  •  Two det a i led  a i r  qu a l ity  a ssessm en t  s t u dies

h a v e b ee n  com p l et e d in  r e ce n t  ye a r s a t  t h e

a i rpor t  a s  pa r t  of a n  E A an d t h e  L a n d sid e

M a s ter  Pl a n .  R esu lt s  of t h ese  p r eviou s

s tu d ie s  in d ica t e  th a t  w i th  th e  use  of bes t

m a n a ge m en t  p r a ctices , th e im p a cts  t o a ir

qu a lit y a r e  n egl ig ib le .  T h er efor e , it  is  n ot

a n t icipa t ed  t h a t  t h e p r opos ed  p r ojects  w ill

h a ve  a  d r a m a t ic a ffect  on  a ir  qu a lit y. 

H owe ve r , a  n ew  a ir  qu a lit y a ss es sm en t  w ill

m ost  l ike ly  be  requ i red  d u r in g  th e  N E P A

docu m en ta t ion  pr ocess  for  t h e  pr oposed

secon d  t e r m ina l  p roject s .

Wa t e r  Q u a l i t y •  As d iscu ss ed  in  C h a p t er  O n e, t h e a ir p or t  w ill

n eed t o con t in u e  to  com ply  wi th  th e i r  cur ren t

N P DE S ope ra t ion s  pe rm i t  r equ i r em en t s .

•  W it h  r eg a r d  t o con s t r u ct ion  a ct ivi t ies , t h e

a ir p or t  a n d  a ll a p p lica ble  cont r a ctor s w ill

n eed  to com p ly w it h  t h e r equ ir em e n t s a n d

pr ocedu res  of th e  con s t r u ct ion  re la ted

N P D E S  G en e r a l P e r m i t , in clu d in g  t h e

p r ep a r a t ion  of a  N oti ce of I n ten t  a n d  a

S torm w ater  Pol lut ion  Prevent ion  Plan , p r ior

t o th e in it ia t ion  of p r oject con st r u ction

ac t ivi t ie s .

S e c t io n  4 (f)  L a n d s •  N o  im p a ct s  a n t icip a t e d .
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T A B L E  I X-4 -B  ( C o n t i n u e d )

R e v ie w  o f E n v ir o n m e n t a l  R e s o u rc e s

P r o p o s e d  S u p p o r t  F a c i l i t y  I m p r o v e m e n t s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

E n v i r o n m e n t a l  R e s o u r c e R e s o u r c e s  P o t e n t i a l l y  A ff e c t e d

H i s to r ic a l  a n d  C u l tu r a l  R e s o u r c e s •  F u r t h er  coord ina t ion  wi th  th e   St a t e
Histor ic Preser vat ion  Officer  (S H P O ) w ill

be  r equ ir ed  p r ior  t o p r oject  im p lem en t a t ion

a n d  fie ld  s u r v e ys  m a y  be  r eq u ir e d .

T h r e a te n e d  o r E n d a n g e re d  S p e c i e s  a n d

B i o lo g ic a l R e s o u rc e s

• Cor r e spon den ce  r ece ived  from  th e  U .S . F i sh

a n d  W ild life  S er v ice  (F W S ) in d i ca t e d  t h a t  n o

feder a l ly-l is ted  th rea ten ed or  en da n gered

spec ies  a r e  p r esen t  an d  t h u s  wi ll  no t  be

a f fect ed  by  th e  p roposed  p r oject s .

•  U n d er  t h e M igr a t or y B ir d  Tr ea t y Act

(MBTA) th e  t a k ing  o f m igra to ry  b ird s , n es t s ,

a n d eggs  i s  pr oh ibited .   To min im ize th e

l ike l ihood of a  ta kin g, th e  F WS  recom m en ded

t h a t  con s t r u ct ion  a ct ivit ies  occu r  ou t sid e t h e

n es t in g s ea son  of M a r ch  t h r ou gh  Au gu s t , or  a

su r ve y b e com p le t ed  p r ior  t o con s t r u ct ion  t o

de te rm ine  th e  poten t i a l  a ffect  on  th ese

p r otect ed  spec ie s .

Wa t e rs  o f t h e  U .S . i n c lu d i n g  We t la n d s •  N o  im p a ct s  a n t icip a t e d .

F lo o dp la in s •  N o impa ct s .

W i ld  a n d  S c e n i c  R i v e r s •  N o impa ct s .  

F a rm l a n d •  N o impa ct s .

E n e rg y  S u p p ly  a n d  N a tu r a l R e s o u rc e s •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

L i g h t  E m i s s i o n s •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .

S o l i d  Wa s t e •  N o  sig n ifica n t  im p a ct s  a n t icip a t e d .
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ACCELERATE-STOP DISTANCE
AVAILABLE (ASDA): see declared dis-
tances.

AIR CARRIER: an operator which:  (1)
performs at least five round trips per
week between two or more points and
publishes flight schedules which specify
the times, days of the week, and places
between which such flights are per-
formed; or (2) transport mail by air
pursuant to a current contract with the
U.S. Postal Service.  Certified in accor-
dance with Federal Aviation Regulation
(FAR) Parts 121 and 127.

AIRPORT REFERENCE CODE (ARC): a
coding system used to relate airport
design criteria to the operational (Aircraft
Approach Category) to the physical char-
acteristics (Airplane Design Group) of the
airplanes intended to operate at the air-
port.

AIRPORT REFERENCE POINT (ARP):
The latitude and longitude of the approxi-
mate center of the airport.

AIRPORT ELEVATION: The highest
point on an airport’s usable runway
expressed in feet above mean sea level
(MSL).

AIRPORT LAYOUT DRAWING (ALD):
The drawing of the airport showing the
layout of existing and proposed airport
facilities.

AIRCRAFT APPROACH CATEGORY: a
grouping of aircraft based on 1.3 times the
stall speed in their landing configuration
at their maximum certificated landing
weight.  The categories are as follows:

• Category A: Speed less than 91 knots.
• Category B: Speed 91 knots or more, 

but less than 121 knots.
• Category C: Speed 121 knots or more, 

but less than 141 knots.
• Category D: Speed 141 knots or more, 

but less than 166 knots.
• Category E: Speed greater than 166 

knots.

AIRPLANE DESIGN GROUP (ADG): a
grouping of aircraft based upon
wingspan.  The groups  are as follows:

• Group I: Up to but not including 49 
feet.

• Group II: 49 feet up to but not 
including 79 feet.

• Group III: 79 feet up to but not 
including 118 feet.

• Group IV: 118 feet up to but not 
including 171 feet.

• Group V: 171 feet up to but not 
including 214 feet.

• Group VI: 214 feet or greater.

AIR TAXI: An air carrier certificated in
accordance with FAR Part 135 and autho-
rized to provide, on demand, public
transportation of persons and property by
aircraft.  Generally operates small aircraft
“for hire” for specific trips.
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AIRPORT TRAFFIC CONTROL
TOWER (ATCT): a central operations
facility in the terminal air traffic control
system, consisting of a tower, including
an associated instrument flight rule (IFR)
room if radar equipped, using air/ground
communications and/or radar, visual sig-
naling, and other devices to provide safe
and expeditious movement of terminal air
traffic.

AIR ROUTE TRAFFIC CONTROL CEN-
TER (ARTCC): a facility established to
provide air traffic control service to air-
craft operating on an IFR flight plan
within controlled airspace and principally
during the enroute phase of flight.

ALERT AREA: see special-use airspace.

ANNUAL INSTRUMENT APPROACH
(AIA): an approach to an airport with the
intent to land by an aircraft in accordance
with an IFR flight plan when visibility is
less than three miles and/or when the
ceiling is at or below the minimum initial
approach altitude.

APPROACH LIGHTING SYSTEM
(ALS): an airport lighting facility which
provides visual guidance to landing air-
craft by radiating light beams by which
the pilot aligns the aircraft with the
extended centerline of the runway on his
final approach and landing.

APPROACH MINIMUMS: the altitude
below which an aircraft may not descend
while on an IFR approach unless the pilot
has the runway in sight.  

AUTOMATIC DIRECTION FINDER
(ADF): an aircraft radio navigation sys-
tem which senses and indicates the

direction to a non-directional radio bea-
con (NDB) ground transmitter.

AUTOMATED WEATHER OBSERVA-
TION STATION (AWOS): equipment
used to automatically record weather con-
ditions (i.e. cloud height, visibility, wind
speed and direction, temperature, dew-
point, etc...)

AUTOMATED TERMINAL INFORMA-
TION SERVICE (ATIS): the continuous
broadcast of recorded non-control infor-
mation at towered airports.  Information
typically includes wind speed, direction,
and runway in use.

AZIMUTH: Horizontal direction
expressed as the angular distance
between true north and the direction of a
fixed point (as the observer’s heading).

BASE LEG: A flight path at right angles
to the landing runway off its approach
end. The base leg normally extends from
the downwind leg to the intersection of
the extended runway centerline. See “traf-
fic pattern.”

BEARING: the horizontal direction to or
from any point, usually measured clock-
wise from true north or magnetic north.

BLAST FENCE: a barrier used to divert
or dissipate jet blast or propeller wash.

BUILDING RESTRICTION LINE (BRL):
A line which identifies suitable building
area locations on the airport.

CIRCLING APPROACH: a maneuver
initiated by the pilot to align the aircraft
with the runway for landing when flying 
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a predetermined circling instrument
approach under IFR.

CLASS A AIRSPACE: see Controlled
Airspace.

CLASS B AIRSPACE: see Controlled Air-
space.

CLASS C AIRSPACE: see Controlled Air-
space.

CLASS D AIRSPACE: see Controlled
Airspace.

CLASS E AIRSPACE: see Controlled Air-
space.

CLASS G AIRSPACE: see Controlled
Airspace.

CLEAR ZONE: see Runway Protection
Zone.

CROSSWIND: wind flow that is not par-
allel to the runway of the flight path of an
aircraft.

COMPASS LOCATOR (LOM): a low
power, low/medium frequency radio-
beacon installed in conjunction with the
instrument landing system at one or two
of the marker sites.

CONTROLLED AIRSPACE: airspace of
defined dimensions within which air traf-
fic control services are provided to
instrument flight rules (IFR) and visual
flight rules (VFR) flights in accordance
with the airspace classification. Con-
trolled airspace in the United States is
designated as follows: 

• CLASS A: generally, the airspace from 
18,000 feet mean sea level (MSL) up to 
but not including flight level FL600.  
All persons must operate their aircraft 
under IFR.

• CLASS B: generally, the airspace from 
the surface to 10,000 feet MSL sur-
rounding the nation’s busiest airports.  
The configuration of Class B airspace is
unique to each airport, but typically 
consists of two or more layers of air
space and is designed to contain all 
published instrument approach proce-
dures to the airport.  An air traffic 
control clearance is required for all air-
craft to operate in the area.

• CLASS C: generally, the airspace from 
the surface to 4,000 feet above the air
port elevation (charted as MSL) sur-
rounding those airports that have an 
operational control tower and radar 
approach control and are served by a 
qualifying number of IFR operations 
or passenger enplanements.  Although 
individually tailored for each airport, 
Class C airspace typically consists of a 
surface area with a five nautical mile 
(nm) radius and an outer area with a 10 
nautical mile radius that extends from 
1,200 feet to 4,000 feet above the airport
elevation.  Two-way radio communica-
tion is required for all aircraft.

• CLASS D: generally, that airspace from 
the surface to 2,500 feet above the air
port elevation (charted as MSL) sur-
rounding those airport that have an 
operational control tower.  Class D air
space is individually tailored and con-
figured to encompass published instru-
ment approach procedures.  
Unless otherwise authorized, all
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persons must establish two-way radio 
communication.

• CLASS E: generally, controlled airspace 
that is not classified as Class A, B, C, or 
D.  Class E airspace extends upward 
from either the surface or a designated 
altitude to the overlying or adjacent 
controlled airspace.  When designated 
as a surface area, the airspace will be 
configured to contain all instrument 
procedures.  Class E airspace encom-
passes all Victor Airways.  Only aircraft
following instrument flight rules are 
required to establish two-way radio 
communication with air traffic control.

• CLASS G: generally, that airspace not 
classified as Class A, B, C, D, or E.  
Class G airspace is uncontrolled for all 
aircraft.  Class G airspace extends from 
the surface to the overlying Class E 
airspace.

CONTROLLED FIRING AREA: see spe-
cial-use airspace.

CROSSWIND LEG: A flight path at right
angles to the landing runway off its
upwind end. See “traffic pattern.”

DECLARED DISTANCES: The distances
declared available for the airplane’s take-
off runway, takeoff distance, accelerate-
stop distance, and landing distance
requirements.  The distances are:

• TAKEOFF RUNWAY AVAILABLE 
(TORA): The runway length declared 
available and suitable for the ground 
run of an airplane taking off;

• TAKEOFF DISTANCE AVAILABLE 
(TODA): The TORA plus the length of 
any remaining runway and/or clear
way beyond the far end of the TORA;

• ACCELERATE-STOP DISTANCE 
AVAILABLE (ASDA): The runway plus 
stopway length declared available for 
the acceleration and deceleration of an 
aircraft aborting a takeoff; and

• LANDING DISTANCE AVAILABLE 
(LDA): The runway length declared 
available and suitable for landing.  

DISPLACED THRESHOLD: a threshold
that is located at a point on the runway
other than the designated beginning of
the runway.

D I S T A N C E
M E A S U R I N G
E Q U I P M E N T
(DME): Equipment
(airborne and
ground) used to
measure, in nautical
miles, the slant range
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distance of an aircraft from the DME navi-
gational aid.

DNL: The 24-hour average sound level, in
A-weighted decibels, obtained after the
addition of ten decibels to sound levels
for the periods between 10 p.m. and 7
a.m. as averaged over a span of one year.
It is the FAA standard metric for deter-
mining the cumulative exposure of
individuals to noise.

DOWNWIND LEG: A flight path parallel
to the landing runway in the direction
opposite to landing. The downwind leg
normally extends between the crosswind
leg and the base leg. Also see “traffic pat-
tern.”

EASEMENT: The legal right of one party
to use a portion of the total rights in real
estate owned by another party. This may
include the right of passage over, on, or
below the property; certain air rights
above the property, including view rights;
and the rights to any specified form of
development or activity, as well as any
other legal rights in the property that may
be specified in the easement document.

ENPLANED PASSENGERS: the total
number of revenue passengers boarding
aircraft, including originating, stop-over,
and transfer passengers, in scheduled and
non-scheduled services.

FINAL APPROACH: A flight path in the
direction of landing along the extended
runway centerline. The final approach
normally extends from the base leg to the
runway. See “traffic pattern.”

FIXED BASE OPERATOR (FBO): A
provider of services to users of an airport.
Such services include, but are not limited
to, hangaring, fueling, flight training,
repair, and maintenance.

FRANGIBLE NAVAID: a navigational
aid which retains its structural integrity
and stiffness up to a designated maxi-
mum load, but on impact from a greater
load, breaks, distorts, or yields in such a
manner as to present the minimum haz-
ard to aircraft.  

GENERAL AVIATION: that portion of
civil aviation which encompasses all
facets of aviation except air carriers hold-
ing a certificate of convenience and
necessity, and large aircraft commercial
operators.

GLIDESLOPE (GS): Provides vertical
guidance for aircraft during approach and
landing. The glideslope consists of the fol-
lowing:

1. Electronic components emitting signals
which provide vertical guidance by 
reference to airborne instruments 
during instrument approaches such as 
ILS; or

2. Visual ground aids, such as VASI, 
which provide vertical guidance for 
VFR approach or for the visual portion 
of an instrument approach and 
landing.

GLOBAL POSITIONING SYSTEM:
See “GPS.”

GPS - GLOBAL POSITIONING SYS-
TEM: A system of 24 satellites
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used as reference points to enable navi-
gators equipped with GPS receivers to
determine their latitude, longitude, and
altitude.

HELIPAD: a designated area for the
takeoff, landing, and parking of heli-
copters.

HIGH-SPEED EXIT TAXIWAY: a long
radius taxiway designed to expedite air-
craft turning off the runway after
landing (at speeds to 60 knots), thus
reducing runway occupancy time. 

INSTRUMENT APPROACH: A series
of predetermined maneuvers for the
orderly transfer of an aircraft under
instrument flight conditions from the
beginning of the initial approach to a
landing, or to a point from which a
landing may be made visually.

INSTRUMENT FLIGHT RULES (IFR):
Rules governing the procedures for con-
ducting instrument flight. Also a term
used by pilots and controllers to indi-
cate type of flight plan.

INSTRUMENT LANDING SYSTEM
(ILS): A precision instrument approach
system which normally consists of the
following electronic components and
visual aids:

1. Localizer. 4. Middle Marker.
2. Glide Slope. 5. Approach Lights.
3. Outer Marker.

LANDING DISTANCE AVAILABLE
(LDA): see declared distances.

LOCAL TRAFFIC: aircraft operating in
the traffic pattern or within sight of the

tower, or aircraft known to be departing
or arriving from the local practice areas,
or aircraft executing practice instrument
approach procedures.  Typically, this
includes touch-and-go training opera-
tions.

LOCALIZER: The component of an ILS
which provides course guidance to the
runway.

LOCALIZER TYPE DIRECTIONAL
AID (LDA): a facility of comparable
utility and accuracy to a localizer, but is
not part of a complete ILS and is not
aligned with the runway.

LORAN: long range navigation, an elec-
tronic navigational aid which
determines aircraft position and speed
by measuring the difference in the time
of reception of synchronized pulse sig-
nals from two fixed transmitters.  Loran
is used for enroute navigation.

MICROWAVE LANDING SYSTEM
(MLS): an instrument approach and
landing system that provides precision
guidance in azimuth, elevation, and dis-
tance measurement.

MILITARY OPERATIONS AREA
(MOA): see special-use airspace.

MISSED APPROACH COURSE
(MAC): The flight route to be followed
if, after an instrument approach, a land-
ing is not effected, and occurring
normally:

1. When the aircraft has descended to 
the decision height and has not 
established visual contact; or
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2. When directed by air traffic control to 
pull up or to go around again.

MOVEMENT AREA: the runways,
taxiways, and other areas of an airport
which are utilized for taxiing/hover
taxiing, air taxiing, takeoff, and landing
of aircraft, exclusive of loading ramps
and parking areas.  At those airports
with a tower, air traffic control clearance
is required for entry onto the movement
area.

NAVAID: a term used to describe any
electrical or visual air navigational aids,
lights, signs, and associated supporting
equipment (i.e. PAPI, VASI, ILS, etc..)

NOISE CONTOUR: A continuous line
on a map of the airport vicinity connect-
ing all points of the same noise
exposure level.

NONDIRECTIONAL BEACON
(NDB): A beacon transmitting nondirec-
tional signals whereby the pilot of an
aircraft equipped with direction finding
equipment can determine his or her
bearing to and from the radio beacon
and home on, or track to, the station.
When the radio beacon is installed in
conjunction with the Instrument Land-
ing System marker, it is normally called
a Compass Locator.

NONPRECISION APPROACH PRO-
CEDURE: a standard instrument
approach procedure in which no elec-
tronic glide slope is provided, such as
VOR, TACAN, NDB, or LOC.

OBJECT FREE AREA (OFA): an area on
the ground centered on a runway, taxi-
way, or taxilane centerline provided to

enhance the safety of aircraft operations
by having the area free of objects, except
for objects that need to be located in the
OFA for air navigation or aircraft
ground maneuvering purposes.

OBSTACLE FREE ZONE (OFZ): the
airspace below 150 feet above the estab-
lished airport elevation and along the
runway and extended runway center-
line that is required to be kept clear of
all objects, except for frangible visual
NAVAIDs that need to be located in the
OFZ because of their function, in order
to provide clearance for aircraft landing
or taking off from the runway, and for
missed approaches.

OPERATION: a take-off or a landing.

OUTER MARKER (OM): an ILS navi-
gation facility in the terminal area
navigation system located four to seven
miles from the runway edge on the
extended centerline indicating to the
pilot, that he/she is passing over the
facility and can begin final approach.

PRECISION APPROACH: a standard
instrument approach procedure which
provides runway alignment and glide
slope (descent) information.  It is cate-
gorized as follows:

• CATEGORY I (CAT I): a precision 
approach which provides for 
approaches with a decision height of 
not less than 200 feet and visibility 
not less than 1/2 mile or Runway 
Visual Range (RVR) 2400  (RVR 1800) 
with operative touchdown zone and 
runway centerline lights.
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• CATEGORY II (CAT II): a precision 
approach which provides for 
approaches with a decision height of 
not less than 100 feet and visibility 
not less than 1200 feet RVR.

• CATEGORY III (CAT III): a precision 
approach which provides for 
approaches with minima less than 
Category II.

PRECISION APPROACH PATH INDI-
CATOR (PAPI): A lighting system
providing visual approach slope guid-
ance to aircraft during a landing
approach. It is similar to a VASI but pro-
vides a sharper transition between the
colored indicator lights.

PRECISION OBJECT FREE AREA
(POFA): an area centered on the extend-
ed runway centerline, beginning at the
runway threshold and extending behind
the runway threshold that is 200 feet
long by 800 feet wide.  The POFA is a
clearing standard which requires the
POFA to be kept clear of above ground
objects protruding above the runway
safety area edge elevation (except for
frangible NAVAIDS).  The POFA applies
to all new authorized instrument
approach procedures with less than 3/4
mile visibility.

PROHIBITED AREA: see special-use
airspace.

REMOTE COMMUNICATIONS OUT-
LET (RCO): an unstaffed transmitter
receiver/facility remotely controlled by
air traffic personnel.  RCOs serve flight
service stations (FSSs).  RCOs were
established to provide ground-to-
ground communications between air

traffic control specialists and pilots at
satellite airports for delivering enroute
clearances, issuing departure authoriza-
tions, and acknowledging instrument
flight rules cancellations or
departure/landing times.

REMOTE TRANSMITTER/RECEIVER
(RTR): see remote communications out-
let. RTRs serve ARTCCs. 

RELIEVER AIRPORT: an airport to
serve general aviation aircraft which
might otherwise use a congested air-car-
rier served airport.

RESTRICTED AREA: see special-use
airspace.

RNAV: area navigation - airborne
equipment which permits flights over
determined tracks within prescribed
accuracy tolerances without the need to
overfly ground-based navigation facili-
ties.  Used enroute and for approaches
to an airport.

RUNWAY: a defined rectangular area
on an airport prepared for aircraft land-
ing and takeoff.  Runways are normally
numbered in relation to their magnetic
direction, rounded off to the nearest 10
degrees.  For example, a runway with a
magnetic heading of 180 would be des-
ignated Runway 18.  The runway
heading on the opposite end of the run-
way is 180 degrees from that runway
end.  For example, the opposite runway
heading for Runway 18 would be Run-
way 36 (magnetic heading of 360).
Aircraft can takeoff or land from either
end of a runway, depending upon wind
direction.
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RUNWAY BLAST PAD: a surface adja-
cent to the ends of runways provided to
reduce the erosive effect of jet blast and
propeller wash.

RUNWAY END IDENTIFIER LIGHTS
(REIL): Two synchronized flashing
lights, one on each side of the runway
threshold, which provide rapid and pos-
itive identification of the approach end
of a particular runway.

RUNWAY GRADIENT: the average
slope, measured in percent, between the
two ends of a runway.

RUNWAY PROTECTION ZONE
(RPZ): An area off the runway end to
enhance the protection of people and
property on the ground.  The RPZ is
trapezoidal in shape.  Its dimensions are
determined by the aircraft approach
speed and runway approach type and
minima.

RUNWAY SAFETY AREA (RSA): a
defined surface surrounding the run-
way prepared or suitable for reducing
the risk of damage to airplanes in the
event of an undershoot, overshoot, or
excursion from the runway.

RUNWAY VISUAL RANGE (RVR): an
instrumentally derived value, in feet,
representing the horizontal distance a
pilot can see down the runway from the
runway end.

RUNWAY VISIBILITY ZONE (RVZ):
an area on the airport to be kept clear of
permanent objects so that there is an
unobstructed line-of-site from any point
five feet above the runway centerline to 

any point five feet above an intersecting 
runway centerline.

SEGMENTED CIRCLE: a system of
visual indicators designed to provide
traffic pattern information at airports
without operating control towers.

SHOULDER: an area adjacent to the
edge of paved runways, taxiways or
aprons providing a transition between
the pavement and the adjacent surface;
support for aircraft running off the
pavement; enhanced drainage; and blast
protection.  The shoulder does not nec-
essarily need to be paved.

SLANT-RANGE DISTANCE: The
straight line distance between an air-
craft and a point on the ground.

SPECIAL-USE AIRSPACE: airspace of
defined dimensions identified by a sur-
face area wherein activities must be
confined because of their nature and/or
wherein limitations may be imposed
upon aircraft operations that are not a
part of those activities. Special-use air-
space classifications include:

• ALERT AREA: airspace which may 
contain a high volume of pilot 
training activities or an unusual type 
of aerial activity, neither of which is 
hazardous to aircraft. 

• CONTROLLED FIRING AREA: air-
space wherein activities are 
conducted under conditions so 
controlled as to eliminate hazards to 
nonparticipating aircraft and to 
ensure the safety of persons or 
property on the ground.
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• MILITARY OPERATIONS AREA 
(MOA): designated airspace with 
defined vertical and lateral dimen-
sions established outside Class A 
airspace to separate/segregate certain
military activities from instrument 
flight rule (IFR) traffic and to identify 
for visual flight rule (VFR) traffic 
where these activities are conducted.

• PROHIBITED AREA: designated air-
space within which the flight of 
aircraft is prohibited.

• RESTRICTED AREA: airspace desig-
nated under Federal Aviation 
Regulation (FAR) 73, within which 
the flight of aircraft, while not wholly
prohibited, is subject to restriction.    
Most restricted areas are designated 
joint use.  When not in use by the 
using agency, IFR/VFR operations 
can be authorized by the controlling 
air traffic control facility.

• WARNING AREA: airspace which 
may contain hazards to nonpartici-
pating aircraft.

STANDARD INSTRUMENT DEPAR-
TURE (SID): a pre-planned IFR
departure procedure.

STANDARD TERMINAL ARRIVAL
(STAR): a pre-planned IFR arrival pro-
cedure.

STOP-AND-GO: a procedure wherein
an aircraft will land, make a complete
stop on the runway, and then commence
a takeoff from that point.  A stop-and-go
is recorded as two operations: one 
operation for the landing and one oper-
ation for the takeoff.

STRAIGHT-IN LANDING/APPROACH:
a landing made on a runway aligned
within 30 degrees of the final approach
course following completion of an
instrument approach.

TACTICAL AIR NAVIGATION
(TACAN): An ultra-high frequency elec-
tronic air navigation system which
provides suitably-equipped aircraft a
continuous indication of bearing and
distance to the TACAN station.

TAKEOFF RUNWAY AVAILABLE
(TORA): see declared distances.

TAKEOFF DISTANCE AVAILABLE
(TODA): see declared distances.

TAXILANE: the portion of the aircraft
parking area used for access between
taxiways and aircraft parking positions.

TAXIWAY: a defined path established
for the taxiing of aircraft from one part
of an airport to another.

TAXIWAY SAFETY AREA (TSA): a
defined surface alongside the taxiway
prepared or suitable for reducing the
risk of damage to an airplane uninten-
tionally departing the taxiway.

TETRAHEDRON: a device used as a
landing direction indicator.  The small
end of the tetrahedron points in the
direction of landing.

THRESHOLD: the beginning of that
portion of the runway available for
landing.  In some instances the landing
threshold may be displaced.
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TOUCH-AND-GO: an operation by an
aircraft that lands and departs on a run-
way without stopping or exiting the
runway.  A touch-and-go is recorded as
two operations: one operation for the
landing and one operation for the take-
off.

TOUCHDOWN ZONE LIGHTING
(TDZ): Two rows of transverse light
bars located symmetrically about the
runway centerline normally at 100-foot
intervals. The basic system extends
3,000 feet along the runway.

TRAFFIC PATTERN: The traffic flow
that is prescribed for aircraft landing at
or taking off from an airport. The com-
ponents of a typical traffic pattern are
the upwind leg, crosswind leg, down-
wind leg, base leg, and final approach.

UNICOM: A nongovernment commu-
nication facility which may provide

airport information at certain airports.
Locations and frequencies of UNI-
COM’s are shown on aeronautical
charts and publications.

UPWIND LEG: A flight path parallel to
the landing runway in the direction of
landing. See “traffic pattern.”
VECTOR: A heading issued to an air-
craft to provide navigational guidance
by radar.

VERY HIGH FREQUENCY/
O M N I D I R E C T I O N A L
RANGE STATION
(VOR): A ground-
based electronic
navigation aid trans-
mitting very high
frequency navi-
gation signals, 360
degrees in azimuth, orient-
ed from magnetic north. Used as the
basis for navigation in the national air-
space system. The VOR periodically
identifies itself by Morse Code and may
have an additional voice identification
feature.

VERY HIGH FREQUENCY 
OMNIDIRECTIONAL RANGE STA-
TION/TACTICAL AIR NAVIGATION
(VORTAC): A navigation aid providing
VOR azimuth, TACAN azimuth, and
TACAN distance-measuring equipment
(DME) at one site.

VICTOR AIRWAY: A control area or
portion thereof established in the form
of a corridor, the centerline of which is
defined by radio navigational aids.

VISUAL APPROACH: An approach
wherein an aircraft on an IFR flight
plan, operating in VFR conditions under
the control of an air traffic control facili-
ty and having an air traffic control
authorization, may proceed to the air-
port of destination in VFR conditions.

VISUAL APPROACH SLOPE INDI-
CATOR (VASI): An airport lighting
facility providing vertical visual
approach slope guidance to aircraft dur-
ing approach to landing by
radiating a directional pattern of
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high intensity red and white focused
light beams which indicate to the pilot
that he is on path if he sees red/white,
above path if white/white, and below
path if red/red. Some airports serving
large aircraft have three-bar VASI’s
which provide two visual guide paths
to the same runway.

VISUAL FLIGHT RULES (VFR): Rules
that govern the procedures for conduct-
ing flight under visual conditions. The
term VFR is also used in the United
States to indicate weather conditions
that are equal to or greater than mini-
mum VFR requirements. In addition, it
is used by pilots and controllers to indi-
cate type of flight plan.

VOR: See “Very High Frequency Omni-
directional Range Station.”

VORTAC: See “Very High Frequency
Omnidirectional Range Station/Tactical
Air Navigation.”

WARNING AREA: see special-use air-
space.
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AC: advisory circular

ADF: automatic direction finder

ADG: airplane design group

AFSS: automated flight service 
station

AGL: above ground level

AIA: annual instrument 
approach

AIP: Airport Improvement 
Program

AIR-21: Wendell H. Ford 
Aviation Investment and 
Reform Act for the 21st 
Century

ALS: approach lighting system

ALSF-1: standard 2,400-foot high 
intensity approach light-
ing system with 
sequenced flashers (CAT I 
configuration)

ALSF-2: standard 2,400-foot high 
intensity approach light
ing system with 
sequenced flashers (CAT II
configuration)

APV: instrument approach 
procedure with vertical 
guidance

ARC: airport reference code

ARFF: aircraft rescue and fire-
fighting

ARP: airport reference point

ARTCC: air route traffic control 
center

ASDA: accelerate-stop distance 
available

ASR: airport surveillance radar

ASOS: automated surface obser-
vation station

ATCT: airport traffic control 
tower

ATIS: automated terminal infor-
mation service

AVGAS: aviation gasoline - 
typically 100 low lead 
(100LL)

AWOS: automated weather obser-
vation station

BRL: building restriction line

CFR: Code of Federal Regula-
tions

CIP: capital improvement pro-
gram

DME: distance measuring equip-
ment

DNL: day-night noise level

DWL: runway weight bearing 
capacity for air
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craft with dual-wheel type
landing gear

DTWL: runway weight bearing 
capacity for aircraft with 
dual-tandem type landing 
gear

FAA: Federal Aviation Adminis-
tration

FAR: Federal Aviation Regula-
tion

FBO: fixed base operator

FY: fiscal year

GPS: global positioning system

GS: glide slope

HIRL: high intensity runway 
edge lighting

IFR: instrument flight rules 
(FAR Part 91)

ILS: instrument landing system

IM: inner marker

LDA: localizer type directional 
aid

LDA: landing distance available

LIRL: low intensity runway edge
lighting

LMM: compass locator at middle 
marker

LOC: ILS localizer

LOM: compass locator at ILS 
outer marker

LORAN: long range navigation

MALS: medium intensity 
approach lighting system

MALSR: medium intensity 
approach lighting system 
with sequenced flashers

MALSR: medium intensity 
approach lighting system 
with runway alignment 
indicator lights

MIRL: medium intensity runway 
edge lighting

MITL: medium intensity taxiway 
edge lighting

MLS: microwave landing sys-
tem

MM: middle marker

MOA: military operations area

MSL: mean sea level

NAVAID: navigational aid

NDB: nondirectional radio bea-
con

NM: nautical mile (6,076 .1 feet)

NPIAS: National Plan of Integrat-
ed Airport Systems

NPRM: notice of proposed rule-
making
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ODALS: omnidirectional approach 
lighting system

OFA: object free area

OFZ: obstacle free zone

OM: outer marker

PAC: planning advisory com-
mittee

PAPI: precision approach path 
indicator

PFC: porous friction course

PFC: passenger facility charge

PCL: pilot-controlled lighting

PIW: public information work-
shop

PLASI: pulsating visual approach 
slope indicator

POFA: precision object free area

PVASI: pulsating/steady visual 
approach slope indicator

RCO: remote communications 
outlet

REIL: runway end identifier 
lighting

RNAV: area navigation

RPZ: runway protection zone

RTR: remote transmitter/
receiver

RVR: runway visibility range

RVZ: runway visibility zone

SALS: short approach lighting 
system

SASP: state aviation system plan

SEL: sound exposure level

SID: standard instrument 
departure

SM: statute mile (5,280 feet)

SRE: snow removal equipment

SSALF: simplified short approach 
lighting system with 
sequenced flashers

SSALR: simplified short approach 
lighting system with run-
way alignment indicator 
lights

STAR: standard terminal arrival 
route

SWL: runway weight bearing 
capacity for aircraft with 
single-wheel type landing 
gear

STWL: runway weight bearing 
capacity for aircraft with 
single-wheel tandem type 
landing gear

TAF: Federal Aviation Adminis-
tration (FAA) Terminal 
Area Forecast
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TACAN: tactical air navigational 
aid

TORA: takeoff runway available

TODA: takeoff distance available

TRACON: terminal radar approach 
control

VASI: visual approach slope 
indicator

VFR: visual flight rules (FAR 
Part 91)

VHF: very high frequency

VOR: very high frequency omni-
directional range

VORTAC: VOR and TACAN collo-
cated
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Appen dix  B
SIMMOD AIRFIELD ANALYSIS

Sim ula t ion  models a id in pla nn ing an d ma nagement  over  a  wide va r iety of a via t ion
issu es.  St udies using simu lat ion  offer  advantages an d disadvan ta ges to th e an alyst.
Advan tages include the credibility of a  well-designed model, economy, sa fety, a nd t he
ability to eva lua te a lterna t ives.  Disadva ntages in clude the da ta  in tensive a nd t ime
consuming st eps  to pr odu ce t he model a s well as t he fact  tha t  a  simulat ion  model
cannot  genera te opt imum solu t ions  on  it s  own.

Th is st udy u ses the FAA’s Air por t  and Air space Simula t ion  Model, SIMMOD, for
eva lua t ion  of a ircraft  delays .  SIMMOD aids in  the s tudy of en-route a ir  t ra ffic,
t ermina l a r ea  a ir  t ra ffic, and a irport  ground opera t ions.  Usin g the pr ogram’s flexible
da tabase, ana lys t s can  model a irpor t  and a ir space system s rangin g from a  major route
network to an  individu a l termina l’s ga te opera t ion .  F or  th is s tudy, ground opera t ions
a t  Albuqu erque In t erna t iona l Sunpor t  were m odeled and the tota l air cra ft  delay was
determined as a n  indicator of a ir field capa city.

Most  rea l-world systems feel the effects  of random or  unpr edictable va r iables in  the
environment  or  in  their  own components .  The randomness of other  a ir  t ra ffic, the
weather , the unpredictable na ture of equ ipm en t  br ea kdowns, a nd passen ger  a r r iva l
character ist ics a ll cont r ibu te t o dela y in  a ir  t ra ffic systems.  A stochast ic model, like
SIMMOD, uses ra ndom linea r  va r iables  ba sed on user -defined pr obabilit y dist r ibu t ions
to produce output  represent ing day-t o-day var ia t ions in  a ir  t ra ffic phenomena .

SIMMOD simulat es the movemen t  of a ircra ft , step by st ep, wh ile monitor ing the t ime
a long each  segment  of a  flight  or  t axi path .  SIMMOD t r aces t he movement  of an
individua l depar ting a ircra ft a s it tr avels from the ga te, th rough the taxiway st ructure,
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depar ture queu e, t ake-off roll an d through t he a irspace st ructure unt il the a ircra ft
exit s the simula t ion.  F or a n  a r r iving a ircra ft , the progra m r everses t h is procedure.
Th e m odel pr oduces qu ant it a t ive m ea su res of a irport  opera t ions  and a ircra ft  delay.

SIMMOD defines delay as a ny adverse devia t ion from a  pr e-defined nomin a l flight
pa th .  Typica lly, conflict  with  other  a ircraft  cause the devia t ion .  Examples of delay on
the groun d include wa it ing in  the depa r tu re queue or  wa it ing to t axi across an  act ive
runway.  Examples of delay in t he a ir include holdin g or  speed rest r ict ions wh ile
merging a ircra ft  in to a  common fligh t  pa th  such  a s the fina l a pproach.  In  gen er a l, a ny
conflict  tha t  causes delay r equires cont roller  act ion .  Delay, therefore, indica tes
cont roller  work load a s well as t he economic effects  of ext ra  flight  t ime.

Becau se SIMMOD u ses  random var iables, its outpu t  changes with  each  run .
Es tablishment  of st a t ist ica lly sign ifica nt  t endencies require severa l it era t ions of the
model usin g a  sin gle da ta  set .  The resu lt s r eported for  ea ch  scenar io of th is s tudy
represent  five it era t ions of tha t  da ta  set.  For r un s of severa l iter at ions, the Repor ter
program produces aggregat e va lues and, where appr opria te, avera ges and st anda rd
deviat ions.

S IMMO D  IN P U T  D A T A

INVEN TORY DATA

Data  ga ther ing for  t he ana lysis bega n  with  a  visit  to the a irport  to observe of a ir field
opera tions.  The inven tory field t r ip was conducted du r ing t he week of J une 12-16,
2000, a t  Albuqu erque In terna t iona l Sunpor t .  The visit included int erviews wit h
a irpor t  st a ff and a ir t ra ffic cont rol (ATC) personnel.  Arrangemen ts were made to
observe opera t ions from the a ir t ra ffic cont rol tower du ring th is period.

Ta xi pat hs for  a r r iving and depa r t ing a ir cra ft  were observed  and noted  on  maps of the
a ir field.  Observat ions began  on  the a fternoon  of Monda y, J une 12.  The a irport  was
opera t ing in a  west  flow pr ima r ily using Run ways 26 and 21.  On Tuesday, th e first
fu ll day of observation, th e airport  remained in west  flow, a r r iving and depar t ing on
Runwa y 26 and depar t ing on  Runway 21.  Wednesday bega n  with  an  east  flow.
Runway 8 was used for a rr ivals and depart ur es coupled with Ru nwa y 3 for a rr ivals.
About  2 p.m ., the a irport  sh ifted back t o a  west  flow.  Cargo opera t ions were observed
ea r ly Thursda y morn ing. Dur ing t he day on  Thursda y, the winds  were ligh t  and
var iable and t he a irport  oper a ted in  an  eas t  flow in  the morning and a  wes t  flow in  the
a fternoon.  On F r iday morn ing, th e a irport  cont inu ed in a  west  flow.

The dat a ga th ering tr ip provided 405 tra cks for a na lysis.  Of these, 254 were a ir car r ier
tr acks, 82 were genera l aviat ion t ra cks, and 69 were milita ry tr acks.  There were 215
ar rival tra cks a nd 190 depar tu re t ra cks.
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For  th e comm ercial air car rier jet opera tions in ea st  flow,  ATC genera lly directed th e
a ir cra ft  to land  on  eith er  Runway 8 or  Runway 3 an d to depa r t  on  Runway 8.
Approximately 42 percent  of the observed ar r ival opera t ions on  Runway 8 used
Taxiway A8 to exit  the runway, then  followed Taxiway A t o the gat e. The remain ing
a r r iva l observat ions were fa irly equa lly divided between Ta xiways A5, A6, A7, A9, and
A10.  When  usin g Runwa y 3 for  a r r iva ls, about  43 percen t  rolled out  to Ta xiway C and
proceeded directly to th e gat e. The rest  used either  Runway 35 or  Taxiway D to connect
wit h  Taxiway A and  the ga te.  All bu t  one of the observed  eas t  flow depar tures used
Ta xiwa y A on  the outs ide of the apron  to Taxiway A1 to the end   of Runway 8.  One
depa r ture u sed Taxiwa y A2 t o th e runwa y.

When  the commercial jet opera t ions were in  west  flow, ATC directed  the landin g t ra ffic
to Run way 26 an d the depa r t ing t ra ffic to eith er  Runway 26 or  Runway 21.
Approximately 38 percent  of the observed ar r ivals u sed Ta xiway A5 to exit  t he runway
and followed Ta xiway A t o the ga te a rea .  Taxiway D was used by 18 percent  of the
a r r iva ls and Taxiway C was used by 24 percent .  Th e r em a in ing observat ions were
widely sprea d, with  no discernable preference for  exit  t axiwa y.  One exit ed as ea r ly a s
Taxiway A6 and one st ayed on  the runway to Taxiway A2.  Aircra ft depa rt ing in west
flow gener a lly u sed  Ta xiway B to Ta xiway A (or  st ayed on Ta xiway A for  the en t ire
distance) to Taxiway A12 to Runway 26.  Most  a ircra ft  depa r t ing on  Runway 21 used
Taxiway C from the ga te ar ea t o Taxiway E t o the r un way end.

For  the commuter  fligh ts in  ea st  flow, there wa s n o observed preferen t ia l taxiway exit
from Run way 8.  All observed opera t ions exited a t  eith er  A5, A6, A7, or  A8 and
followed Taxiway A to the gat e a rea .  When the opera t ions were on  Runway 3, a ll but
one exited on  Taxiway C and followed it t o the termina l. One a r r ival opera t ion  was
observed on  Runway 17 with  the a ircra ft  landing a nd holding shor t  of Runway 26 an d
able to exit  a t  Taxiway A.  The commuter  depa r tures were simila r  to the jet  depa r tures
– outside of the apron  to Taxiway A1 to the end of Runway 8.

In  west  flow, t he commuter  a r r iva ls were equ a lly divided between  Ta xiway A6, A5,
or  Taxiway C for  their  choice of exit s .  Commuter  fligh ts  were a lso observed ar r iving
on Runwa y 30. These flights u sed Taxiwa y C to get  t o the gat e.  In west  flow,
depa r tures on  Runway 21 were favored over depa r tures on  Runway 26.  Seventy
percent  of the observed depa r ture oper a t ions  followed Ta xiwa y C t o Taxiwa y E to the
end of Runway 21.  Of those using Run way 26, in tersect ion  takeoffs from Taxiway A7
or  A9  were observed .

When  in  ea st  flow, the milita ry oper a t ions were en t irely on  Runway 8.   The a ir cra ft
exited a t  either  Taxiway A7, A8, or  A9 and followed Taxiway A t o the ramp.  When  in
west flow, th e a r r iva ls t o Runway 26 exited a t  eith er  Taxiway A5, A6, or  A7 and
followed Taxiway A to the r am p.   For depart ur es in ea st  flow, t he a ircraft  t axied  the
ent ire lengt h  of Taxiway A t o Taxiway A1 to the end of Runway 8.  For  west
depar tu res, the route was from the ramp to Taxiway A12 to the end of Runway 26.
Var ious it ineran t  milit a ry a ircra ft  opera t ions were observed as well.  These opera t ions,
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in  eith er  east  or  west  flow, were genera lly able to exit  the runway a t  Taxiway A5 or  A6
and access the la rge ramp a t  mid field.  There were a lso a  subs tan t ia l number  of
helicopter  opera tions.  However, the h elicopter s did not u se or  conflict  with  use of  any
of the runways.  Air Tr a ffic Cont rol  directed helicopter  opera t ions to hold  in  deference
to fixed-wing opera t ions.  SIMMOD does not  have provisions for  modeling helicopter
opera t ions outside the normal ru nway system .  Since the helicopters do not  con t r ibu te
to dela y in  oper a t ions of fixed-wing a ircraft  a t  the a irpor t , helicopter  opera t ions  were
not m odeled for t h is s tudy.

The gener a l avia t ion opera t ions were much more diverse.  In  eas t  flow, genera l
avia t ion  a ir cra ft  a r r iving on  Runway 8 usua lly exited  the runway a t  Taxiway C, bu t
some had to roll to Taxiway E5.  They followed Taxiway E back t o Taxiway E3, then
to th e GA ar ea. Arr ivals on  Runway 3 usua lly exited a t  Taxiway C.  E ast  flow
depa r tures from the nor th side of the GA area  usu a lly used Taxiwa y K t o Taxiwa y E1
to the end of eith er  Runway 12 or  Runway 8.  Fr om the south  side, it  was Ta xiway F
to G, to E1, to the ru nwa y end.

In  west flow, ther e was n o preferen t ial ta xi pa th observed.  Aircra ft  a r r iving on
Runway 26 exited a t  C, E3, E5, or  E6.  Aircra ft  a r r iving on  Runwa y 30 exit ed pr imar ily
a t  Ta xiwa y C a nd connected wit h  eit her  Ta xiwa y G or Ta xiwa y F  to the r amp a rea .
Four  a r r ival opera t ions t o Runway 21 were obser ved.  Run wa y 21 was t he preferred
depar tur e ru nwa y when  the a irport  was in  west  flow.  Some used t he full len gth  and
some used t he in ter sect ion  of Taxiway C.  Not  enough  observa t ions were made to
determine a  clear  preference.

Ear ly morn ing ca rgo opera t ions were observed on Th ur sday.  Most  ca rgo depar tur e
opera t ions were on  Runway 3.  All jet  a ircra ft  bega n  their  tu rn  before reaching
Runway 26 and followed Runway 26 out .  Many of t he cargo turboprop  depar tures
followed the same procedure.  Some turned to follow Run way 35 and others  cont inu ed
turn ing out  wester ly over t he termina l ar ea .

Exhibi t  B-1 shows th e consolidat ed ta xi pat hs ba sed on t he field observations.

In  addit ion  to field observat ion  of a irport  opera t ions SIMMOD requ ires a  wide var iety
of user -supplied inpu t da ta .  A simula tion r equires th ree basic ca tegor ies of da ta :
a irspace, a ir field, and event s.  The a irspace and a ir field networks defin e the phys ica l
layou t , a ircra ft  cha racter ist ics, an d cont rol policies for  the simu lat ion .  The event
schedu le – a r r iva ls  and depar tu res – defin es the ext erna l events which genera te act ion
or  changes dur ing t he simu lat ion .  To facilit a te the order ly inpu t  of t h is da t a , SIMMOD
includes a  progra m ca lled Network Bu ilder.  As sh own in  Table  B-1, t he Network
Builder offers options for en tr y of dat a in to 26 groups with  183 sub-groups.
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Exhibit B-1
TAXIWAY USE

COMMERCIAL JET AIRCRAFT TAXIWAY USE

0 800

SCALE IN FEET NORTH

DATE OF PHOTO: 9-30-99

LEGEND

Commercial Turboprop East Departure

Comercial Turboprop East Arrival

Commercial Turboprop West Departure

Comercial Turboprop West Arrival

COMMERCIAL TURBOPROP TAXIWAY USE

0 800

SCALE IN FEET NORTH

DATE OF PHOTO: 9-30-99

LEGEND

Runway 8 Turboprop Departure

Runway 8, 3, and 17 Turboprop Arrival

Runway 26 and 21 Turboprop Departure

Runway 26 and 30 Turboprop Arrival

MILITARY AIRCRAFT TAXIWAY USE

0 800

SCALE IN FEET NORTH

DATE OF PHOTO: 9-30-99

LEGEND

Runway 8 Military Departure

Runway 8 Military Arrival

Runway 26 Military Departure

Runway 26 and 17 Military Arrival

GENERAL AVIATION TAXIWAY USE

0 800

SCALE IN FEET NORTH

DATE OF PHOTO: 9-30-99

LEGEND

Runway 3, 8 and 12 General Aviation Departure

Runway 3 and 8 General Aviation Arrival

Runway 21and 26 General Aviation Departure

Runway 26 and 30 General Aviation Arrival
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TABLE B-1
NETWORK BUILDER
EDIT/EDIT TABLES

AVAILABLE
GR OUPIN GS

AVAILABLE
TABLES

ASD da ta
Aircra ft  Model
Airfield Link
Airfield Node
Air line
Air por t
Airspace Lin k
Airspa ce Node
Banks
Choice Tables
Deicing
Depar ture Congest ion
Depar ture Q
Events—Affected Even ts
Even ts—Cont rol Even ts
Even ts—Fligh t s
Even ts—Set  Even ts
Gate
Globa l
Group
In terface Node
P lan
Procedure
Route
Runway
TAMPS

3
4
9
6
2
2
9
6
2

22
5
3
7

10
4
5

17
19
6
5
2
3
3

17
10
2

AIRSP ACE

The a ir space ca tegory includes files covering th e int errelat ed net work  of rout es, links,
and nodes used by t he simula t ion  to move a ircra ft  in  the a ir .  Th is ca tegory consist s
of six r equ ired da ta  records, nine opt iona l da ta  records, and t hree cont rol da ta  records.
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N od e s , Li n ks , a n d  Ro u te s

In  SIMMOD, all a r r ivals must  begin  in t he a irspace and a ll depar tures mu st  en ter  the
a ir space before exit ing the sim ula t ion .  The sim ula t ions m ust  include a  minimally
defined a irspace st ructure even  in  the a ir field opera t ions form the bas is  of the st udy.
The Nodes record crea tes a irspace nodes and defines th eir cha ra cter istics.  These
character ist ics include con t rol st r a tegies, holding st ra tegies , sepa ra t ion dist ances, a nd
maximum a ircra ft  per a irspa ce node.  Ea ch n ode has  a  Level I  cont rol st r a tegy, QFIFO
(first  in , first  out ).  A link  represen t s t he min imum dist ance tha t  an a ir cra ft  can  t r avel
between two nodes.  The Links record crea tes a irspace links and  defines  movement  on
them.  User  defined a t t r ibut es include pa ss ing, sequen cing, a nd number  a ircra ft  per
link.  Nodes  and links combine to ma ke rout es.  The Rout es record crea tes rout es,
descr ibes their  a t t r ibu tes , and set s t he sequ en ce of fligh t  pa th  nodes  through which  the
a ir cra ft  t ravel.  The in itia l air spa ce for  the ser ies of models used in  t h is s imula t ion
study consisted of  38 nodes connected by 36 links of approximately t hree naut ica l
miles each wh ich m ade u p 18 rout es.

P r oc e d u re s

The Pr ocedures record defines steps an  a ir cra ft follows for a rr ival or depar tu re.  It
includes runway occupancy t imes for  the landing or  t akeoff roll.  The simula t ion  uses
relat ed procedures to resolve conflicts.  For exam ple, in th is study, a r r iva ls block
depa r tures when with in t wo naut ica l miles of t he runway thresh old.  Depar tures block
other  depar tures using t he same procedure for  a  va rying per iod of t ime, ranging  from
30 seconds to two min utes, dependin g on  the a ircra ft  group.  St anda rd a ir  t ra ffic
procedures with in t he model were u t ilized.  Th ese wer e ver ified t hrough the field
obser vat ions a nd t hrough d iscussions wit h  ATC.

Airc ra ft

The Aircra ft  r ecord of t he a ir space ca tegor y defines t he character ist ics of a ir t ra ffic by
groupings of a ircra ft  models, link  speeds and types, and in t ra il sepa ra t ion  distances
for a irplanes of one a ircra ft group following airplanes of oth er a ircra ft groups.

Curren t  SIMMOD defau lt dat a divides the aircra ft int o four  groups: GA, Sma ll, Large,
and Heavy.  For  th is study, the GA group includes the sm aller , light  sin gles a nd t wins
normally associa ted  with  genera l avia t ion  opera t ions.  The Sm all group includes the
gener a l avia t ion  bus iness jet s  and tur boprops as well a s the a ir line commuter
tu rboprops.  The Large group in cludes t he t ypical a ir line passen ger  jet .  The Hea vy
gr oup includes la rge airplanes like the 757 an d the A310.  Table  B-2 shows the
a ir cra ft  intr ail separ at ion dista nces used in t his stu dy.  This study uses six link t ypes,
three for  depar tures  and three for  a r r iva ls.  In  SIMMOD, t he user  must  defin e a ircra ft
speeds for  t hese links.  This study u ses the default  da ta  from an  ea r lier  version  of
SIMMOD for  lin k speeds .  Table  B-3 shows tha t  da t a .
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TABLE B-2
AIRCRAFT CHARACTERISTICS 
INTRAIL S EP ARATION (NAUTICAL MILES )

T R AILIN G AIR CRAFT
LEADING
AIRCRAFT GA Small La rge Heavy

GA
Small
La rge
Heavy

2.4
2.4
3.2
4.8

2.4
2.4
3.2
4.8

2.4
2.4
2.4
4.0

2.4
2.4
2.4
3.2

TABLE  B-3
AIRSPACE LINK TYP ES

AIRCRAFT SPE EDS 
SIMMOD
Link  Type

Airspace
Act ivity GA Small La rge Heavy

1 Depar tu re
Takeoff t o
5,000 ft .

Max
Nom
Min

140
120
100

160
140
120

170
150
130

180
160
140

3 Climbout
5,000 to
8,000 ft .

Max
Nom
Min

180
160
140

200
180
160

230
210
190

240
220
200

4 Climbout
8,000 to

28,000 ft .

Max
Nom
Min

200
180
160

240
220
200

290
270
250

300
280
260

5 Arr iva l
10,000 to
4,000 ft .

Max
Nom
Min

200
180
160

220
200
180

260
240
220

270
250
230

6 Arr iva l
4,000 to
1,000 ft .

Max
Nom
Min

160
140
120

180
160
140

200
180
160

210
190
170

2 Shor t
F ina l

1,000 ft .
and below

Max
Nom
Min

130
110
100

140
120
110

150
130
120

160
140
130

Airport

The a irport  record of the a irspace ca t egor y defin es the character ist ics of the a irpor t
from the a ir space poin t  of view.  This  da ta  in clu des a ir por t /a irspa ce int erface nodes
and pr ocedures rela t ing to landing a nd t akeoff.  The In ter face Nodes handle t ransit ion :
a  depar t ing a ircraft  moves  from the a ir field to the a irspa ce at  an in terface node, and,
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sim ila r ly, an  a r r iving a ircra ft  moves from the a irspace to the a ir field a t  an  in ter face
node.  The int erface nodes a lso ca r ry th e ass ignment  of the a r r iva l and  depar ture
procedures.  Th is study has eight  int erface nodes, one a t  each  end of th e four  ru nwa ys.

AIRF IELD

The a ir field  ca tegory descr ibes the st udy a irport  and defines  it s r equ iremen ts.  Th is
ca tegor y inclu des n ine required da ta  records, 27 opt iona l da ta  records and three cont rol
records.

Li n ks  a n d N od e s

As in  the a irspace, the method of const ruct ing the a irfield uses a  system of
int erconnected links a nd n odes  to descr ibe t he a irport .  These bu ildin g blocks define
the main  st ructura l elem en ts of the SIMMOD a ir field.  Airfield nodes  represent
runway exits, runwa y crossings, ta xi pa th  inter sections, gates, an d depart ur e queues.
Airfield links represent  runways , t axiways , a nd ga te apron  areas .  The node and  link
s t ructure form s th e basis for  the logic used  in  the simula t ion a ir field.  At ea ch node, t he
program ma kes decisions su ch  as  whether  to en ter  the next  taxi pa th  link , when to
cross a  runway, whether  to leave a  ga te or n ot , how long t o wa it  in  a  depa r ture queue,
or  wh er e t o exit  a  runwa y a fter  a  la nding roll.  On  ea ch lin k, the progra m makes
decisions abou t  average t axi speed, m aximum a ircra ft  a llowed, or  rest r ict ions on
dir ection of t ravel or pa ss ing or a ircra ft  size.

Ea r lier  versions of SIMMOD required da ta  input  from a  digit izer .  The vers ion  of
SIMMOD u sed in  th is study a llows the impor t ing of a n  AutoCad file which  serves as
a  ba se m ap for  dr awing the link and node st ru ctur e.  The program a llows direct  inpu t
to the screen  from the mouse a nd a n  a r ray of edit ing tools.  The sim ula t ion  a ir field
cont ains 117 nodes an d 182 links.

Runw ays

The runways  record of the a ir field ca tegor y defines t he runways by a series of links.
14 lin ks form Ru nwa y 8-26, 11 lin ks form Ru nwa y 17-35, 8 links form Runway 12-30,
and 9 links form Runway 3-21.  The progr am’s select ion  of an  exit  for  an  a r r iva l event
depends on  user -supplied a ir cra ft  landing roll and probability da t a .  Inpu t  da t a  for
landin g roll dist ances and the most  frequent ly u sed runway exit  was based on  the field
observations.  The model uses  a  taxi speed  of 15 mph and an  expected  runway crossing
delay of 5 seconds a s sta nda rd values.
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D e pa rt u re  Qu e u e s

The Depar ture Qu eue record of the a ir field ca tegor y a llows input  da ta  which  descr ibes
sites on  the a irfield where a ircra ft  wait  for depa rt ur e clea rance.  Modeled a ircra ft  hold
un t il next  in  line for  t akeoff with  a  clea r  runway.  The model for  t h is  study uses  the
end nodes of ea ch  runwa y for  the depar ture queues .  The technician  in  the field
observed inter section t ak eoffs on  Ru n wa y 26 an d on Ru nwa y 21, and foun d tha t  the
ATCT personnel permit  in tersect ion  ta keoffs a s requested and depending on
des t ina t ion .  Noth ing from the field observa t ions indica ted tha t  in tersect ion  takeoffs
occurred as regu la r  even t s or a t r egula r locat ions so th is simu lat ion dies not u se special
depar tu re queues an d does not m odel inter section t ak eoffs.

Gates

The model a ssign s every a ircra ft  en ter ing t he a ir field to a  gat e.  The model associat es
ga tes with  airfield nodes.  The Ga te record includes da ta  wh ich  describes  loading and
unloading t imes, ga te capa city, a ir lin es(user  of the ga te), and links t o apr on a rea s.  A
deta iled modeling of the termina l ar ea  was beyond the scope of th is study.  Ga tes were
modeled in  a  gen er a lized fash ion.  A single n ode, represen t ing a ll act ivity a t  the
t ermina l a rea  wa s designa ted for t he commercia l ga te.  A s ingle node for  ca rgo was
designa ted on  the southwes t  side.  Two nodes  were used  for  ga tes  in  the gener a l
avia t ion  a rea .  A single node for t he based milita ry aircra ft wa s assigned at  th e far  east
end of the a irfield.

Ta xi P a th s

SIMMOD has a n  aggressive opt imiza t ion  fea ture which computes the opt imal t axi pa th
for  an a ircra ft .  The m odel will opt imize th e pat h u nless  otherwise dir ected .  Field
observa t ions ind ica ted  tha t  when the a irpor t  is in  west  flow, aircra ft  lea ving the
t ermina l a rea  taxied  out  on  Ta xiway B u n t il it  joined with  Ta xiway A.  In coming
a ir cra ft  t axied in  a ll t he way on  Taxiway A.  A taxi pa th  wa s specified in  the model t o
force depar t ing a ircra ft  to use Taxiway B.  N o other  specific taxi pa th  emerged from the
field observations.

Tamps

The Tamps r ecord defin es the landing a nd takeoff character ist ics of a ircra ft  gr oups.
The gr oups a re the same as ment ioned in  the a irspace sect ion : GA, Small, La rge, a nd
Heavy.  F ield obser va t ions  noted t he r ange of  most  often  used r unwa y exits.  The
dis tance from the th reshold to the exit  was measu red on  a  map of the a irport  and t h is
landing r oll distance was en tered in  the Tamps record with  a  probability fa ctor .
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Airline s

The Air lines  record conta ins  da ta  concern ing the a ir lines  opera t ing a t  the a irpor t .  The
model requires ga te assignm ents for  a ll air lines.  Alth ough severa l air lines opera te a t
Albuqu erque, t he inpu t  da t a  models  t hem in genera l for t his st udy.  The dat a
designa tes four  a ir lines: GA(Genera l Avia t ion), COM(Commercia l), CAR(Cargo), and
MIL(Milit a ry).

EVENTS

The Events ca tegor y con ta ins the da ta  tha t  determine the act ions of the a ir cra ft  in  the
s imula t ion .  This  group of da ta  includes  fou r  fields for en ter ing aircra ft a rr ivals and
depar tu res, 18 fields for  enter ing net work adju stment  records, a nd seven  fields for
ent ering simu lat ion cont rol records.

Arri va ls  a n d D e pa rt u re s

A SIMMOD arr iva l a lwa ys s ta r t s in  the a ir space.  Th e ba sic ar r iva l consist s of a  fligh t
tha t : t r aver ses an  a ir space route, lan ds on  a  runway, t axis to a  ga te, occupies the ga te,
and then  exit s the simula t ion.  A SIMMOD depa r ture a lwa ys s ta r t s a t  an  a irpor t .  The
basic depar tu re consists  of a  fligh t , cr ea t ed a t  a  ga t e, t ha t : occupies the ga t e, t axis to
a  runway, takes  off on  a  runwa y, traverses  an  a irspace route, and exit s the s imula t ion .

For  the scenar ios in  th is s tudy, a ll flight  da ta  wa s en tered u sin g the Mult i-a r r ive and
Multi-depar t  fea ture of the events  ed itor .  SIMMOD can  crea te fligh t s randomly over
a  specified t ime per iod.  The in pu t  da ta  determines the n umber  of fligh ts a nd the type
of a ircra ft  a s well a s the runway, the rou te, and the gat e.  St a r t  t imes a nd end t imes
were ba sed on the consolida ted a ir line schedule wh ich  wa s supplied by the a irpor t
management  s ta ff.  Curren t  year opera tions were t ak en from F AA Tower coun ts.
Forecast  opera tions from t he F orecast  Cha pter  were used for t he fut ur e conditions.
Table  B-4 su mmarizes the oper a t ions  da ta  used in  th is s imula t ion s tudy.

Simulation  Contro l Records

The Event s cat egory also cont ains da ta  en t ry fields for  con t rol r ecords.  Each
sim ula t ion  requires a n  ent ry in t he SetP lan  record.  Ea ch  simulat ion  requires a n  ent ry
in  the End.Sim and  the Trace records.  E nd.S im  tells t he s imula t ion wh en  to quit .  Due
to la te a r r iva ls or  depa r tures, th e simu lat ion  often  runs longer t han  the 24-hour  period.
Th is inpu t  provides t ime for  a ll a ir cra ft  t o get  in  and ou t  of t he a irpor t .  The Trace
record pr ovides informa t ion  for  the s imula t ion  log and  the pos t -processors like the
Repor ter  as well as er ror m essages which a ssist in  debugging the pr ogram.  All
s imula t ions require some en t ry in t he Trace file.  The ana lyst  may choose which  t r ace
records t o tu rn  on or off, but  th e out put  depends on cert ain  records.
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TABLE B-4
Aviat ion  Forecas t  Summary

1999 2005 2010 2025

AN N UA L OPER AT ION S

Major  Airlines
Regiona ls
Char ters
All-Cargo Major s
All-Ca rgo Regiona ls
Ot her  Air  Ta xi
Gen era l Avia t ion
Milita ry
TOTAL

77,056
22,694

112
5,958
5,496
1,164

72,692
43,761

228,933

91,000
22,600

100
7,200
6,400
1,300

84,300
44,000

256,900

104,800
22,800

200
8,600
7,200
1,500

91,400
44,000

280,500

143,600
23,200

300
13,800

9,200
1,900

109,400
44,000

345,400

S IMMO D  O U T P U T  D AT A

SIMMOD cons is t s of th ree major  programs: the Network  Bu ilder , the Anim ator , and
the Repor ter .  As shown in  the discussions of the previous paragraphs, the Network
Builder provides the mat r ix for  da ta  en t ry.  The Network Builder  a lso holds th e
sim ula t ion  engine.  The da ta  in th e airspa ce, airfield, an d event  cat egories esta blish
the sequence of principal simu lat ion a ctions.  The simula t ion  funct ions by m oving fr om
one schedu led even t  to the next .  The in it ia t ion  of each  even t  direct s the simula t ion
clock ; the sim ula t ion  engine pr ocesses s imultaneous even ts sequ en t ia lly with  no t ime
change on  the clock .  Each  schedu led event  init iat es a  sequence of int erna l SIMMOD
event s.

The simulat ion  first  crea tes the network t ha t  the user  has defined in  the a ir space and
a ir field ca tegor ies  then  uses t he da ta  in  the events ca tegor y t o in it ia te the a ircra ft
t ra ffic.  Based on  an in terna l s imula t ion  t iming rout ine, the simulat ion  modu le crea tes
an ext ensive t ransa ct ion  file represen t ing t he progress  of the model th rough t ime.
Each  flight  consist s of a  ser ies of even ts.  Th e sim ula t ion  engine r ecords da t a  for  each
event  for  subsequent  ana lys is  by the pos t -processor .  Through pos t -processing,
SIMMOD pr ovides data  for  the Anima tor  and the Repor ter .

SCEN ARIO #1 – BASELIN E CON DITIONS

The a irpor t  opera tes in  east  flow approximately 70 percent  of the t ime according t o the
Air  Tr a ffic Cont roller s.  When  in  ea st  flow, a ir  t ra ffic cont roller s gen era lly dir ect a ir
car r ier  a ircra ft  to a r r ive on  Runway 8 and Runway 3with  an  occasiona l a r r iva l on
Runway 35.  Gen era l Aviat ion a ircra ft  a r r ive pr imar ily on Runwa y 8 and Runway 3,
with  occasiona l a r r iva ls on Ru nwa y 12 and Runwa y 35.  Depar tures in  ea st  flow for  a ir
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car r iers a re a lmost en t irely on  Runway 8.  Genera l Aviat ion  depa r tures a re usua lly on
eith er  Runway 8 or  Runway 12 with  a  very sm all percentage on  Runway 3 an d
Runway 35. Ear ly morning cargo depar tures  a re on  Runway 3.  All milit a ry opera t ions
a re on  Runway 8.

In  west  flow, a lmost a ll commercial a ircra ft  a r r ive on  Runway 26 with  an  occasiona l
a r r iva l on  Runway 17.  Gen era l Avia t ion  a ircra ft  and some commercia l comm ut ers a lso
use Runway 30 for  a r r ivals in  west  flow.  Air car r ier depa r tu res a re split bet ween
Runway 26 and Runwa y 21.  Gen era l Avia t ion  depar t s pr imar ily on  Runwa y 21.  All
milit a ry opera t ions a re on  Runway 26.

The Runway U t iliza t ion  table from the March, 1999, FAR Par t  150 St udy Upda te was
used as t he ba sis  for  a ssign ing a ir cra ft  even t s t o a  runway in  th is s tudy. Th a t  t able is
reproduced here a s Table  B-5.

TABLE  B-5
RU NWAY UTILIZATION – BAS ELIN E

Per cent age Utiliza t ion  for  each Runway

08 26 03 21 17 35 12 30

D e p art ure s
Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

69%
70%
55%

13%
25%

1%

1%
1%
1%

14%
1%

19%

1%
1%
1%

2%
2%
2%

0%
0%

13%

0%
0%
6%

Arriva ls

Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

28%
69%
14%

25%
25%
13%

42%
1%

55%

1%
1%
1%

2%
2%
2%

2%
2%
2%

0%
0%
0%

0%
0%

13%

Sour ce: Albuquerque In t erna t iona l Sunpor t  FAR Par t  150 Study Update/March
1999, Table C5

Four  simulat ion  models represen t ing t he current  year  and three forecast  year s  in east
flow wer e pr epa red u sin g the da ta  en t ry pr ocedu res described ea r lier  in  th is r epor t .
Each  model was  run five times. The St anda rd Report  (SIMU10) was u sed  to obt a in  the
average ground and a ir  a r r iva l and  depar ture dela y for  each  modeled  condit ion .
Sim ila r ly, four  models  represent ing the cur ren t  year  and  the three for eca st  yea rs in
west flow were prepa red a s well.  They were also ru n five t imes each and t he St anda rd
Repor t  wa s u sed a s t he source of the dela y in format ion.  Table  B-6 summar izes  the
ar r ive and depa r t  delay from the St anda rd Repor t .  This delay repr esen ts 100 percent
opera tion in t hese conditions.
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TABLE B-6
AIRCRAFT DELAY

Dai ly  De lay  (minutes )
Average  of 5  iterations

Arrive
Delay

De pa rt
Delay

An n u a l D e la y
(h ou rs )*

1999 OPERATIONS

East  F low
West  F low

70
74

6
31

462
633

S H OR T  T ER M O P ER AT IO N S

East  F low
West  F low

89
95

8
43

590
840

INTERMEDIATE OPERATIONS

East  F low
West  F low

117
133

14
45

797
1,077

L ON G  R AN G E O P ER AT IO N S

East  F low
West  F low

201
221

22
156

1,357
2,293

*  Assumes 100% opera t ion in  this condit ion

Table  B-6 indica tes tha t  the a irport  experiences slight  delays a t  presen t .  The
s imula t ions indicat e th at  th e forecast  increa se in opera tions car ies with  it an increa se
in  delays  a t  the a irpor t .

The a irport  opera tes in a n  east  flow appr oxima tely 70 percen t  of the t ime an d in west
flow the r emaining 30 percen t  of the t ime.  For  curren t  (1999) condit ions, u sin g t he
numbers from Table  B-6, the s imula t ions indica t e tha t  t he average annua l delay in
th e short  term would be (462 x .70 + 633 x .30) = 513 hour s.

SCENARIO # 2 – INCRE ASED  US AGE OF RU NWAY 17-35

The baseline condit ion  reflect s a irfield usage based upon compliance with  the a irport ’s
in forma l noise aba tement  procedures.  This pr ogra m limits t he use of Runway 17-35
by jet  a ircra ft  to st rong cr osswind condit ions.
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Th is min imal use of Runwa y 17-35 m ay not  ju st ify t he cost s a ssocia ted with
main ta in ing it  long t erm.  A second scenar io was considered tha t  involves  increas ing
the u sa ge of th is runwa y.  Table  B-7 out lines t he r evised ru nwa y use percent ages.

TABLE  B-7
RU NWAY UTILIZATION INCREASED  RU NWAY 17-35

Per cent age Utiliza t ion  for  each Runway

08 26 03 21 17 35 12 30

D e p art ure s
Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

67%
68%
54%

13%
25%

1%

1%
1%
1%

11%
1%

19%

5%
3%
2%

3%
2%
6%

0%
0%

13%

0%
0%
4%

Arriva ls
Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

26%
67%
12%

24%
24%
12%

40%
1%

55%

1%
1%
1%

3%
3%
4%

6%
4%
5%

0%
0%
0%

0%
0%

11%

Table  B-8 summarizes the a r r iva l and depar ture delays  over  the planning h or izon s
for  th is scenar io.  The r esu lts  of th is scenar io indica te tha t  if Runway 17-35 is u t ilized
more than  it cur rent ly is, delays would increase.

TABLE  B-8
AIRCRAFT DELAY WITH INCREASED  US AGE OF RU NWAY 17-35

Dai ly  De lay  (minutes )
Av e ra ge  o f 5 it e ra ti on s

Arrive  Delay Depart  De lay Ann u al De lay  (hou rs )*

1999 O P ER AT IO N S

Eas t  Flow
West  Flow

72
63

8
67

487
785

2005 O P ER AT IO N S

Eas t  Flow
West  Flow

88
84

12
99

608
1,113

2010 O P ER AT IO N S

Eas t  Flow
West  Flow

101
87

12
158

687
1,484

2025 O P ER AT IO N S

Eas t  Flow
West  Flow

157
151

35
493

1,168
3,918

*  Assum es 100% operat ion in th is condition



B-15

SCENARIO # 3 – WITHOUT RU NWAY 17-35

The ana lysis cont inued with  the sim ula t ion  of a irport  opera t ions without  the use of
Runway 17-35.  Th is cha nge requ ired n ew en t r ies in  the pr ocedu res field a s well as
changes in  the event s da ta .  Runway use percentages changed sligh t ly t o account  for
the loss of Runway 17-35, but  were s t ill based  on  Table  B-5.  Four  models  each  were
prepa red for  eas t  flow and west  flow: cu r ren t  yea r  and th ree forecast  yea r s.  Each
model wa s r un  through  five itera t ions  to get  a  measure of the a r r ive and depa r t  dela y
which  might  be experienced if Runway 17-35 were n ot ava ila ble for u se.  Table  B-9
shows the resu lt s of th is a lt erna t ive simula t ion .

TABLE B-9
AIRCRAFT DELAY WITHOUT RUNWAY 17-35

Dai ly  De lay  (minutes )
Average  of Five  Iterations

Arrive  Delay Depart  Delay
An n u a l D e la y

(h ou rs )*

1999 OPERATIONS

East  F low
West  F low

71
66

4
28

456
572

2005 OPERATIONS

East  F low
West  F low

96
112

6
42

621
931

2010 OPERATIONS

East  F low
West  F low

115
143

5
71

736
1,296

2025 OPERATIONS

East  F low
West  F low

285
256

32
214

1,928
2,865

* Assumes 100% opera t ions in  this condit ion

Table  B-10 compares the average annua l delay for  these three scenar ios.  Th e a na lysis
indicates tha t  the m ore Runwa y 17-35 is  used, t he m ore it  increa ses dela ys.  Closing
Runway 17-35 and main ta in ing the cur ren t  runwa y use scenar io redu ces delays in  the
short  term.  As opera tions increa se, however, this advant age is lost.

Consider ing tha t  these three scenar ios  a re ba sed on exist ing runwa y use, they m ay not
maximize the capacit y ca pabilit ies of the runway sys tem.  With  increased opera t ions,
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more a t t en t ion  will need to be given  to maximizing a ir field efficiency.  This wa s
exa mined in  the following scenar ios.

TABLE B-10
TOTAL ANNUAL DE LAY (HOU RS)

Curre n t
Airfield

Increase  Run w ay
17-35 Use

Wit h ou t
Ru n w ay  17-35

1999
2005
2010
2025

513
665
881

1,638

576
760
926

1,993

490
714
904

2,209

SCEN ARIO # 4  – INCREAS ED  USAGE OF RUNWAY 17-35 FOR CAP ACITY

The runway use percentages  in  the previous  scenar ios  were based  upon the cur ren t u se
of the a ir field in  compliance with  the a irpor t ’s in formal noise aba tem ent  procedures.
To examine how t he runwa y could a ffect capa city condit ions, a  scenar io was developed
tha t more closely t akes in to account  the preva ilin g winds .  Table  B-11 p resents  the
ru nwa y use percent ages based u pon wind da ta .

TABLE B -11
RU NWAY USE P ER CENTAGES  FOR CAP ACITY
EXISTING AIRF IELD

Run way Use Percent age For  Ea ch  Run way

08 26 03 21 17 35 12 30

D e p art ure s
Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

77%
77%
35%

2%
2%
1%

1%
1%
1%

11%
11%
14%

6%
6%
4%

3%
3%
4%

0%
0%

41%

0%
0%
4%

Arriva ls
Air Ca r r ier
Milit a ry J et
Genera l Avia t ion

27%
27%
15%

15%
15%

2%

51%
51%
62%

1%
1%
1%

3%
3%
4%

3%
3%
4%

0%
0%
1%

0%
0%

11%

As before, models were prepa red for t he cur ren t a nd t hr ee forecast  year s in both  east
and west flow.  Ea ch scena rio was r un  five times an d the st anda rd r eport  was u sed as
the sou rce of the dela y in format ion.  Table  B-12 summar izes  the a r r iva l and  depar ture
delays  for  th is a lt erna t ive considera t ion .
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TABLE B-12
AIRCRAFT D ELAY WITH
INCREAS ED  USAGE OF RUNWAY 17-35 FOR CAP ACITY

Dai ly  De lay  (minutes )
Average  of Five  Iterations

Arrive  Delay Depart  Delay
An n u a l D e la y

(h ou rs )*

1999 OPERATIONS

East  F low
West  F low

79
59

8
91

529
919

2005 OPERATIONS

East  F low
West  F low

98
80

13
185

675
1,612

2010 OPERATIONS

East  F low
West  F low

113
94

20
247

809
2,068

2025 OPERATIONS

East  F low
West  F low

177
145

89
512

1,618
3,997

*Assumes 100% opera t ions in  this condit ion

Un der  th is scenar io, the a irport  opera tes in ea st  flow 78 percent  of th e time and in west
flow the remaining 22 per cen t  of the t ime, these s imula t ions  ind ica te tha t  for  the
cur ren t  yea r  oper a t ions u sing the h ypothet ical wind-dir ected a irpor t  oper a t ions, t he
total ann ua l delay would calcula te t o be (529 x .78 + 919 x .22) = 615 hour s.

SCEN ARIO # 5  – CLOSE R UNWAY 17-35 FOR CAP ACITY

The fin a l scenar io considers maximizing a ir field efficiency if Runwa y 17-35 is closed.
Th is would shift t he Run way 17-35 usage to the oth er run ways as dicta ted by winds.
Dur ing calm winds, east  flow would be pr efer red to maxim ize a ir field capa city.  Table
B-13 summarizes the a r r iva l and depar ture delays  for  th is scenar io.
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TABLE B-13
AIRCRAFT D ELAY WITHOU T RU NWAY 17-35 FOR CAP ACITY

Dai ly  De lay  (minutes )
Average  of Five  Iterations

Arrive  Delay Depart  Delay
An n u a l D e la y

(h ou rs )*

1999 OPERATIONS

East  F low
West  F low

68
64

6
25

450
541

2005 OPERATIONS

East  F low
West  F low

86
109

6
37

560
888

2010 OPERATIONS

East  F low
West  F low

105
171

8
99

694
1,642

2025 OPERATIONS

East  F low
West  F low

206
259

54
76

1,582
2,038

* Assumes 100% opera t ions in  this condit ion

CO N CLU S IO N S

For  ea se of compa r ison, Table  B-14  compares the average annua l delay for  a ll five
scena rios.

The simulat ions indica te tha t  the a irport  does exper ience some delay now a nd will
exper ience increasing delays  in  the fu ture with  increa sin g t ra ffic.  The first  th ree
sim ula t ion  scenar ios were based u pon current  runway usa ge.  They indica te tha t
closin g Runway 17-35 cou ld increa se delays in  the long r ange.  These scenar ios a lso
indica te tha t  if use of Runway 17-35 is increased, delay is a lso increased.

When  the opera t iona l scenar io is r evised  to a t tempt  to maximize capa city, closin g
Runway 17-35 reduces delay except  in  the long r ange, where minimal use of Runway
17-35 can  provide a slight  improvemen t .

If Runway 17-35 was t ru ly improving ca pacit y of t he a irfield, increa sed u se would be
expected t o reduce delays.



B-19

TABLE B -14
Tota l Annu al De lays  (Hours)

Current  Operat ional  Condi t ions Maxim ize Capacity

Year
#1

B a se li ne

#2
Increase
Runw ay

17-35 Use

#3
Close

Runw ay
17-35

#4
Increase
Runw ay

17-35 Use

#5
Close

Runw ay
17-35

1999
2005
2010
2025

513
665
881

1,638

576
760
926

1,993

490
714
904

2,209

615
881

1,086
2,141

470
632
903

1,682



Airline Flight Schedules
Appendix C



C-1

T A B L E  C -1

S c h e d u le d  Arr iv a ls

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

M a j o r s A i r li n e F l i g h t  # T i m e Air c ra ft S e a t s G a te  # O r i g i n

1

2

3

4

5

6

7

8

AA

AA

AA

AA

AA

AA

AA

AA

681

1233

2029

1885

537

1221

1383

471

1946

2136

2302

1146

1458

1 7 0 2

2110

1 0 4 6

MD 80

MD 80

MD 80

MD 80

MD 80

MD 80

MD 80

MD 80

139

139

139

139

139

139

139

139

B 1

B 1

B 3

B 1

B 1

B 1

B 3

B 3

D F W

D F W

D F W

D F W

D F W

D F W

O R D

O R D

9

10

11

12

13

14

AW

AW

AW

AW

AW

AW

2210

200

2202

2204

2206

2208

2242

837

1119

1417

1 7 0 8

1951

B733

B733

B733

B733

B733

B757

131

131

131

131

131

190

B 4

B 4

B 4

B 4

B 4

B 4

P H X

P H X

P H X

P H X

P H X

P H X

15

16

17

18

19

C O

C O

C O

C O

C O

1697

1693

1781

1699

1775

1851

2150

1 0 5 8

1 3 0 5

1 6 5 8

MD 80

B733

MD 80

B73G

B733

141

128

141

124

128

B 6

B 6

B 6

B 6

B 6

IAH

IAH

IAH

IAH

IAH

20

21

22

23

24

25

26

27

28

29

D L

D L

D L

D L

D L

D L

D L

D L

D L

D L

1433

2173

2238

1125

270

905

1143

1642

1589

899

2144

48

1 0 3 3

1157

1 3 5 6

1 6 4 0

1828

2207

2058

2220

B72S

B72S

B72S

B738

B72S

B72S

B72S

B733

B72S

B72S

149

149

149

154

149

149

149

128

149

149

B10

B10

B10

B10

B10

B10

B10

B10

B10

B 9

D F W

A T L

D F W

A T L

CVG

D F W

E L P

S L C

A T L

CVG

30

31

32

33

F L

F L

F L

F L

330

331

332

335

720

1 3 2 5

1 6 2 5

2040

B73S

B73S

B73S

B73S

119

119

119

119

B 2

B 2

B 2

B 2

E L P

D E N

E L P

D E N

34

35

N W

N W

625

627

2206

1 2 5 8

B72S

B72S

149

149

A12

A12

M S P

M S P



C-2

T AB L E  C-1  (C o n t i n u e d )

S c h e d u le d  Arr iv a ls

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

M a j o r s A i r li n e F l i g h t  # T i m e Air c ra ft S e a t s G a te  # O r i g i n

36

37

38

39

40

41

42

43

S W

S W

S W

S W

S W

S W

S W

S W

964

2130

675

535

846

1646

1373

2176

2100

835

955

1100

1425

1 6 3 0

1815

1925

B733

B733

B73G

B733

B733

B733

B733

B735

137

137

137

137

137

137

137

122

A11

A11

A11

A11

A11

A11

A11

A11

O AK

M C I

H O U

LAX

M C I

S AN

S E A

P H X

44

45

46

47

48

49

50

51

52

53

54

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

978

664

806

1048

968

2196

2001

1143

432

1265

670

2220

745

830

1 0 1 5

1135

1405

1550

1 7 1 5

1820

1910

2120

B735

B733

B733

B73G

B733

B733

B733

B733

B733

B733

B733

122

137

137

137

137

137

137

137

137

137

137

A4

A5

A4

A4

A4

A4

A4

A4

A4

A4

A4

LAS

P H X

P H X

LAS

P H X

AM A

LAS

M C I

M AF

S AN

LAS

55

56

57

58

59

60

61

62

S W

S W

S W

S W

S W

S W

S W

S W

1251

4

1523

1890

890

148

837

417

2350

855

1 0 3 5

1235

1440

1 7 1 0

1815

1905

B733

B733

B733

B733

B733

B733

B735

B733

137

137

137

137

137

137

122

137

A4

A5

A5

A5

A5

A5

A5

A5

LAS

D AL

P H X

P H X

LAX

D AL

L B B

AM A

63

64

65

66

67

68

69

70

71

S W

S W

S W

S W

S W

S W

S W

S W

S W

725

2038

343

2205

128

1491

2122

1311

539

2145

910

1115

1 3 0 0

1445

1615

1 7 2 0

1840

2035

B733

B73G

B733

B733

B735

B733

B733

B73G

B73G

137

137

137

137

122

137

137

137

137

A6

A6

A6

A6

A6

A6

A6

A6

A6

P H X

TP A

S T L

E L P

P H X

L B B

LAS

M C O

LAX



C-3

T AB L E  C-1  (C o n t i n u e d )

S c h e d u le d  Arr iv a ls

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

M a j o r s A i r li n e F l i g h t  # T i m e Air c ra ft S e a t s G a te  # O r i g i n

72

73

74

75

76

77

78

79

80

81

82

83

84

85

86

87

88

89

90

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

2197

934

755

137

1610

30

1067

226

269

230

722

2157

12

249

962

2000

282

1595

2002

2235

815

1 0 0 0

1140

1 3 2 0

1525

1 6 3 5

1810

2000

2320

825

940

1 0 4 5

1140

1 3 3 0

1540

1 6 5 5

1800

1900

B733

B733

B733

B733

B733

B733

B733

B733

B733

B735

B733

B733

B73S

B733

B73G

B735

B733

B733

B733

137

137

137

137

137

137

137

137

137

122

137

137

122

137

137

122

137

137

137

A7

A7

A7

A7

A7

A7

A7

A7

A7

A8

A8

A8

A8

A8

A8

A8

A8

A8

A8

P H X

D AL

E L P

D AL

D AL

D AL

P H X

P H X

D AL

LAX

E L P

P H X

D AL

S AN

O AK

P H X

LAX

H O U

S T L

91

92

93

94

95

S W

S W

S W

S W

S W

2128

577

2182

2044

902

940

1 0 4 5

1210

1 6 3 5

1830

B73G

B733

B733

B733

B735

137

137

137

137

122

A9

A9

A9

A9

A9

LAX

M AF

S L C

TU S

E L P

96

97

98

99

100

T W

T W

T W

T W

T W

287

91

297

123

649

1857

2208

1 0 3 0

1 3 0 0

1600

MD 80

MD 80

MD 80

MD 80

MD 80

140

140

140

140

140

B 7

B 7

B 7

B 7

B 7

S T L

S T L

S T L

S T L

S T L

101

102

103

104

105

106

107

108

U A

U A

U A

U A

U A

U A

U A

U A

1407

425

371

1965

1773

1609

549

332

2106

916

1234

1545

1902

2305

1 3 5 0

1725

B72S

B72S

B72S

B733

B733

B733

B757

B735

141

141

141

120

120

120

182

104

A1

A1

A1

A1

A1

A3

A3

A3

D E N

D E N

D E N

D E N

D E N

D E N

D E N

D E N

T O T A L  S E A T S 14,736



C-4

T A B L E  C -2

S c h e du le d  D e p a rt u r e s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

M a j o r s A i r li n e F l i g h t  # T i m e Air c ra ft S e a t s G a te  # O r i g i n

1

2

3

4

5

6

7

8

AA

AA

AA

AA

AA

AA

AA

AA

594

1636

536

1306

558

1400

1724

1104

550

7 0 7

905

1 3 4 0

1640

1805

821

1 1 3 1

MD 80

MD 80

MD 80

MD 80

MD 80

MD 80

MD 80

MD 80

139

139

139

139

139

139

139

139

B 1

B 1

B 3

B 1

B 1

B 1

B 3

B 3

D F W

D F W

D F W

D F W

D F W

D F W

O R D

O R D

9

10

11

12

13

14

AW

AW

AW

AW

AW

AW

2831

2434

2436

586

2528

211

6 3 0

923

1205

1458

1 7 4 4

2043

B733

B733

B733

B733

B733

B757

131

131

131

131

131

190

B 4

B 4

B 4

B 4

B 4

B 4

P H X

P H X

P H X

P H X

P H X

P H X

15

16

17

18

19

C O

C O

C O

C O

C O

1522

1882

1696

1694

1528

7 0 5

922

1 1 4 5

1 3 4 5

1750

MD 80

B733

MD 80

B73G

B733

141

128

141

124

128

B 6

B 6

B 6

B 6

B 6

IAH

IAH

IAH

IAH

IAH

20

21

22

23

24

25

26

27

28

29

D L

D L

D L

D L

D L

D L

D L

D L

D L

D L

2292

2098

1896

1214

930

947

1143

1642

1730

622

25

730

1 1 2 5

1 3 0 5

1540

1 7 4 0

1915

2240

900

925

B72S

B72S

B72S

B738

B72S

B72S

B72S

B733

B72S

B72S

149

149

149

154

149

149

149

128

149

149

B10

B10

B10

B10

B10

B10

B10

B10

B 8

B 9

A T L

A T L

A T L

CVG

D F W

S L C

S L C

E L P

CVG

D F W

30

31

32

33

F L

F L

F L

F L

330

331

332

335

740

1 3 5 0

1 6 5 0

2110

B73S

B73S

B73S

B73S

119

119

119

119

B 2

B 2

B 2

B 2

E L P

D E N

E L P

D E N

34

35

N W

N W

624

628

845

1405

B72S

B72S

149

149

A12

A12

M S P

M S P



C-5

T AB L E  C-2  (C o n t i n u e d )

S c h e du le d  D e p a rt u r e s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

M a j o r s A i r li n e F l i g h t  # T i m e Air c ra ft S e a t s G a te  # O r i g i n

36

37

38

39

40

41

42

43

S W

S W

S W

S W

S W

S W

S W

S W

1052

2130

675

535

846

1646

1373

334

6 4 0

905

1020

1 1 2 0

1450

1 6 5 0

1840

1950

B733

B733

B73G

B733

B733

B733

B733

B735

137

137

137

137

137

137

137

122

A11

A11

A11

A11

A11

A11

A11

A11

LAS

S AN

S E A

S T L

S AN

S T L

H O U

LAS

44

45

46

47

48

49

50

51

52

53

54

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

572

478

1737

1118

968

2196

2070

1143

432

1265

525

6 3 5

805

850

1035

1 1 5 5

1430

1620

1 7 4 0

1840

1930

2140

B735

B733

B733

B73G

B733

B733

B733

B733

B733

B733

B733

122

137

137

137

137

137

137

137

137

137

137

A4

A4

A4

A4

A4

A4

A4

A4

A4

A4

A4

P H X

P H X

P H X

P H X

AM A

P H X

P H X

TU S

E L P

M C I

P H X

55

56

57

58

59

60

61

62

S W

S W

S W

S W

S W

S W

S W

S W

1609

1547

2059

1779

2124

1297

837

417

7 0 0

920

1 1 0 0

1 3 0 0

1505

1 7 3 5

1835

1930

B733

B733

B733

B733

B733

B733

B735

B733

137

137

137

137

137

137

122

137

A5

A5

A5

A5

A5

A5

A5

A5

P H X

LAS

LAS

P H X

P H X

P H X

P H X

P H X

63

64

65

66

67

68

69

70

71

S W

S W

S W

S W

S W

S W

S W

S W

S W

559

2038

343

2205

2123

1491

2122

1311

590

7 0 5

940

1 1 4 0

1 3 2 5

1510

1640

1 7 4 0

1910

2055

B733

B73G

B733

B733

B735

B733

B733

B73G

B73G

137

137

137

137

122

137

137

137

137

A6

A6

A6

A6

A6

A6

A6

A6

A6

E L P

LAX

LAX

LAX

LAX

LAX

E L P

LAX

LAX



C-6

T AB L E  C-2  (C o n t i n u e d )

S c h e du le d  D e p a rt u r e s

A l b u q u e r q u e  I n t e r n a t i o n a l  S u n p o r t

M a j o r s A i r li n e F l i g h t  # T i m e Air c ra ft S e a t s G a te  # O r i g i n

72

73

74

75

76

77

78

79

80

81

82

83

84

85

86

87

88

89

90

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

S W

1163

21

755

147

89

51

1067

971

375

530

722

2157

803

249

962

2000

282

1595

2002

6 4 5

835

1020

1210

1 3 5 0

1555

1 6 5 5

1835

2025

6 3 5

845

1000

1 1 0 5

1210

1 3 5 0

1600

1 7 2 5

1825

1930

B733

B733

B733

B733

B733

B733

B733

B733

B733

B735

B733

B733

B73S

B733

B73G

B735

B733

B733

B733

137

137

137

137

137

137

137

137

137

122

137

137

122

137

137

122

137

137

137

A7

A7

A7

A7

A7

A7

A7

A7

A7

A8

A8

A8

A8

A8

A8

A8

A8

A8

A8

D AL

D AL

D AL

D AL

D AL

D AL

AM A

O AK

D AL

LAX

O AK

L B B

E L P

M C I

M AF

L B B

TP A

S L C

S AN

91

92

93

94

95

S W

S W

S W

S W

S W

2128

577

2182

2044

902

1010

1 1 0 5

1235

1 7 0 0

1850

B73G

B733

B733

B733

B735

137

137

137

137

122

A9

A9

A9

A9

A9

M C O

P H X

H O U

M C I

LAS

96

97

98

99

100

T W

T W

T W

T W

T W

402

700

160

80

650

600

840

1 1 2 5

1415

1 7 2 0

MD 80

MD 80

MD 80

MD 80

MD 80

140

140

140

140

140

B 7

B 7

B 7

B 7

B 7

S T L

S T L

S T L

S T L

S T L

101

102

103

104

105

106

107

108

U A

U A

U A

U A

U A

U A

U A

U A

759

300

448

1450

1715

1128

358

1982

7 1 5

1028

1 3 1 9

1640

1949

605

1443

1802

B72S

B72S

B72S

B733

B733

B733

B757

B735

141

141

141

120

120

120

182

104

A1

A1

A1

A1

A1

A3

A3

A3

D E N

D E N

D E N

D E N

D E N

D E N

D E N

D E N

T O T A L  S E A T S 14,736



Public Coordination
Appendix D















































































































































































































KANSAS CITY
(816) 524-3500

237 N.W. Blue Parkway
Suite 100

Lee's Summit, MO  64063

PHOENIX
(602) 993-6999

4835 E. Cactus Road
Suite 235 

Scottsdale, AZ 85254

Airport Consultants




